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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, O. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 














Direct Service Baltimore to Honolulu without transshipment. 





For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 












Improve Your Competitive Position! : 


Place Your Merchandise Within Easy 
Reach of Your Dealers—Economically. 


THESE MODERN FACILITIES ARE AT YOUR COMMAND. ¥ 
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CARLOADING & DISTRIBUTING CO. 


ouAVAR-TL@)) Ime) 2 


UNITED STATES FREIGHT COMPANY 


Na) Bal a 
ies Than Carload Freight Service “ 





FOLLOW UP! 


In the Traffic World, issue of March 29, 
we suggested that you retrench in the 
matter of transportation charges the same 
as you would in your cost of production. 


In this issue of the Traffic World, we 
are following up to see whether or not 
you have acted on our suggestion. In 
the past few months five additional offices 
have been added to our system, with a 
corresponding number of new freight 
services to and from those new offices. 


Why not telephone our office in your 
city, or write the Freight Traffic Depart- 
ment at any one of the addresses listed 
below, for complete information concern- 
ing these additions to Universal Freight 
Service? Such a follow-up on your part 
will mean extra dollars saved in trans- 
portation charges. 


Si 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHIcaGco, ILL. 
40 Rector Street, New York City, N. Y. 
10th and West Jefferson Avenue, DETROIT, MICH. 
1038 Public Ledger Bldg., PHILADELPHIA, PA. 


CANADIAN CONSOLIDATED CAR Co., LTD., 
159 Bay Street, TORONTO, ONTARIO. 


“Reduced Freight Rates” 








CREE FOE ..omemcrmnnniemennencceoncnccencmntin Sine Tie WW edlll 


The 
Central Appalachians 


THE STOREHOUSE OF FUELS 


A reserve supply for ages of 


COAL-OIL-GAS 
And their resultant— 


ABUNDANT CHEAP POWER 


his is an age of Power. The future will call for 

more power, and the city or community favored 
with an abundant supply at a low rate will have the 
primary advantage towards low-cost production. 


No section of the country is more favorably situated 
with respect to manufacturing fundamentals, nor 
offers greater promise for industrial development 
than the CENTRAL APPALACHIANS served by The 
Chesapeake and Ohio Lines. 


For illustrated booklet and further information, address: 
Industrial Department 


, The Chesapeake & Ohio Railway 


\ RICHMOND, VIRGINIA 
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FACTORY SITES 


With Unusual Facilities 


on the 


BUFFALO, ROCHESTER AND PITTSBURGH RY. 
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Our traffic department is constantly in touch 
with all communities on our line and will be 
glad to give industries seeking new locations 
all the information at its disposal. Write the 
Industrial Development Department of the 
Company at Rochester, N. Y., for data regard- 
Ing progressive sites. 


When locating a factory you 
first consider its proximity 
to both raw material and to 
your market. 


At Any Point on the 
Buffalo,RochesterPittsburgh 


you are within an overnight 
freight run from the bitu- 
minous coal fields, and from 
the steel centers of Pitts- 
burgh and Buffalo. At many 
points on the system oil, 
clay, sand, salt, gypsum, etc., 
are produced in quantity. 


Third morning (or better) 
delivery will put your prod- 
uct in Chicago, Detroit, New 
York, Boston, Philadelphia, 
the middle south and south- 
west. 
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...An Answer to an 


on every page 


EXPORT 
PROBLEM 


Vv 


7 


VERY executive interested in 
3 the transportation, ware- 
housing and distribution of 
merchandise in Great Britain will 
find valuable information in our 
booklet, “Distribution.” 

New facts...latest statistics... 
up-to-the-minute transportation 
developments. Each page 
packed with news. A worthwhile 
addition to your working library. 

Frankly, the booklet was 
written in the interests of the new L.M.S. 
Plan, a merchandising idea sponsored by 
the largest railway system in the - United 
Kingdom. Yet, those who know the field will 
agree that this is a point in its favor, for 
75% of the population of Great Britain de- 
pend upon L.M.S. railway transportation for 
food and clothing... L.M.S. is an outstand- 
ingly important factor in British commercial 
development. 


The Traffic Wor'd 


London, Midland & Scottish Railway of G. B. 







Your FREE copy is Waiting 
We are anxious that every export executive 
have a copy of this booklet on file. It has 
been published for and is especially ad- 
dressed to the American exporter interested 
in more sales... less overhead... rapid 
deliveries. If you merchandise in Great 
Britain or contemplate doing so, the book- 
let will be of value... your name on your 
company letterhead brings it by return mail. 


Thomas A. Moffet, Freight Traffic Manager in America 


1 Broadway, New York City 
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Above—The Sefton Brooklyn Box 
Factory occupies space in the Bush 
Terminal Bldg., Brooklyn. 


Left—Dixon Board Mills, Inc., at 
Carthage, Ind. 






Above—Sefton Box Factory at 
Anderson, Ind. 


Top center illust—Sefton Box Fac- 
tory at Chicago, III. 




























Container Corporation of America Acquires 
Sefton and Dixon Board Mills, Inc. 


The Container Corporation of America has acquired the Sefton Container Corporation and the 
Dixon Board Mills, Inc. 


The Sefton Container Corporation owns and operates three plants, one in Brooklyn, N. Y., another 
in Chicago, and a third at Anderson, Ind. 7 


The products manufactured in the Brooklyn plant are corrugated fibre boxes and corrugated paper 
products. The Chicago plant of the Sefton Container Corporation manufactures folding paperboard 
cartons, paper pails and corrugated fibreboard products, while the Anderson, Ind., plant makes corru- 
gated fibreboard products and folding paperboard boxes, 
including retail delivery boxes, such as suit and hat boxes, 
florist boxes, cake boxes, etc. 


This acquisition makes our line of paperboard products 
in the container field more complete and puts us in position 
to cater to the requirements of our customers in the fol- 
lowing lines: . 


Boxboards for set-up and folding boxes, 
Corrugated fibreboard boxes and products, 

Solid fibreboard boxes and products, 

Folding cartons in either large or small quantities, 
Folding and k. d. retail delivery boxes, 

Ice Cream and Oyster Pails and other paper pails. 


The Dixon Board Mills, Inc., own a boxboard mill at Carthage, 
Ind., making test liners, boxboards and straw for corrugating, all of 
which materials are used in the manufacture of the various com- 
modities of the Container Corporation of America and Sefton Con- 
tainer Corporation. 


Both of these companies will immediately be absorbed into and 
coordinated with the activities of the Container Corporation and the 
entire personnel of the Sefton Container Corporation will be trans- 
ferred intact. 


We welcome this opportunity to serve a greater clientele in our 
industry and will spare no efforts to retain and increase, if possible, 





How a delicate radio can be packed and shipped the reputation for quality and service established by the Sefton Con- 
ma corrugated fibreboard box. Note double tainer Corporation with their list of Customers. When you write, 
wall reinforcements for protection. refer to Dept. 13 for quick service. 





CONTAINER CORPORATION OF AMERICA 


Mid-West Box Company Sefton Container Corporation 






General Offices « Conway Bldg. 
111 W. Washington St., CHicaco 


Seven Mills ¢ Fifteen Factories 
Capacity + 1300 Tons Per Day 
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Terminal Railroad Association 
OF ST. LOUIS 


‘‘The Terminal of Capacity and Expedition’’ 
400 MILES OF TERMINAL FACILITIES 














Plat of 


1 ST.LOUIS and 
INITY 





ROUTE YOUR FREIGHT VIA ST. LOUIS AND SPECIFY 
“T. R.R.A.” IN YOUR BILLS OF LADING | 


Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Switching SERVICE of the most excellent character 
Switching RATES the lowest to be found in any large city 
Prompt information supplied as to movement when requested 


Three belt lines in the St. Louis District and three in the East St. Louis District provide amply for 
industrial expansion 
Large areas of moderately priced property, conveniently located for industrial development are avail- 
able along these belt lines 
Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 
may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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AND THROUGH THE PANAMA CANAL 


{1 


‘ 


pril 26, 1930 




































S.S. ‘“‘Ambridge,’’ Black Diamond Line, unloading cargo, Pier 8, Port Covington. 


Baltimore is closer to the great industrial territory of the Middle West and the 
center of population of the United States than any other North Atlantic Port— 
and for over half a century shippers through this gateway have enjoyed differential 

rail freight rates. This is only one of the savings which the Port of Baltimore has 
; contributed, to assist the American exporter in the economical distribution of his 
products in foreign countries. 





_ The Western Maryland Railway, with its new Port Covington Tidewater Ter- 
minal, including the most modern docks and warehouses, is ideally equipped to 
look after your foreign, coastwise and intercoastal shipments. 









For Information Please Communicate With 
General Foreign Freight Agent 


WESTERN MaryYLAnD RaILway 


*“*Short Line to Middle West”’ 
Standard Oil Building Baltimore, Md. 
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Service Goes Hand in 
Hand with Opportunity 


ERVICE stripes must be earned—whether they appear on 
a uniform or exist in the minds of a railway’s patrons and 
friends. Good railway service is the result of many carefully 
directed efforts. Certain specialized efforts of the railway are, 
however, a gesture in the direction of opportunity to manu- r 
facturers seeking new and better locations, new sources of raw 
materials; distributors searching for new fields and individuals 
looking for better conditions. 


In the great and growing territory served by the Norfolk 
and Western Railway are strategic locations for manufacturing 
plants of all kinds. Raw materials are abundant and varied; 
there is an ample supply of economic labor, of all-purpose coals, 
hydro-electric power and efficient, dependable transportation 
service. 





Fertile lands, within reasonable proximity to the country’s 
leading markets, offer inviting agricultural opportunities. Good 
schools, churches, cheap electric power and modern highways 
make rural life attractive. A long growing season makes 
agriculture profitable—and a mild winter climate permits out- 
door work practically throughout the season. 


Requests for information about this large, productive 
region, or specific statements of your own particular problems, 
will have prompt attention. 


T. GILBERT WOOD, 
Industrial and Agricultural Agent, 
Roanoke, Virginia 


NORFOLK and WESTERN 
RAILWAY 
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FREIGHT? 


Soo Line Service 
sets the standard 


The direct lines and efficient working 
system of the Soo Line enable it to set the 
standard for speedy and accurate delivery of 
all freight moving through its various chan- 
nels of consignment and transport. 


The special care and close attention 
given shipments by the Soo Line’s great army 
of trained employees assure the shipper that 
even the smallest crate will reach its destina- 
tion in perfect condition. The Soo Line sets 
the pace for safe and reliable freight delivery. 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ 
EXPORT DECLARATION MADE IN TRIPLICATE. This document must be delivered to rail- 


|. EDMONTON @ 
BRITISH COLUMBIA %.\Wetaskiwing 
fo.8, ALB 
% _ ie 


AGENCIES San Francisco, Cal., 681 Market St. 
wale, N. Y., Iroquois Bldg. Duluth, Minn., 408 West Superior St. New York, N. Y¥., 1550 Woolworth S&t. Pa: Minn., 1112 Merchants Na- 
wath Tll, 1680 Bankers Bldg., Clark Indianapolis, Ind., 480 Merchants Bank Bldg. ank Bldg. 
ind Adams Bldg Omaha, Neb., 725-26 W. O. W. Bldg. 


Guppews Falls, Wis. Kansas City, Mo., 723 Walnut St. Passaic, N. J., 250 Bloomfield Ave. Seattle, Wash., bsgn minast Bld 
innati, 0., 709 Traction B 


. Los Angeles, Cal., 530 Van Nuys Bldg. Philadelphia, Pa., Room 914 Fidelity- Spokane, Wash., 1015 Old Nat'l Bank 
Demand, 0.,,915 Union Trust Bidg. © Memphis, ‘Tenn, Porter ‘Bl ‘e Piphila, Trust Bi ae 


rter ° . Trus dg. ° 
i; Tex., 712 8. W. Life Bldg. Milwaukee, Wis., 68 East Wisconsin » Bar 2041 Oliver Bldg. Superior, Wis. 
Detroit, Mich., 2943 First National Ave. Portland, Me., 1012 Chapman Bldg. Tacoma, Wash., 1113 Pacific Ave. 
qtaak Bldg. ‘ Minneapolis, Minn., Soo Line Bldg., land, Ore., 148-A Broadway Waukesha, Wis. 
Rapid Fe Se 1001 Grand 5th at. and Marguette Ave. St. oe Mo., 2050 Railway Exch. Winnipeg, Man., 603-604 Lombard 
< g. fi 


Neenah, Wis 


ROUTE YOUR FREIGHT CARE OF 800 LINE 
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@) History of the AMERICAN-HAWAIIAN 


1907-1913 


1900-1906 


185 5-1899 , 
Steamer Service 


| leet divided into Atlantic and Pacific | 
units with transshipment service 


Clipper Sailing Ship Service 
Coast-to-Coast 
via Cape Horn 


| New York to San Francisco» ~ | New York to San Francisco | 
90 to 120 day = 4 & 


via 
The Straits of Magellan 


across Isthmus of Tehuantepec 


(Coast-to-Coast and Hawaii) 


At*Alaskan (1902) 


Some of the outstanding per- 
formances of these California 
Clippers were: ‘Sovereign of the 
Seas,”” New York to San Fran- 
cisco in 103 days, Honolulu to 
New York in 82 days; ‘Glory of 
the Seas,” New York to San 
Francisco in 96 days; the “Flying 
Cloud,” “Andrew Jackson,” 
“Flying Fish,” “Sword Fish,” 
made voyages from New York to 
Say Francisco in 89 to 92 days. 
There were many others, more 
than 100 in all, equally famous. 
Marvelous were these ships, with 
their sharp bows, raking and 
lofty sparred masts with double 
topsails and skysails and graceful 
hull lines. They were designed 
and rigged for fast sailing. 


Romance there will ever be in 
shipping, but it is doubtful 
whether any craft, past, present, 
or yet to be, will equal the 
romance attached to these Cali- 
fornia Clippers. There was ro- 
mance in their very names: 
“Glory of the Seas,” “Lightning,” 
“Argonaut,” “Blue Jacket,” 
“Challenge,” “Charmer,” “Char- 
iot of Fame,” *‘Comet,” “Dashing 
Wave,” **Fearless,” *‘High Flier,” 
“Flying Mist,” ‘St. David,” ‘St. 
Mary,” and others. 

These Clipper Sailing Ships 
varied in tonnage from 1800 to 
4900 DWT. 


6tCalifornian (1900) 


¢tHawaiian (1901) 


Mt*Nebraskan (1902) 
mt*Nevadan (1902) 


¢tOregonian (1901) 


BY*Texan (1902) 


1855-1899 — The founders of the American-Hawaiian 
Steamship Company, to adequately supply the needs 
of California merchants for the merchandise de- 
manded by the enormous new population that came 
with the ‘49 gold rush, brought into being the Cali- 
fornia fleet of Clipper Ships, giving a Coast to Coast 
service around Cape Horn, and later the Hawaiian 
Line between San Francisco and the Hawaiian 
Islands. Sutton & Beebe, also operating sailing ves- 
sels in a competitive Coast to Coast service, with- 
drew their service with the inauguration of the 
American-Hawaiian steamer service in 1900 

1874——George S. Dearborn joined the firm of Simonson 
and Chesebrough, agents at New York for the Cali- 
fornia Line. This firm subsequently became Simon- 
son and Howes, represented on the Pacific Coast by 
Williams, Blanchard and Company. 

1879—R. B. Van Vleck took over the agency at New York 
and Mr. Dearborn became associated with him. 

1880—The firm of Van Vleck & Co., consisting of Messrs. 
Van Vleck, Sewall and Dearborn, established at 
New York; and Williams, Blanchard and Company 
—— at San Francisco by Williams, Dimond 
& Co. 

1884—NMr. Sewall retired and the firm continued with Mr. 
Van Vleck and Mr. Dearborn as Van Vleck & Co. 
until December |, 1888, when it was changed to 
Dearborn & Co. with Mr. Dearborn and Mr. Jack- 
son as partners. 

1899—Dearborn and Company amalgamated with Flint & 
Co., the name becoming Flint, Deatborn & Co., and 
formed the American-Hawaiian Steam Navigation 
Company, incorporated March 7th, and the name 


Compiled by J. M. Pruner, December, 1929 


GtAmerican (1900) 


At*Arizonan (1903) 


Californian 
8t*Columbian (1907) 
DtDakotan (1912) 


HtGeorgian (1910) 
Hawaiian 
EtHonolulan (1910) 


HtIsthmian (1908) 
ct*Kansan (1911) . 
btKentuckian (1910) 
&t*Mexican (1907) 
btMinnesotan (1912) 
CI*Missourian (1907) 
DtMontanan (1913) 
Nebraskan 
Nevadan 


Oregonian 
DtPanaman (1913) 
DtPennsylvanian (1913) 

Texan 

C}*Virginian (1907) 


American-Hawaiian S. S. Co. adopted May 18th, 
1899. Flint, Dearborn and Company became Gen- 
eral Agents at New York with Williams, Dimond 
and Company, General Agents for the Pacific 
Coast. Capt. W. D. Burnham, Manager, and Mr. 
V. F. Lassoe and Mr. B. Mills, Engineers, perfected 
plans to build the finest type of first-class cargo 
steamers, progressing through the years as this 
chart indicates. Mr. H. E. D. Jackson became 
Traffic Manager, building up the new steamer 
service. 


PRESIDENTS 


GEO. S. DEARBORN, 1899-1920 
(Deceased) 

HENRY DEARBORN, 1920-1923 
(Resigned) 

CARY W. COOK, 
(Resigned) 

ROGER D. LAPHAM, 1925- 


1900—Lewis H. Lapham purchased Chas. R. Flint's inter- 
est, and Flint, Dearborn and Company changed to 
Dearborn and Lapham, General Agents at New 
York, and Williams, Dimond and Company con- 
tinuing General Agents for the Pacific Coast, with 
Mr. E. R. Dimond in active charge of the agency, 
and Mr. A. M. Sutton as Traffic Manager. 
The Company began its new Coast to Coast steamer 
service with the sailing of the AMERICAN from 
New York on October 30th for the Pacific Coast 
via the Straits of Magellan. 


1923-1925 
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1920-1929 


Coast-to-Coast via Panama Canal 


1920—14 day Sailings 1925—5 day Sailings 
is21—}"9 day Sailings 1927——4 day Sailings 
7 day Sailings 1929—3¥4 day Sailings 


New York to San Francisco 


1929 Fleet 


“Alaskan (Sold 1926) 
American (Sold 1926) 


|  Arizonan (Sold 1928) 


¢1918) | ct§*Californian (2 (1922) 

i) | Columbian (na (1925) 

|  Dakotan 

| Floridian (Sunk 1928) 

E{Georgian (2a) (1920—Sold 1929) 
Hawaiian (Sold 1925) 


Iowan 


Et{Kansan (2a) (1925) 
Kentuckian 
Mexican 
| Minnesotan 
| ct8*Missourian (2a) (1923) 
Et{Montanan (2a) (1925) 





ktNevadan (ra) (1920—Sold 1926) 
Ohioan 
Oregonian (Sold 1926) 
Panaman 
Pennsylvanian 
Texan 
Virginian 








kigi4) 


K—7,500 DWT. M—5,250 DWT. 


21% days__ 


¢ Built on date shown 


DtAlaskan (ms (1928) 
Et American (2d) (1925) 


DtArizonan (24) (1929) 


DtGeorgian ra) (1929) 
EtHawaiian (2d) (1925) 


ktNebraskan (24) (1920-Sold1926) DtNebraskan (a (1927) | 


DiNevadan 0) (1927) 


ElOregonian (2) (1925) 


Purchased on date shown 


American ocean freighter to 
pilers. 


n became assistant to Capt. 
7 Mr, C. W. Cook was trans- 
pany's Seattle Agency to be 
with offices at San Francisco. 


bur first E/Btransit of Panama 
Francisco August 11th. 

rammed by Schooner and 

st with full cargo of sugar. 
toed (Capt. J. S. Green, 
oned at Liverpool. Sold 1916. 
n Trade discontinued (except 
» Operating until Septem- 


ed World War. Shortly there- 
ment requisitioned 18 of the 


ng U.S. troops passing out 


1918—Nov. I 1th, Armistice signed. Latter part of 1919 
fleet redelivered to the Company. 


1920—OHIOAN, first vessel to resume intercoastal service 
after World War, from Boston in December. 


American-Hawaiian S. S. Co., in conjunction with 
American Ship & Commerce Corp., formed United 
American Lines; American-Hawaiian turning its 
fleet over to U. A. L. to operate, relieving Dearborn 
and Lapham as Agents. 
March 3rd, acquired stock control of Coastwise 
Transportation Co. mpanies were merged on 
July 29, 1921, without change in name or capital 
stock. February, 1922, the Company sold seven 
ships belonging to old Coastwise Fleet, retaining 
two. June, 1923, disposed of its interests in Liver- 
more, Dearborn Company. 

1923—March—U. A. L. operating agreement terminated 
and ships redelivered to the Company. 
April—Head Office of Company removed from 
New York to San Francisco, at which time all 
agencies were discontinued and branch offices 
opened. 

1928—February—Jointly with Matson Navigation Co. 
purchased 21 ships from Government and organized 
Oceanic & Oriental Navigation Company, with 
American-Hawaiian as Managing Agents of Ori- 
ental Service, and Matson Navigation Co., Manag- 
ing Agents for the Oceanic Service. 


FLORIDIAN sunk in collision with Str. Admiral 
Fiske off Washington Coast. 


1929—April—Purchased fleet of the Williams Line (7 
vessels) and organized Williams Steamship Corp. 


American (22) 


Arizonan (24 


Californian (24) 
Columbian (24) 
Dakotan 


Georgian (3:4) 
Hawaiian (24) 


Iowan 


Kansan (2nd) 
Kentuckian 
Mexican 
Minnesotan 
Missourian (20,) 
Montanan (2nd) 
Nebraskan (:<) 
Nevadan (3:4) 
Ohioan 
Oregonian (2nd) 
Panaman 
Pennsylvanian 
Texan 
Virginian 


§Motorship, others reciprocating 


PURCHASE RECORD 


Alaskan (2nd) Ex. Wheaton 
American(2nd) ‘ Santa Barbara 
Arizonan (2nd) ‘* Willhilo 
Columbian (2nd) Santa Clara 
Georgian (2nd) Clarksburg 
Georgian (3rd) Willsolo 
Hawaiian (2nd) Santa Malta 
Kansan (2nd) Santa Oliva 
Missourian Missouri 
Montanan (2nd) Santa Paula 
Nebraskan (2nd) Fairmont 
Nebraskan (3rd) Kermit 
Nevadan (2nd) Franklin 
Nevadan (3rd) Montpelier 
Oregonian (2nd) Santa Rosa 
Virginian Maine 


WORLD WAR CASUALTIES 


CALIFORNIAN—Capt. Daniel Malman 
Sunk by a mine, 1918, near the Port La Pallice 
off the Coast of France. 


COLUMBIAN—Capt. F. E. Curtis 
Sunk by a submarine, 1916, off the Spanish 
Coast and the Master taken prisoner in the 
submarine—crew and Master landed in ship’s 
boats on Spanish Coast. 


KANSAN—Capt. E. A. Forsythe 
Sunk by a mine, 1917, off Belle Isle on French 
Coast, entrance to St. Nazaire. 


MISSOURIAN—Capt. Wm. Lyons 
Sunk by « submarine, 1917, 60 miles south of 
Genoa in the Mediterranean—crew landed in 
ship’s boats at Port of Maricio. 


MONTANAN—Capt. Wm. Lyons 
Sunk by « torpedo, 1918, in a convoy in the 
Bay of Biscay 500 miles from St. Nazaire— 
crew taken to Bordeaux by the Auxiliary De- 
stroyer “Noma.” 
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HE map above illustrates the magnitude Great Salt Lake, from the giant Mississippi regu 
of SOUTHERN PACIFIC, one of the to the majestic Columbia, typifies the faith 
foremost transportation systems, not alone in and enterprise of its builders. 
this great and wonderful country of ours, 
but in the whole world of human effort and Whether you are shipping, or expecting a ? 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





INLAND WATERWAYS 


HE question of inland waterway development and 

transportation is one of the two or three leading 
(ransportation problems of national importance before 
ihe public today. A few fundamentals with respect to it 
wight to be understood by all those dealing with it. 
Some of them do not seem to be understood. It appears 
(0 be necessary to restate them, every now and then, in 
the light of current discussions and proposals. 

The movement for the development of inland water- 
‘ays as an agency for the transportation of freight is 
‘ue to the passion of the engineer for the utilization of 
natural waterways, the desire of certain localities and 
husiness interests for lower freight rates—no matter at 
whose expense—and the willingness of politicians to be 
‘for’ what they think their constituents desire. 

But any policy of this sort should be based on some- 
thing more sound. There is nothing sacred about any 
kind of transportation and, if it be found that water 
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transportation fills a need that can be supplied in accord- 
ance with sound and reasonable economy, it should. of 
course, be supplied. Indeed, it will be supplied, for 
capital is constantly on the lookout for such oppor- 
tunities. But it ought not to be supplied under any 
form of paternalism or conditions that require support 
+o be furnished by the public in order that those who 
penefit may prosper. 

Thus, wherever there is, on adequate and fair investi- 


‘gation, found to be a reasonable demand for the develop- 


ment of a waterway and a reasonable assurance that 
traffic will seek it, once it is developed, the government 
should undertake to develop that waterway. But the 
development ought to be with the understanding that 
operators of transportation on it will be subject to the 
same sort of regulation that governs their competitor, 
the railroad; that rates shall be based on a real cost 
study, which has never been made; and that operators 
shall pay into the public treasury a reasonable fee for 
permission to use the waterway as a place of doing busi- 
ness for profit. 

Under present conditions, inland waterway oper- 
ators are permitted to make rates arbitrarily twenty 
per cent under rail rates. There is no economic basis for 
that differential—that is, no one knows just how much 
the cost of water transportation is under that of rail 
transportation, if any. Waterway carriers make their 
own regulations and do things for shippers that the rail- 
roads, under strict regulation, are not permitted to do. 

And, whatever else may be permitted, the govern- 
ment ought to get out of the transportation business 
on the Mississippi and Warrior rivers. Government in 
business of any sort is not in accord with approved 
public policy. In this particular case it causes sad com- 
plications because the government corporation that 
operates this business has, until the last year, which 
shows a deficit (and even in its report for that year it 
continues, in spite of that fact, to speak of having turned 
deficit into profit) insisted on showing a profit, that 
profit being figured with no overhead expense such as a 
private operator must set up—no taxes, no insurance, 
and no cost of capital. It is, for that reason, not a fair 
exhibit of what can be done in waterway transportation, 
though government operation on these waterways pur- 
ports to be an experiment for the purpose of demonstrat- 
ing to private capital what can be done. Of course, 
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The standards of southern farming are rising. More 
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private capital will not be fooled, but the public is fooled 
and has a false idea of the cheapness of water trans- 

rtation as compared with rail transportation. This 
confused idea prevails even in Congress. 

Much is said in favor of developing waterway 
transportation on the theory that the railroads may not 
be able to take care of the country’s growing traffic. 
There can be little to this if the government carries out 
the spirit or even the letter of the transportation act 
of 1920, which is that the railroads shall be enabled to 
earn a fair return on the money invested in them. If they 
are permitted to do this they can be counted on, in their 
own interest, to make the extensions necessary to care 
for increasing business. 

But, admit for the sake of the argument that the rail- 
roads, either because they are incompetent or because 
they are so restricted in earnings as not to be able to do 
the things that ought to be done and that they would 
like to do, may not be able to cope with increasing traffic 
demands, as time goes on. Inland waterway develop- 
ment might then become advisable—though it would be 
foolish to adopt a policy of this sort to increase trans- 
portation facilities if the reason for failure of rail 
facilities was a parsimonious and unfair attitude of 
government toward the railroads; but why develop the 
waterways under unfair conditions, even then? Why not 
place them on a sound economic basis at once, instead 
of providing here and there facilities for those who can 
use them at the expense, in part, of the people as a 
whole? Why not make those who use them pay for what 
they get? Certainly, no one worthy of regard has ever 
advocated such a system with respect to rail transporta- 
tion. But, when we come to think the thing through, if 
the government thinks it must provide cheaper and more 
transportation facilities, why should it not build a rail- 
road, for instance, between Chicago and New Orleans, 
charge rates twenty per cent under the rates it permits 
privately owned railroads to charge, pay the overhead 
out of the public treasury, and then tell the people not 
only that it is giving them low rates but that the opera- 
tion is profitable? Anyone capable of thinking can see 
that such a thing would be unfair to the railroads, 
subversive of sound transportation policy, and inde- 
fensible in economics. Yet what is the difference, in prin- 
tiple, between such a course and the one that is being 
pursued ? 

We may expect selfish and unsound views with 
respect to this question from those who have interests 
at stake—the railroads, on the one hand, who do not 
vant this competition, and shippers and communities, on 
the other hand, that can use waterways and profit by the 
low rates offered at the public expense. But engineers, 
*ohomists, statesmen, ought to clarify their views and 


act in accordance with common honesty and sound 
practice, 






ONLY SOCIALISTS NEED APPLY 
es FESS, of Ohio, is one of the few men in 
Congress that are fundamentally sound on economic 
Westions, He showed this again in his remarks recently 
the debate on the Muscle Shoals bill. Said he: 
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“There is another item to which I would like to call 
attention, on page 4, lines 7 to 14. The wording of that 
paragraph is interesting: 


All members of the board shall be persons that profess a 
belief in the feasibility and wisdom having in view the national 
defense and the encouragement of interstate commerce, of pro- 
ducing fixed nitrogen under this act of such kinds and at such 
prices as to induce the reasonable expectation that the farmers 
will buy said products, and that by reason thereof the corpora- 
tion may be a self-sustaining and continuing success. 


“That is propaganda; that is incorporating a speech 
in this measure; that is a plea for the support of the 
farmers of the country. 

“No-one can become a member of this board who 
does not believe in government operation and government 
control of industries. What would be the reaction of 
this body if, in the creation of the tariff commission, we 
should write as a qualification of membership that 
nobody who believes in a protective tariff shall be eligible 
or that nobody who does not believe in a protective tariff 
shall be eligible; that the judgment of all appointees to 
the commission must be predetermined and well known? 

“For the board to be created by this joint resolution 
it is not desired that its members should be open-minded, 
able to look into the problem and decide upon the facts 
of the case and reach an impartial judgment; but those 
are desired who are prejudiced in the interest of govern- 
ment ownership; otherwise they are not eligible to go on 
the board. That is the most extraordinary and curious 
qualification that I have ever seen written into a pro- 
posed statute providing for the creation of a govern- 
mental board.” 


NORTH TEXAS CONSTRUCTION 


A combination of the Rock Island and the St. Louis-San 
Francisco and the Santa Fe by itself through a subsidiary have 
been authorized to construct new lines and to establish new 
routes in the panhandle and northern part of Texas. The Bur- 
lington’s efforts to get into the territory over which there has 
been a brisk fight have been set at naught by the Commission. 

Because the decision as to new contruction, made by divi- 
sion 4, is at variance with the so-called complete plan for the 
consolidation of railroads, the Commission has modified that 
plan so as to make it cover the change necessary to make the 
decision of division 4 fit into the complete plan, by transferring 
the Gulf, Texas & Western from system No. 17, the Santa Fe, 
to system No. 19, Rock Island-Frisco. 

New construction phases of the matter were handled in 
Finance No. 7370, St. Louis, San Francisco & Texas construc- 
tion and the cases joined with it. The change in the consoli- 
dation plan was made, by the entire Commission, in No. 12964, 
consolidation of railroads. 

However, the St. Louis-San Francisco part of the new con- 
struction plan hinges on a seemingly large contingency. It is 
that the Frisco pay not more than $1,800,000 for the stock of 
the Gulf, Texas & Western. The Frisco asked for authority to 
pay $2,300,000 

This report also embraces Finance No. 7371, St. Louis-S. F. 
Ry. Co. control; Finance No. 7372, St. Louis, S. F. & T. Ry. 
Co. control; Finance No. 7556, St. Louis, S. F. & -T. Ry. Co. 
operation; Finance No. 7547, Chicago, R. I. & G. Ry. Co. con- 
struction, etc.; Finance No. 7623, Fort W. & D. N. Ry. Co. 
proposed construction, and Finance No. 7518, Clinton-O.-W. R. 
Co., of T. construction. 

The formalities of the cases summarized by the Commission 
in head notes to the decision in the construction and trackage 
rights case follow: 


Certificate issued pryfeeiing (a) the construction by the St. 
Louis, San Francisco & Texas of a line of railroad in Wilbarger and 
Baylor counties, Tex., and (b) operation by the St. uis, San 
Francisco & Texas, under trackage rights, over the line of the Chi- 
cago, Rock Island & Gulf in Jack, Wise and Tarrant counties, Tex. 
uest of the St. Louis, San Francisco & Texas for permission 
to = _—- earnings accruing from the operation of the proposed 
ne denied. 
Acquisition by the St. Louis-San Francisco of control, by purchase 
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of capital stock, of the Gulf, Texas & Western approved and author- 
ized. Terms and conditions prescribed. 

Acquisition of control by the St. Louis, San Francisco & Texas, 
by lease, of the railroad and properties of the Gulf, Texas & Western 
approved and authorized. 

Certificate issued a operation by the St. Louis, San 
Francisco & Texas, under trackage rights, over the proposed line 
of the Chicago, Rock Island & Gulf in Hardeman and Wilbarger 
counties, Tex. 

Request of the St. Louis, San Francisco & Texas for permission 
to retain excess earnings accruing from such operation dismissed. 

Certificate issued authorizing (a) the construction by the Chicago, 
Rock Island & Gulf of a line of railroad in Wheeler, Collingsworth, 
Childress, Hardeman, Foard and Wilbarger counties, Tex., and (b) 
operation, under trackage rights, over lines of railroad in Hardeman, 
Wilbarger, Baylor, Archer, Young and Jack counties, Tex. 

Request of the Chicago, Rock Island & Gulf for permission to 
retain excess earnings accruing from the operation of the line pro- 
posed to be constructed denied. 

Certificate issued authorizing the construction by the Clinton- 
Oklahoma-Western Railroad Co. of Texas of a line of railroad in 
Gray county, Tex. 

Present and future public convenience and necessity not shown 
to require the construction by the Fort Worth & Denver Northern 
of a line of railroad in Childress, Collingsworth, Wheeler and Gray 
counties, Tex. Application denied. 


In these proceedings were presented the plans of the Frisco 
system and Rock Island system for construction, acquisition and 
operation of lines in the north-central and panhandle districts 
of Texas, a plan of the Fort Worth & Denver Northern for the 
construction of a line into the panhandle district so as to put 
the Burlington into the oil and gas field of Gray county and a 
plan of the Clinton-Oklahoma-Western, a santa Fe affiliate, to 
construct an extension into the territory described. 

The Frisco proposed to construct a line from Vernon to 
Seymour, 44.06 miles, at an estimated cost of $1,709,744. It 
also proposed to acquire control of the Guif, Texas & Western, 
by purchase of stock for $2,300,000. That company has a line 
of 99.6 miles extending from Jacksboro to Seymour, with track- 
age rights over the Weatherford, Mineral Wells & Northwestern 
for a distance of 30 miles. The Gulf, Texas & Western is in 
the hands of a receiver. The Frisco represented that that road 
would be of great strategic value to it but the Commission said 
that the Frisco should not pay more than $1,800,000 for the 
stock. The Frisco is to report to the Commission within 30 
days whether control of the Gulf, Texas & Western can be 
acquired under the condition that no more than $1,800,000 be 
paid for the stock. 

The proposed Rock Island construction would extend from 
Shamrock, Okla., southerly to Wellington, thence southeasterly 
to a connection with the Snyder-Quanah line of the Frisco and 
thence to a connection with the proposed Vernon-Seymour line 
of the Frisco, a distance of about 108 miles, at an estimated 
cost of $4,217,854. 

It was proposed that the Frisco should operate under track- 
age rights over the rails of the Rock Island between Quanah, 
Okla., and Beaver Creek, Tex., 35 miles, and between Jacksboro 
and Forth Worth, Tex., a distance of 72 miles. The Rock Island 
proposed to operate, under trackage rights, over the Frisco 
between various points, a total of 107 miles. 

In behalf of the proposed Frisco-Rock Island combination 
it was pointed out that the Frisco routes to northern Texas 
would be very materially shortened, some of them being so 
long that, under the fourth section, they were closed to traffic. 
in behalf of the Rock Island it was testified that its growth 
of traffic in and near the Texas panhandle made it necessary 
to provide that system a short intrastate route between the 
panhandle region to Fort Worth, thereby enabling it to avoid 
the expenditure of $300,000 for the enlargement of its yard at 
El Reno, Okla. 

The Burlington, through its subsidiary, the Fort Worth & 
Denver Northern, proposed to construct a line from Childress, 
Okla., to Pama, Tex., a distance of about 110 miles, at a cost 
of about $4,276,580. 

Santa Fe construction proposed was from Heaton, a point 
on the Clinton-Oklahoma-Western of Texas about 8.7 miles to 
a point east of Lafors to serve a casinghead gasoline and carbon 
black plant in the central part of the Gray county oil field, at 
a cost of $375,000. 

The Commission said that the Texas commission recom- 
mended that all the applications be granted and that there was 
no opposition to the acquisition of the Gulf, Texas & Western. 
The Burlington, it said, claimed that it was the pioneer in the 
region affected and claimed the right to construct new lines 
on that ground, the main object of which would be to serve the 
Gray county oil and gas field. The report said that Gray county 
was well supplied with pipe lines to bring casinghead gasoline 
and carbon black to the existing railroads. 

Commissioner Eastman, concurring in part, said that what 
was proposed so far as the Gulf, Texas & Western was con- 
cerned was a consolidation and that, therefore, the application 
should have been made under section 5 (6) and not under sec- 
tion 5 (2). In his judgment, he said, the Burlington should 
have been allowed to build between Pampa and Shamrock and 
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that the application of the Santa Fe should have been depja; 
The Burlington line, he said, would have served the territor 
better than the proposed stub-end branch proposed by the 
Santa Fe. on 

Transfer of the Gulf, Texas & Western from the Proposes 
Santa Fe to the proposed Rock Island-Frisco system is accom, 
plished by a supplemental report in No. 22964, consolidation 
railroads, amending the original report, 159 I. C. C. 522, becatse 
ef the report of division 4, the main facts of which are get forth 
in the supplemental report. a 


SENATORS AND SAND RATES 


Asking the Commission to adopt the report of the examine 
in I. and S. No. 3250, sand, gravel, ete., from and to points jj 
Mississippi Valley territory, the Alabama Public Service Con. 
mission, in a reply to Senator McKellar, of Tennessee, asserts 
that the senator has permitted sand and gravel producers of 
about a third of his state to induce him to oppose a revision of 
rates which the producers and receivers of the other two-thirg 
of his state have accepted and are using. j 

“In other words, he is resisting an effort to require a proper 
balancing of the burden of transportation, not only as betwee 
different sections of his own state, but as between differen; 
sections of the southern rate group,” continues the Alabam, 
commission. “He would have Alabama, for instance, contribut 
more to the support of the transportation system which serve 
this rate group than its neighboring states contribute to the 
support of this same transportation system. He seems willing 
for the producers in Illinois, for instance, to pour their products 
in a steady stream down the Mississippi Valley for hundreds oj 
miles while the Alabama shippers are forced to stay out of that 
territory although they are not half so far away.. He is conten 
to have Mississippi Valley producers come over into Alabam 
and compete on a rate equality with Alabama producers, by 
is not willing for the Alabama producers to reach over into the 
valley and compete upon terms of equality with the producers 
in that territory.” 


The Alabama commission said that while it thought the 
senator was wholly wrong it did not accuse him of insincerity but 
that he had simply been misled into resisting the application of 
the law which the great body of which he was a member had 
placed upon the statute books and organized a commission to 
administer. Commenting upon the fact that the counties and 
municipalities of Tennessee had taxed themselves heavily for 
the construction of highways, the Alabama commission sai 
it supposed when the tax limit was reached the transportation 
srvice on road-building materials should be performed free of 
charge. It expressed the opinion that the Commission was gel: 
erous to the senator in allowing him to get into the case after 
it had keen closed. In comment on the failure of the senator 
to mention “some of the most persuasive facts in the record’ 
the Alakama body said that “inasmuch as those facts do not 
support the Senator’s contentions, we can understand why le 
did not mention them.” 


The reply brief of the Southern, the Illinois Central, Mobile 
& Ohio and the N. C. & St. L. calls attention to the fact that the 
senator saw only one of the exhibits in the case and heard 
only half of the argument. In substance, the brief asks wh! 
anyone should think that a person who had done no more thal 
that could be thought of as giving aid to the Commission il 
the disposition of a case. Speaking of the letter the senatol 
wrote to each of the commissioners, the railroad brief says: 


It seems to be more in the nature of a protest made by an officer 
of Congress to a body which Senator McKellar designates as an agetl 
of Congress, suggesting to that body just what its decision shoul’ 
be in the case pending before it. 4 The tone and tenor of Sen 
ator McKellar’s brief and approach to the questions before the Com- 
mission as outlined in the brief, seem to us to be considerably dif 
ferent from those in his letter. He says in his brief that he want 
the members of the Commission to consider the brief solely on It 
merits and not because he happens to be an official of the United 
States government. But he has not withdrawn any of the statememls 
contained in the letter, many of which seem to indicate a differen! 
attitude, and apparently it is his desire that the arguments Col- 
tained in both the letter and the brief should be considered by the 
Commission. 


P. R. R. CLAYTON LAW CASE 
99960) 


The Commission has postponed the hearing in No. 244 
{nterstate Commerce Commission vs. Pennsylvania Railroad Co 
and Pennsylvania Co., before Commissioner Meyer and Assis 
ant Director C. V. Burnside of the Commission’s bureau 
finance from May 19 to May 21. The case mentioned is tl 
Commission’s Clayton anti-trust proceeding against the railroaé 
company and its subsidiary arising out of the acquisition ® 
Wabash and Lehigh Valley stock, the Commission’s complal 
alleging that the acquisitions, by their effect on competitiol. 
constitute a violation of the anti-trust statute. 
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Current Topics in 
Washington 





far aed 


Allan P. Matthew learned well the 
lesson inculcated in “Jack be nimble, Jack 
be quick.” That was shown, when, in the 
arguments on the proposition of the Great 
Northern and Western Pacific to build 
into Southern Pacific territory, he as- 
serted that the Southern Pacific controlled as absolutely in a 
designated area as the northern lines “dominated the Oregon 
commission.” 

Thereupon Commissioner Aitchison, who had been leaning 
far back in his easy chair, brought his face above the bench 
behind which it had been hidden from those sitting near the 
bench as “dawn comes up like thunder out of China across the 
bay.” Aitchison, who wrote the Oregon commission law and 
was a member of that body, instantly realized that Matthew 
had said something he did not intend to say. So he began 
smiling and the audience converted his smile into a laugh. For 
a wonder Matthew realized what he had said. He did not have 
to be told what he had said, as many public speakers have to 
be told when they slip. Instantly he made amend, undoubtedly 
helped thereto by the laughter. 

“Of course, that is not what I intended to say,” said Mat- 
thew, showing about as quick a recovery as could be imagined. 
“Nobody ever dominated the Oregon commission.” 


Concerning the 
Value of Being 
Nimble and Quick 





Hearings on the Couzens’ resolu- 
tion to halt unifications and consoli- 
dations of railroads, suggest that now 
is the time when congressmen make 
many gestures intended to show their 
constituents how faithful they have 
been. Primaries are not far away. All members of the House 
of Representatives and one-third of the senators must account 
for their time in the last two or six years. It is natural, there- 
fore, for much make-believe. So-called progressives are not 
above that rule. Even those senators who do not come up for 
election this year feel the urge to show an appearance of 
diligence. 

Jumping sideways when an organized minority howls always 
galvanizes members of Congress into activity. That is believed 
to be the reason for the adverse committee vote on the nom- 
ination of Judge Parker to be a justice of the Supreme Court. 
Organized labor is an organized minority. There are many 
associations of Americans of African descent. But the mem- 
bers of that race constitute a minority among the inhabitants 
of the country. Judge Parker, faithfully following the law as 
the Supreme Court of the United States had declared it to be, 
upheld a lower court in its decision that a contract between an 
employer and an employe was just as sacred if it provided 
that the employe should not become a member of a union as 
one between a union and the employer, that only members of 
the union should be employed. Judge Parker, in a political speech, 
said something about the qualifications of citizens of African 
descent to take part in political affairs. By doing those things 
he gave offense to the agitators among the two organized minori- 
es. Therefore, the committee members, thinking of negro 
and union votes, turn down thumbs on Parker, notwithstanding 
that it has been demonstrated, time and again, that there are 
seisible men in the unions and in the associations of negroes 
1 numbers large enough to make the prophecies of the agi- 
tators of little or no value. Yet senators and representatives 
vill cringe and take orders froth the agitators and get extremely 
dusy just before election time on anything the vociferous organ- 
wed minorities suggest. 

, Between primary years there is little activity among the 
friends of the people,” the designation every member of Con- 
stess attaches to himself. The Couzens’ resolution gives point 
‘0 the observation that between primaries there is little done 
me those who receive comfortable salaries. At one of those 
earings Senator Brookhart, of Iowa, announced that he was 
nected on a platform opposed to the legislation now marked 
T suspension. Brookhart was elected in 1926 and for the last 
mien has held his seat with an unquestioned title. The 
be © was elected to oppose, in all that time, has not seriously 
€n taken up, for revision. 
Now, however, that the Commission has obeyed the man- 


Now Doth the 
Congressman Become 
Exceedingly Busy 
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date of the law to make a complete plan for the consolidation 
of all the railroads and has said that the two northern trans- 
continental railroads may be unified if they do certain things, 
Couzens, like a volcano, blows off the cap and begins erupting. 
So does Brookhart. They do not take the least blame to them- 
selves for the situation brought about through the Commission’s 
obedience to the law which Brookhart, by his own statement, 
was obligated, as long ago as 1922, to try to repeal. They 
ignore, it is suggested, the pleas made by the Commission to 
be relieved of the duty of making a complete plan. In addition 
they talk as if the Commission were proposing something un- 
lawful when it expresses the opinion that the curtailment in 
competition that would result from the unification of the two 
northern lines would not be detrimental to the public. They 
ignore the fact that, under the legislation in opposition to which 
Brookhart was elected, the Commission was specifically author- 
ized to set aside the anti-trust laws when, in its judgment, the 
public would not be hurt by so doing. 

No apology is made by Couzens or any other so-called 
progressive or near-progressive for the waste of the public’s 
money, first in passing the act of 1920, in the preparation of 
plans and the decisions thereunder on applications to the Com- 
mission, and finally the waste of money represented by an 
eleventh hour determination, such as the Couzens’ resolution, 
to do something. 





Assistant Postmaster-General Til- 
ton seems to have no sense of hu- 
mor. Under his order, all letters 
and other mail carrying cryptic or 
freak addresses are to be returned 
to the senders, if known, or, if not 
known, to the Dead Letter Office. Radio entertainers and others 
in the public eye are targets at which freakishly addressed 
letters are aimed, just to see if the post office employes can 
deliver them. Hereafter no efforts will be made to deliver 
letters to Mr. Ise Regusted or to the Favorite Son of Yale. The 
order is based on the discovery that there are postal employes 
who do not glue their ears to the radio, but who do use up time in 
efforts to locate the persons addressed in. a way intended to 
act as an intelligence test based on an assumption that a person 
is not intelligent if he does not know all the combinations of 
words that can be made up from comic strips and radio enter- 
tainments. 


Dead Letter Office 
the Destination of 
Smart Aleck Addresses 





Attorneys who were in the lake cargo 
coal case litigation, particularly those 
on the Pennsylvania and Ohio part of 
it, have been forced to do some inward 
chuckling by the fact that the opposition 
to the nomination of Judge Parker to 
a place on the Supreme Court bench comes, to a considerable 
extent,. from the border states, including, particularly, West 
Virginia and Kentucky. They are among the states supposed 
to have been particularly benefited by the decisions in the 
Anchor case, the law court name of the lake cargo coal case, 
and the Consolidated Red Jacket Coal case, in which the so- 
called yellow dog contract was found not unlawful. 

Not a word has been said in respect of Judge Parker’s 
nomination by those who were on the Pennsylvania and Ohio 
part of the lake cargo coal case. It is known that the attorneys 
on both sides of that case deprecated its injection into politics. 
Their influence, it is suspected, has . restrained some whose 
inclination, at most times, is to bring a thing into politics. It 
is a fact that attorneys on both sides in that coal case regard 
Judge Parker as an able jurist and are not in sympathy with 
opposition to him based on decisions written by him or assented 
to by him, although, as a matter of course, half of them were 
the losers in the two cases mentioned. 

But the fear of the negro vote in the border states is a 
thing that is supposed to influence the politicians in them. Their 
view seems to be that Judge Parker, on account of his views 
about negro participation in politics, has made his confirmation 
politically inexpedient. 


lronic Situation 
in Respect of 
Parker Nomination 





It may be that James Ham- 
ilton Lewis, Democratic candidate 
for senator from Illinois, will lose 
the votes of some Democrats be- 
cause he believes it necessary, 
as a mark of respect for his 
masters, to dress not merely well, but, as some eyes believe, 
elegantly. It has not always been possible for this Virginian, 
to whom courtliness of manner is an inheritance, to be dressed 
in a style to attract attention. There may be some whose idea 
is that being a democrat, with and without the capital “D,” 
means being a bit slovenly in dress and slightly uncouth in 


Visualize James 
Hamilton Lewis, Stevedore 
or Dock Walloper 
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manners, who cannot picture James Hamilton Lewis, the ele- 
gant, being a stevedore and trundling barrels and loading lumber. 
But that is what hard circumstances forced him to be, for a 
time, at Seattle, Wash. 

Lewis has never boasted about it, as many in public life 
would have done, but he has never made a secret of it among 
his friends. In other words, while his sometimes ornate raiment 
has been taken as part of the advertising he has done of his 
habit of mind, he has never fallen so low as to seek political 
preferment by telling hard luck stories. 

And that brings to mind that Mark Hanna, father of Mrs. 
Ruth Hanna McCormick, his Republican rival, knew much about 
the docks on the Great Lakes. Men on the Hanna ships and 
on the Hanna docks knew that if they could get Hanna down 
to where there was trouble it would be straightened out. Hanna 
knew the language of the water front and he could use it in 
all its various shadings, at the proper time. George Washing- 
ton, also, has the reputation of having been able , on occasion, 
to piece out his vocabulary with expressions his mother did 
not teach him. 

Without doubt, before the. campaign is over, Lewis will 
lapse into the speech of the south, to which he was born, and 
speak of his opponent, as Miss Ruth, not flippantly, but respect- 
fully, because the colonel is older than Mrs. McCormick. It is 
natural for a southern gentleman to speak of a younger woman 
as if she were not married. The older generation of colored 
people copied that manner of speech from their white masters, 
friends, and employers. The white woman of the south is never 
Mrs. Smith to her colored employes, who are often also her 
very good friends, but always Miss Elizabeth or Miss Ruth. 





As truck and bus competition in- 
crease and as grade crossing elimina- 
tion is carried forward, the Commission, 
it is believed, will be confronted by an 
increasing number of abandonments 
proposed because the expense of keep- 
ing up such branches of railroads is piling too high. The ques- 
tions raised in connection with the abandonment of a part of 
the Whitestone branch of the Long Island (elsewhere in this 
issue) will illustrate the point. 

In two or three abandonment cases the suggestion has been 
made that, because the system is fairly prosperous and the loss 
caused by the branch is relatively small, permission to abandon 
should be refused. The point is made that that particular loss 
will not prevent the performance of the carrier’s federal duty. 
The implication is that a carrier should be required to operate 
unprofitable branches until such time as losses, for such reason, 
become a menace to the financial stability of the carrier. The 
logic of that is that no railroad should be allowed to have only 
tenderloin and refuse to use any of the chuck or other less 
desirable parts of the food, in the form of freight and pas- 
senger business, set before it when it built its lines. But, when 
as in New York City, tax money is being used to extend a 
rapid transit system that will compete and busses and trucks 
are allowed to compete with the railroad, it might be asked, if 
it was not the part of prudent management to abandon before 
the day of the impossibility of revenue being equal to operating 
expense arrives.—A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 12 totaled 
911,310 cars, according to the car service division of the Ameri- 
can Railway Association. This was an increase of 3,382 cars 
over the preceding week, but a reduction of 61,842 cars below 
the same week in 1929 and a reduction of 1,349 cars under the 
same week in 1928. 

Revenue freight loading by districts the week ended April 
12 and for the corresponding period of 1929 was reported as 
follows 


To Abandon or 
Not to Abandon 
That Is the Question 


Eastern district: Grain and grain products, 6,274 and 5,033; live 
stock, 1,901 and 2,185; coal, 33,281 and 32,450; coke, 2,669 and 2,899; 
forest products, 2,896 and 3,648; ore, 1,349 and 1,802; merchandise, 
L. C. L., 69,155 and 74,450; miscellaneous, 90,120 and 108,229; total, 
1930, 207,645; 1929, 230,696; 1928, 217,303. 

Allegheny district: Grain and grain products, 3,032 and 2,478; live 
stock, 1,587 and 1,625; coal, 34,313 and 37,526; coke, 4,870 and 5,860; 
forest products, 2,556 and 2,905; ore, 3,976 and 3,248: merchandise, 
L. C. L., 53,353 and 56,806; miscellaneous, 83,829 and 94,307; total, 
1930, 187,516; 1929, 204,755; 1928, 192,413. 

Pocahontas district: Grain and grain products, 305 and 205; live 
stock, 36 and 74; coal, 33,167 and 32,910; coke, 385 and 360; forest 
products, 1,398 and 1,910; ore, 171 and 200; merchandise, L. C. L., 6,724 
and 7,697; miscellaneous, 9,298 and 9,208; total, 1930, 51,484; 1929, 
52,564; 1928, 47,611. 

Southern district: Grain and grain products, 4,149 and 3,799; live 
stock, 1,241 and 1,639; coal, 17,896 and 17.170; coke, 536 and 554; forest 
products, 17,548 and 22,409; ore, 1,103 and 1,429; merchandise, L. C. L., 
40,682 and 41,655; miscellaneous, 64,721 and 68,334; total, 1930, 147,876; 
1929, 156,989; 1928, 147,840. 

Northwestern district: Grain and grain products, 9,083 and 8,368; 
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live stock, 6,123 and 6,304; coal, 3,663 and 4,183; coke, 1,355 ana 1,628: 
forest products, 15,113 and 18,467; ore, 1,017 and 3,500; merchandise’ 
L. C. L., 32,591 and 33,697; miscellaneous, 37,467 and 39,940; tot)’ 
1930, 106,412; 1929, 116,087; 1928, 109,306. ’ 

Central Western district: Grain and grain produets, 11,699 and 
9,956; live stock, 9,774 and 9,786; coal, 6,950 and 9,399; coke, 271 and 


296; forest products, 10,504 and 11,255; ore, 3,268 and 4,479; merchan. 
dise, L. C. L., 34,326 and 35,835; miscellaneous, 55,436 and 53,862: total 
1930, 132,228; 1929, 134,868; 1928, 126,677. ’ 

Southwestern district: Grain and grain products, 5,408 and 4,793. 
live stock, 2,579 and 2,603; coal, 3,341 and 3,384; coke, 107 and 102: 
forest products, 7,345 and 8,558; ore, 595 and 463; merchandise, L. ¢, 1 
15,843 and 16,815; miscellaneous, 42,931 and 40,565; total, 1930, 78 149: 
1929, 77,193; 1928, 71,509. ere 

Total, all roads: Grain and grain products, 39,950 and 34,542: liye 
stock, 23,241 and _ 24,216; coal, 132,611 and 137,022; coke, 10,193 anq 
11,699; forest products, 57,360 and 69,152; ore, 11,479 and 15,121; mer. 
chandise, i ., 252,674 and 266,955; miscellaneous, 383,802 ang 
414,445; total, 1930, 911,310; 1929, 973,152; 1928, 912,659. 


Loading of revenue freight in 1930 compared with the two 
previous years follows 





1930 1929 1928 

Four weeks in January........... 3,349,424 3,571,455 3,448,895 
Four weeks in February.......... 3,505,962 3,766,136 590,749 
Five weeks in March............. 4,414,625 4,815,937 4,752,559 
Week of April 5........seseeeeees 907,928 958,225 919,359 
.. « ¢.. See 911,310 973,152 912,659 
TRS neGinddastcsue ie eaaneee 13,089,249 14,084,905 13,624,207 


CLASS I ROAD FIGURES 


A preliminary statement of the capitalization and income 
of Class I railroads for the year ended December 31, 1929, placed 
in comparison with figures for the preceding year has beep 
issued by the Commission. It is the sixtth in a series. In an 
introductory note the Commission warns those using the figures 
that they are not exactly comparable with those for the pre. 
ceding years because of changes made in the reports submitted 
by the carriers and the switching of a road from one district 
to another because it has been acquired by another road with 
mileage preponderantly in another district. The figures for 
1928 shown in this statement are the ones resulting from re. 
statement of the 1928 figures, causing them to differ somewhat 
from the preliminary figures for that year issued in the pre 
liminary statement. 

The grand total capitalization reported was $19,218,233,188, 
as compred with $18,929,394,337 in 1928. The capitalization 
was divided into $6,270,679,356 of common stock, as compared 
with $6,171,616,090; preferred stock, $1,904,623,702, as compared 
with $1,870,693,942, making the total capital stock $8,175,303,058, 
as compared with $8,042,310,032. 

The long term debt amounted to $11,042,930,130, as con- 
pared with $10,887,084,305. The funded debt unmatured totaled 
$10,632,340,158, as compared with $10,465,832,317. The other 
long term debt was $410,589,972, as compared with $421,251,988. 
The increase in capitalization was $288,838,851. 


Railway operating revenues amounted to $6,279,520,751, as 
compared with $6,111,753,034. Railway operating expenses to- 
taled $4,506,019,922, as compared with $4,427,371,464. 

The net railway operating income was $1,251,689,041, as 
compared with $1,173,387,419. The net income was $899,613,524, 
as compared with $790,313,030. 

Dividend appropriations of income and surplus amounted 
to $408,259,216, as compared with $363,205,508 on the common 
stock and $75,784,517, as compared with $68,108,533 on preferred 
stock. Total appropriations of income amounted to $286,348,483, 
as compared with $263,592,645. The income balance transferred 
to profit and loss amounted to $613,265,041, as compared with 
$526,720,385. The above figures do not include returns from 
switching and terminal companies. 


NEW PENNSYLVANIA 20-HOUR TRAIN 


With inauguration of the “Manhattan Limited,” for 27 years 
one of the Pennsylvania fast limiteds, as a 20-hour flyer April 
27, the “blue ribbon” fleet of the Pennsylvania Lines will be 
led by three de luxe 20-hour trains in each direction betwee? 
Chicago and New York. The other 20-hour Chicago-New York 
trains of that line are the “Broadway Limited” and the “Goldel 
Arrow.” Long distance passenger travel from Chicago to the 
east has shown a substantial increase over last year in te 
first quarter of 1930, it is said. 

A new train, the “New Yorker,” will be also added to the 
Pennsylvania fleet of fast trains, beginning April 27. It leaves 
Chicago at 10 a. m., affording connection with numerous mornitg 
trains arriving in Chicago from the west. The “New Yorker 
will reach New York at 8:25 o’clock the next morning The “Mat 
hattan,” on the new 20-hour schedule, will depart at 11 4 @ 
Present westbound schedules will be maintained, except that 
an hour will be cut from the running time of the “Metropolital, 
arriving in Chicago at 7 a. m., instead of 8 o’clock. 
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SEWER PIPE ADJUSTMENT 


The Commission, by division 4, on reconsideration in I. and 
§. No. 3000, cancellation of commodity rates on sewer pipe in 
central freight association territory, I. and S. No. 3059, sewer 
pipe and wall coping from various Pennsylvania points to New 
England and eastern trunk. line territories; No. 19886, Graff- 
Kittanning Clay Products Co. vs. Atlantic City Railway et al., 
and No. 19975, Evans Pipe Co. et al. vs. B. & O. et al., has 
affirmed the finding in the prior report, 157 I. C. C. 514, that the 
respondents in I. and S. No. 3000 had not justified their pro- 
posal to increase to sixth class their commodity rates on vitri- 
fed clay sewer pipe and wall coping in central territory and 
from points in Ohio to points in the Buffalo-Pittsburgh territory, 
and that rates 90 per cent of sixth class would be reasonable. 
The Commission further said that it had not been shown that 
rates established on that basis would result in undue prejudice. 
In connection with the affirmed finding, in the suspension pro- 
ceeding, the Commission also affirmed its finding in No. 19975. 


Upon reconsideration in I. and S. No. 3059, the Commission 
has come to the conclusion that instead of establishing rates 
from the Clearfield, Pa., eastern trunk line points on the 90 per 
cent basis a better adjustment would result from the estab- 
lishment of key point rates from Clearfield and Craigsville, Pa., 
effective not later than July 14. 

These cases were reopened upon petition of the protestants 
in the suspension proceedings. The petitioners called the atten- 
tion of the Commission to adjustments on sewer pipe from points 
as far west as Iowa and suggested that if the rates were made 
in accordance with the findings in the prior report there would 
be undue prejudice against them and undue preference for their 
competitors. Inasmuch as the rates under assault and the 
rates that have been proposed in the suspension proceedings 
were related to class rates, the Commission called attention to 
the fact that class rates were under consideration by it in the 
eastern and western class rate investigations. In disposing of 
the questions arising under I. and S. 3059 and the formal docket 
proceeding joined with it, the Commission said the commodity 
rates from Craigsville, Pa., to Boston and other New England 
points was not sufficient to warrant a finding in respect to 
to them. Further it said: 


Upon reconsideration we find that the rates assailed in No. 19886 
from Craigsville to points in New England have not been shown to 
be unreasonable or otherwise unlawful. We further find that the rates 
assailed from Craigsville except to points in New England, will for 
the future be unreasonable and unduly prejudicial to the extent that 
they exceed the rates set forth in the succeeding table from Craigs- 
ville to the destinations named and rates from the same point to 
other destinations in the same territory made with reasonable rela- 
tion thereto, distance considered. We further find that the rates 
from St. Marys, Brockway, Patton and Clearfield to the same destina- 
tons for the future will be unduly preferential of said origin points 
to the extent they are less than the rates set forth in the succeeding 
table from Clearfield to the destinations named and rates from the 
same points to other destinations in the same territories made with 
reasonable relation thereto, distance considered. 


—From— 
Clearfield Craigsville 


Rates, tes, 

To Cents Cents 
MUNIN. W... cccteatumy at mceemantol eh Senees cence ueadee 23 26 
CCC. oc papuacmusceentax a coin < onerae 22 24 
MR SN MES ie Ae a hee ore eae 21 23 
I, SU U cinipietedtndseensitaneaeuein 19 22 
i RE GeO R SEE OR REICH TIEN 26 
cn EC EEA SOAR LOR MR 21 23 
MN MN ech n nctne ck asasinsleiun ania sake neat 20 21 
ED, Ml iui ul a ueltd alec inkaehaenhiie a 19 
. :. 'nt.c dud hsdabebedtphinaee pieces gules 22 23 
STE Steent ptoreceepemlenige sees 22 23 
DREN, A. Onl ted a ubukbietbamdedentaneinh ; 23 
DICE, d:. aighimosaiwbekieas tule enadecevsewer 22.5 25 
Jersey a A a SE ee ir ie irae 26 


CEMENT AS COMPANY MATERIAL 


After directing the readjustment of charges on cement in 
accordance with the finding, the Commission, by division 2, has 
wemissed No. 22039, Louisville Cement Co. vs. Pennsylvania. 
a finding was that the local rate, 6.5 cents, Speeds, Ind., to 
uisville, Ky., collected on shipments of cement from the Indi- 
rom Points to destinations on the Louisville & Nashville was 
7 aentile. The Commission said that the only rates legally 
Pplicable on the shipments were the joint rates or combinations 
Tom point of origin to final destination. 

The question arose because of a contract between the com- 





plainant and the L. & N. under which the complainant was 
to stand the cost of getting the cement to Louisville. The sale 
was on the basis of free on board cars at Louisville. The 
cement was bought for use on works of the L. & N. From 
Louisville to final destinations the cement was to be treated 
as company material. The bills of lading, however, were made 
out from Speeds to the final destinations. Charges were prepaid 
to Louisville. 


At first, the report said, the charges were collected on the 
basis of the division accruing to the Pennsylvania to Louisville 
or the proportionals to that point. Later the Pennsylvania ex- 
acted the local rate to Louisville. The complainant contended 
that that was inapplicable and otherwise unlawful because the 
bills of lading showed the final destinations. The proportionals 
or divisions accruing to the Pennsylvania were lower than the 
rate to Louisville proper. 


The Pennsylvania, the report said, relied upon Beekman 
Lumber Co. vs. St. L. & S. F., 21 I. C. C. 270, in which lumber 
for the Chicago Great Western for actual delivery at Kansas 
City, Mo., was billed to points beyond, or, as the report said, to 
decoy stations, which were not the real destinations of the 
lumber, so that the delivering line would obtain only its divi- 
sion up to Kansas City. The Commission said that in the in- 
stant case, through shipments were made, in good faith, from 
point of origin to final destinations beyond the junction point. 
The Commission said that the shipments should have been treated 
by the connecting lines exactly like ordinary commercial ship- 
ments, whatever the disposition was made by the L. & N. of 
the charges that accrued to it for the movement over its own 
rails. On account of that holding the Commission said that 
the allegations of unjust discrimination and undue prejudice, 
based upon the fact that the local to Louisville had been exacted, 
needed not to be considered. The shipments were made between 
July 21, 1925, and April 11, 1928. Attempt was made, but it 
failed, to settle the matter informally. The Commission found 
that some of the shipments were barred by the statute of limi- 
tations and excluded them from the settlement to be made. 


LUMBER TAP LINE CASE 


In a report written by Commissioner Eastman, the Com- 
mission, in I. and S. No. 11, Natchez, Columbia & Mobile Rail- 
road Co., has declined to release the carrier mentioned from the 
limitations set upon lumber tap lines in the investigation and 
suspension proceeding in which the status of tap lines is cur- 
rently determined by the Commission when they undertake to 
free themselves from the control created by the Commission in 
that proceeding. In this proceeding the Natchez, Columbia & 
Mobile sought authority to negotiate with the Gulf & Ship 
Island for an increase in its divisions out of the joint rates on 
lumber and forest products interchanged at Oakvale, Miss., 
subject to a maximum of 7.5 cents a 100 pounds. Petitioner 
was a party to the original Tap Line Case, 23 I. C. C. 277. In 
the second supplemental report in that case, 31 I. C. C. 490, it 
was found to be a common carrier, and as such entitled to 
receive from its connections the maximum divisions therein pre- 
scribed. 

The Natchez, Columbia & Mobile extends from Norfield, 
Miss., where it connects with the Illinois Central, to Tilton, 
Miss., 29.4 miles, where connection is made with the New 
Orleans Great Northern. From Tilton to Oakvale, its junction 
with the Gulf & Ship Island, 4.12 miles, the petitioner operates 
under trackage rights over a line owned by the Denkmann 
Lumber Company. That company, Commissioner Eastman said, 
was a successor to the Butterfield Lumber Company, the capital 
stock of which at the time of the first supplemental report in 
the Tap Line Case, 23 I. C. C. 549, was held by the same in- 
dividuals as owned the capital stock of the petitioner. 

That community of interest, Mr. Eastman said, obtained at 
the present time to stock of the petitioner being held by the 
stockholders of the Denkmann Lumber Company. Because of 
that community of interest, he said, the Commission refused in 
Natchez, Columbia & Mobile R. R. Co., 74 I. C. C. 123, to release 
the petitioner from the orders in the Tap Line Case. However, 
the Commission therein suggested that if the short line believed 
that its divisions were less than fair and reasonable it might 
ask for more. After reviewing the evidence the Commission 
said it found that the petitioner had not shown that it was 
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entitled to a greater division than prescribed in the Tap Line 
orders. The proceeding, therefore, has been discontinued. 


HONOLULU WHARFAGE CHARGES 


With Commissioner Porter dissenting, the Commission, by 
division 3, in I. and S. No. 3355, wharfage charges at Honolulu, 
Hawaii, has decided that it has no jurisdiction over proposed 
increased wharfage charges against vessels occupying space at 
the wharves of the Oahu Railway & Land Company, and for 
the privilege of discharging on or receiving freight and pas- 
sengers therefrom. It has therefore vacated its suspension 
order and discontinued the proceeding. 


The essential point made in the report is that the charges 
are against the vessel and not against the property transported. 
Protest against the increased charges, generally doubled, was 
made by the Matson Navigation Company, operating ships be- 
tween San Francisco and Honolulu. The tariff naming the 
increased charges was to have been effective September 23 
last. They were suspended until April 23. 


A formal challenge of the Commission’s jurisdiction was 
made by the railway company. The protestant contended that 
the Commission had jurisdiction, citing in support of that propo- 
sition Mombile Chamber of Commerce vs. M. & O., 23 I. C. C. 
417, Southern Transportation Co. vs. N. & W., 101 I. C. C. 211, 
147 I. C. C. 29, and Wharfage Charges at Atlantic and Gulf 
Ports, 157 I. C. C. 663. As to the first case, the report said the 
facts were materially unlike those in the instant case; that in 
the Southern Transportation case jurisdiction was assumed 
because the port or wharfage charge imposed against vessels 
was a charge clearly connected with.the transportation and de- 
livery of coal to and into vessel bunkers; and that in the last 
mentioned case dockage or wharfage was referred to as one 
of the services granted to steamers at the various docks, but 
that as no charge was made for the service the Commission 
did not examine into the matter. 


The present charge for wharfage is two cents a day or one 
cent for half a day for each net registered ton of the vessel. 
The proposal was to double those charges. Other increases 
were proposed, but no protest was made against them. The 
case turned on the proposal to double the two and one cent 
charges. In disposing of the matter the Commission said: 


As above indicated, the proposed charges are against the ship 
for the privilege of berthing at respondent’s docks, and while they 
may enter into the cost of ship operations such charges are not against 
“‘property transported,’’ as contemplated by the act, as respondent 
renders no transportation service in consideration thereof. They in 
no way attach to or affect a transportation charge subject to our 
jurisdiction, or constitute charges in which the public would be gen- 
erally interested. Protestant’s petition for suspension states that 
the proposed changes are paid and borne by petitioner and can not 
be passed on to shippers of freight, but must be charged against the 
vessel. This is in itself a concession that the present charges do 
not, and that the increase charges would not, apply to transportation 
of property or of passengers. 


Relying on the Southern Transportation case and the Com- 
mission’s inquiry into wharfage charges at Atlantic and Gulf 
ports, cited by the protestant and answered by the majority, 
Commissioner Porter, in his dissent, reached the conclusion 
that the furnishing of the privilege of berthing at a wharf was 
a service, facility or instrumentality of transportation, as de- 
fined by the interstate commerce: act and subject to the Com- 
mission’s jurisdiction. 


HAY FROM KANSAS 


With Commissioner Tate making his first appearance in the 
reports of the Commission as a dissenter, the Commission, in 
No. 19623, W. J. Small et al. vs. A. & S. et al., on reconsideration, 
has reversed the findings in the original report, 159 I. C. C. 311, 
that the rates charged on hay, from points in southeastern Kan- 
sas to destinations in Texas and Louisiana were not unreason- 
able prior to October 12, 1925. In addition the Commission 
has modified the prior finding that, after October 12, 1925, until 
January 31, 1927, inclusive, the rates in question were unrea- 
sonable. The present finding is that the assailed rates were 
unreasonable to the extent that they exceeded the present rates 
which became effective February 1, 1927. Reparation was 
awarded. 

Commissioner Brainerd, concurring, said he approved the 
decision of the majority except that he was of the opinion that 
the rates should have been found unreasonable to the extent 
that they exceeded the scale prescribed in Oklahoma Corporation 
Commission vs. A. & §., 101 I. C. C. 116. 

Commissioner Tate, dissenting, said that his dissent was 
not directed to the merits of the conclusion because the decision 
in No. 17000, part 10, Hoch-Smith hay, might disclose that the 
conclusions were correct. But he said it was his view that, 
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pending the decision in the hay investigation, the decigio, 
herein should be held in abeyance. 


ROSIN TO CANADA REPARATION 


With Commissioners Brainerd, Woodlock and Lee disgeyy. 
ing, the Commission, on further hearing, in No. 15381, Vey, 
Chemical Co. of Canada, Ltd., vs. Alabama Central et al. ha 
awarded reparation of $3,530.32 to the complainant on account 
of the rates charged on rosin from points in the United State; 
to Burlington, Ont., Canada, shipped since January 12, 199, 
The rates ranged from 57.5 to 70 cents. 

In the original report, 104 I. C. C. 408, the Commission, py 
division 3, found that on and after July 1, 1922, the rates oy 
rosin from south Atlantic ports and points taking’ the same rates 
to Burlington were unreasonable to the extent they exceede; 
51 cents. Reparation was awarded. Upon further hearing tha; 
finding was affirmed in, 120 I. C. C. 434. The Canadian lines 
certified Rule V statements but the United States lines objecte; 
to proof by affidavit, hence the further hearing at which proof 
as to the shipments was made with the result that the awar 
hereinbefore mentioned was made, based on a finding that the 
complainant had received the shipments and paid and borne 
the charges thereon and that there was damage to the extent 
the rates exceeded 51 cents. The award runs against the carrier 
which participated in the transportation within the United 
States, the Grand Trunk Western being named in a number of 
the detailed awards. 

Commissioner Brainerd, in his dissent, in which (Con. 
missioners Woodlock and Lee joined, said that no order fo 
the future was entered in the prior decisions; that 55 cars moved 
after the date of the original finding, of which 37 cars moved 
after the second report. So far as the reparation awarded upon 
the 55 cars was concerned, Mr. Brainerd said it was neither pre 
dicated upon a violation of any order made by the Commission 
nor upon any violation of the interstate commerce act but upon 
the finding entered on December 5, 1925, to the effect that any 
rate charged for the future in excess of 51 cents would be w- 
reasonable. He said that regardless of the jurisdictional ques. 
tion, no basis in law or in fact existed to support the award. 


OLD COTTON-BALE COVERING, ETC. 


On further hearing, the Commission, in No. 18957, Muscle 
Shoals Traffic Bureau vs. Alabama Central et al., and No. 19844, 
Same vs. L. & N. et al., has found not unreasonable the Class A 
rates on old cotton-bale covering, ties and buckles, in less than 
carloads, from points in the southeast to Tuscumbia and Shef- 
field, Ala. It has further found that the rates on old, worn-out 
bags having no greater value than for conversion into seconé- 
hand cotton-bale covering, in less than carloads, are unreason- 
able to the extent that they exceeded the contemporaneous Class 
A rates, and has awarded reparation. The original report, 139 
I. C. C. 194, has been modified in this respect and No. 19844 has 
been dismissed. 

The report found that on shipments of cotton-bale covering, 
ties and buckles on shipments moved since January 15, 1928 
and for the future, the contemporaneous Class A rates had 
been and would be reasonable. 

Commissioner Woodlock, dissenting, said he could not sub 
scribe to the proposition of making Class A, which is also knowl 
as eighth class, applicable on less than carload shipments 1 
view of the fact that that rate was usually applied on low grade 
commodities in carloads and that that application had _ beet 
brought about by water competition. In his opinion, he said, the 
rating was subnormal and not a proper measure for reparation 
purposes or otherwise. 


CHARRED AND STEAMED BONES 


The Commission, on further hearing, in No. 19507, Rum 
ford Chemical Works vs. New Haven et al., has reversed the 
finding of division 4 in 142 I. C. C. 43, as to rates on spell 
charred filtering bone, carloads, from Boston, Mass., Hoboken, 
N. J., and Yonkers, N. Y., to Rumford, R. I., and on steamed 
animal bones, from Peabody, Mass., to Rumford. Division ! 
found that the rates in question ‘were not unreasonable. 

The finding, on further hearing, was that the rates wele 
and for the future would be unreasonable to the extent they 
exceeded or might exceed 80 per cent of the contemporaneols 
sixth class rates, minimum 40,000 pounds. Reparation Was 
awarded and the new rates are to become effective not later 
than July 1. 





COMMISSION REPORTS 


Lumber 
No. 22324, West Point Iron Works et al. vs. A. B. & ©. 
al. By division 2. Rates, pine lumber, points in Alabama to 
West Point, Ga., unreasonable to the extent they exceeded 0! 
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ay exceed 9.5, 9.5, 9 and 8.5 cents from Malone, Wadley, Blake, 
oe Roanoke, Ala., respectively, to West Point. Reparation 


awarded. New rates to be established not later than Juiy 1. 


Metallic Arsenic 


No. 22269, Western Cartridge Co. vs. Big Four et al. By 
division 2. Carload rate, metallic arsenic, Manhattan Piers, N. 
J, to East Alton, Ill., inapplicable. Applicable rate, 77 cents, 
not unreasonable or unjustly discriminatory. Reparation of 
$125.26 awarded. ; 

Leather Reparation 

No. 20481, American Hide & Leather Co. vs. B. & M. et al. 
By the Commission on further hearing. Reparation of $798.69 
found to be due on shipments, leather, Ballston Spa., N. Y., to 
Manchester, N. H. Original reports, 152 I. C. C. 313, and 161 
L C. C. (mimeographed). Commissioner Farrell, dissenting, 
said he was unable to concur in the conclusion of the majority 
that Manchester was a directly intermediate point on the main 
line of the Boston & Maine from Mechanicville, N. Y., to Bos- 
ton, Mass. He said an out-of-line haul of 90 miles was re- 
quired to bring Manchester into a line between Mechanicville 
and Boston. 

Petroleum Products 

No. 19547, Wadhams Oil Co. vs. Santa Fe et al. By the 
Commission on reconsideration. Rates, refined and heavy oils, 
tank cars, Kansas and Oklahoma points to Janesville, Jefferson, 
and Fort Atkinson, Wis., not unreasonable but unduly prejudi- 
cial to Janesville prior to March 2, 1928, and to Jefferson and 
Fort Atkinson prior and subsequent to that date to the extent 
that they exceeded or may exceed the contemporaneous rates 
from the same origin points to Milwaukee, Beloit and Wau- 
kesha, Wis. Reparation denied. Undue prejudice to be re- 
moved not later than July 1, from group 2 points in Kansas and 
from group 3 points in Oklahoma. 


Lumber Demurrage 


No. 18340, Milne Lumber Co. vs. Michigan Central. By the 
Commission. Demurrage charges, two cars of lumber, at De- 
troit, Mich., inapplicable in part. Reparation of $10 awarded. 
Commissioner Woodlock wrote the report. 

Topless Carrots 


No. 22176, Arnold Fruit Co., Inc., vs. S. A. L. et al. By divi- 
sion 8. Carload rate, carrots, without tops, Mercedes, Tex., to 
Jacksonville, Fla., unreasonable to the extent it exceeded $1.225. 
Present rate not shown to be unreasonable. Reparation of $62.88 
awarded. 


LONG ISLAND ABANDONMENT 


The Commission, by division 4, in Finance No. 7353, Long 
Island Railroad abandonment, has authorized the applicant to 
abandon a part of its Whitestone branch, in Queens county, 
N. Y., from the west bank of the Flushing River to its terminus 
at Whitestone Landing, a distance of about 4.1 miles. The 
branch is 4.7 miles long. The abandonment is conditioned on 
the applicant’s establishment, if it may lawfully do so, of ade- 
quate bus service at all stations now served, with the exception 
of Bridge Street, Flushing, and of truck service for less-than- 
carload freight to continue in operation until such time as the 
area served shall have been afforded adequate service by other 
intrumentalities. 

Abandonment was opposed by the New York transit com- 
mission, the city of New York and the Association of Long 
Island Commuters. Swift & Co., with a plant on the branch, said 
that if the application were granted it would have to move to 
another location and that unless reimbursement was made for 
the damage it would suffer because of that moving it might be 
necessary for the company to resort to the courts. 

The application for abandonment was caused by the require- 
ment of the public authorities that the Long Island eliminate 
grade crossings at an expense to itself of $2,000,000 for the 
crossing elimination works and the cost of rebuilding the line. 
It was unwilling to undertake that expense in view of the fact 
that the city’s rapid transit system extension and busses were 
taking its business from it. The company alleged that it was 
oly a question of time when the city’s rapid transit 
system would be extended into the area served by the branch 
and that it then would be compelled to eliminate all grade cross- 
ings. At present busses take passengers to the rapid transit 
system. The railroad company contended that the extension 
of the rapid transit system or the establishment of regular bus 
service weuld completely end the usefulness of the branch, and 
a lg that it said it should not be required to spend 
The Long Island offered to give the branch to the city, by 


quit claim, but the offer was declined on the ground of the com- 


paratively small number of persons to be served, the fact that 
Dassenge 


rs could be brought to the rapid transit system, speedily, 
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by trolley and busses, and other reasons. The final reason was 
the cost of fitting the line for operation under city ownership 
and the great expense of maintenance under city ownership as 
compared with the slight benefit to accrue. 

According to the showing made by the Long Island, the 
line operated at a deficit in 1927 and 1928, the deficit for the 
latter year being stated at $125,758. 

The Commission decided, when questions as to its jurisdiction 
were raised, that it had jurisdiction. Commissioner Woodlock, 
in a concurrence, devoted himself to the jurisdictional question 
and to the facts about costs and prospects for the future, his 
conclusion being that there was no question about the sound- 
ness of the reasons advanced for abandonment. 

Commissioner Aitchison, dissenting, questioned the founda- 
tion for the showing of deficits, the finding of the majority on 
jurisdiction, and the quality of the condition based on the ability 
of the Long Island, “lawfully” to establish the substitute service. 
He said that in this proceeding it was the duty of the Commis- 
sion to look to the protection of interstate commerce from 
undue burdens or discriminations and not primarily to protect 
the carrier against the consequences of operation of a particular 
part of a line on a basis deemed unfavorable, nor to save it 
from making expenditures required by law for the safety of its 
passengers and the public. Nothing in the report, he said, 
showed that if this application were not granted the railroad 
would be prevented from performing its federal duty. He said 
that the burden was a relatively light one and that nothing 
was shown that the state’s power to regulate had been or would 
be exercised in such a way as to prejudice interstate commerce. 


COMMISSION ORDERS 


No. 23251 (and Sub. 1), M. D. Friedman Co. vs. C. & O. 
et al. D. Labold Co. and R. & J. Stern Co. permitted to 
intervene. 

No. 23246, Armour Fertilizer Works vs. A. C. et al. Davi- 
son Chemical Co., Central Chemical Co., Oyler & Spangler Fer- 
tilizer Works, Inc., Shippensburg Fertilizer Works, Inc., Carlisle 
Fertilizer Works, Inc., Somerset County Fertilizer Works, Inc., 
Lancaster Bone Fertilizer Co., Baltimore Fertilizer Co., Miller 
Fertilizer Co., and Charlestown Fertilizer Co. permitted to in- 
tervene. 


No. 23251, M. D. Friedman Co. vs. C. & O. et al. 
Workum Co. permitted to intervene. 

No. 19691, Forsythe Oil Co. vs. A. T. & S. F. et al. Pro- 
ceeding reopened in so far as rates for future are concerned 
for oral argument in connection with No. 22319, Porter Oil Co. 
et al. vs. A. T. & S. F. Ry. et al. 

No. 23037, West Virginia Brick Co. vs. B. & O. et al. 
Complaint dismissed, same having been satisfied. 


No. 21581, Ramsey-Wheeler Co. vs. A. C. L. et al. 
plaint dismissed for want of prosecution. 

No. 22164, Southern Pine Association vs. A. & W. et al. 
Petition filed on behalf of complainant for leave to amend com- 
plaint and for further hearing denied. 


The Commission has dismissed No. 16533, Canfield Oil Co: 
vs. B. & O. et al., No. 20603, Alkali Traffic Association vs. A. & 
S. et al., No. 21119, Procter & Gamble Manufacturing Co. vs. 
A. G. S. et al., No. 21475, Georgia-Louisiana Corporation vs. 
Southern et al., No. 21667, Hyman-Michaels Co. vs. Louisiana 
Ry. & Navigation et al., No. 21940, Pet Milk Co. vs. M.-K.-T., 
No. 22475, United States Graphite Co. vs. E. J. & E. et al., No. 
22499, O’Gara Coal Co. vs. C. C. C. & St. L. et al., No. 22966, 
Whitley Construction Co. vs. Wadley Southern et al., No. 22984, 
Baker Perkins Co. vs. S. P. et al., No. 23085, Brainerd Fruit Co. 
vs. C. M. St. P. & P. et al., and No. 23128, Shevlin-Hixon Co. 
vs. Gt. Nor. et al., upon complainant’s request. 

No. 22118 (Sub. No. 3), J. W. Hicks Produce Co. et al. vs. 
A. V. I. et al., No. 22884, Hayes-Lucas Lumber Co. et al. vs. 
C. & N. W., No. 22970, Col-Tex Refining Co. et al. vs. I.-G.-N. 
et al., No. 23078, Midland Co-Operative Marketing Association 
et al. vs. A. T. & S. F. et al., and No. 23098, Andrews Brokerage 
et al. vs. A. T. & S. F. et al, has been dismissed upon com- 
plainants’ request 

No. 21309, Christian Feigenspan, a Corporation, vs. Erie. 
Defendant, Erie, authorized an directed to pay unto complain- 
ant, Christian Feigenspan, a corporation, on or before May 31, 
1930, the sum of $10,688.64, with interest thereon at the rate 
of six per cent per annum, from the respective dates of pay- 
ment, of the charges assailed shown in the aforesaid agreed 
statement, as reparation on account of unreasonable rates 
charged for the transportation of numerous carloads of anthra- 
cite coal and coke, import traffic, from Weehawken, N. J., to 
East Orange, N. J. 

No. 19224 (and Sub. 1), Sperry Flour Co. vs. C. R. I. & P. 
et al. Defendants’ petition for reopening and modification of 
order denied. 


Schadel- 


Com- 
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No. 22279, Moore Dry Kiln Co. vs. S. A. L. et al. Defendants’ 
petition to reopen above case for reconsideration denied. 

No. 15637, Canton Bridge Co. et al. vs. B. & O. et al. 
plainants’ petition for reargument denied. 

No. 21846, Day & Night Water Heater Co. vs. S. P. et al. 
Complainant’s petition for reconsideration on record as made 
denied. 

No. 18715, Baltimore Chamber of Commerce vs. A. A. et al. 
Petitions for reopening, rehearing and/or reargument and recon- 
sideration filed herein by complainant and interveners, Balti- 
more Association of Commerce, Mayer & City Council of Balti- 
more, Commercial Exchange of Philadelphia, Philadelphia Board 
of Trade, Philadelphia Bourse, Philadelphia Chamber of Com- 
merce, and Port of Philadelphia Ocean Traffic Bureau, denied. 

No. 19379, Roberts Construction Co. vs. C. B. & Q. et al. 
Complainant’s second petition for rehearing and/or oral argu- 
ment and/or reconsideration denied. 

No. 20388, United Iron & Metal Co. et al. vs. B. & O. et al. 
Complainants’ petition for rehearing, reargument and reconsider- 
ation denied. 

No. 21381 (and Sub. 1), Hill, Hubbell & Co. et al. vs. A. & S. 
et al. Defendants’ petition for reconsideration and modification 
of order and/or rehearing as to certain issues denied. 

No. 21394, Little Rock Tent & Awning Co. vs. B. & O. et al. 
Defendants’ petition for reconsideration and modification or re- 
hearing and postponement of effective date of order denied. 

No. 22824, State of New Jersey vs. N. Y. C. et al. Hoboken 
Chamber of Commerce and National Sugar refining Co. of 
New Jersey permitted to intervene. 

No. 23118, Jackson Traffic Bureau vs. A. G. S. et al. New 
Orleans Joint Traffic Bureau of New Orleans Board of Trade, 
Ltd., New Orleans Association of Commerce and Board of Com- 
missioners of Port of New Orleans permitted to intervene. 

No. 23040, New Jersey Traffic Advisory Committee vs. N. Y. 
C. et al. Hoboken Chamber of Commerce and National Sugar 
Refining Co. of New Jersey permitted to intervene. 

Finance No. 8179, application of M. P. and N. O. T. & M. for 
certificate to operate under trackage rights over La. Ry. & 
Navigation Co. between Baton Rouge and New Orleans, La., 
etc. Illinois Central and Yazoo & Mississippi Valley permitted 
to intervene. 

Finance No. 7685, application of Wabash for authority to 
acquire control of certain carriers. Toledo Chamber of Com- 
merce permitted to intervene. 

No. 23148, Albertson & Co., Inc., et al. vs. A. C. & Y. et al. 
Gille Manufacturing Co., Union Wire Rope Corporation, Carswell 
Manufacturing Co., Janssen Ostertag Manufacturing Co., 
National Steel Products Co., Pague Manufacturing Co., Townley 
Metal & Hardware Co. and Richards & Conover Hardware Co. 
permitted to intervene. 

No. 23256, Royal Route Coal Co., et al. vs. A. G. S. et al. 
Mobile Chamber of Commerce and Alabama Mining Institute 
permitted to intervene. 

No. 21480, Wm. Wrigley, Jr., Co. et al. vs. A. & R. et al. 
Complainants’ petition for oral argument, reconsideration and 
modification denied. 

No. 13535 et al., Consolidated Southwestern Cases. The said 
proceedings are reopened for further hearing, in connection 
with hearing upon pending complaint in No. 23234, West Coast 
Kalsomine Co. of New Orleans vs. A. & V. et al., upon question 
of lawful rates for application to wall finish or coating (interior 
and exterior), dry, including (a) kalsomine, (b) wall size, (c) 
patching plaster, (d) cold water paints, (e) textural compositions, 
earth colors (including Venetian red, metallic brown, ochres and 
graphite—low grade for paint use); chemical colors, reduced (if 
not exceeding 25 per cent pure colors); mortar colors, whiting, 
ground iron ore, dry earth paint, in carloads, from and to the 
points embraced in said proceedings, and assigned for further 
hearing May 27, 9 a. m., standard time, Hotel St. Charles, New 
Orleans, La., before Examiner McChord. 

No. 23313, Traffic Association of South Atlantic Ports et al. 
vs. A. & R. et al., and No. 23314, Corporation Commission of 
North Carolina vs. A. & R. et al. North Carolina Hosiery 
Manufacturers’ Traffic Association permitted to intervene. 

No. 23240, Ohio Lake Cargo Coal Rate Committee et al. vs. 
B. & O. et al. Wisconsin Steel Co. and International Harvester 
Co. permitted to intervene. 

No. 23327, City of Boston et al. vs. N. Y. C. et al. 
New York Authority permitted to intervene. 

Finance No. 8098, application of S. P. R. R. and S. P. Co., 
its lessee, for certificate to construct a track at Stockton, Calif. 
Stockton Chamber of Commerce permitted to intervene. 

No. 21961, Ozark Cider & Vinegar Co. et al. vs. M. & N. A. 
et al. Petition filed on behalf of St. L.-S. F. for postponement 
of effective date of order denied. 

Finance No. 8182, application of St. L. -S. F. for certificate to 
construct a track in Leflore county, Oklahoma. Midland Valley 
permitted to intervene. 
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No. 22318, Kelly Frost Motor Co. vs. A. T. & S. F. Ry. et q 
Petition filed on behalf of complainant for reassignment of 
hearing, denied, and complaint dismissed for lack of Prosecution 

No. 22446, Northwestern Lumbermen’s Association vs, ¢ ¢ 
N. W. et al. Board of Railroad Commissioners of State 
North Dakota. 

No. 17006, Upson Co. vs. A. A. et al. Petition for mogjg. 
cation of findings and order and further postponement of effec. 
tive date of order herein filed by F. A. Leland, chairman, South. 
western Freight Bureau, E. B. Boyd, chairman, Western Trunk 
Line Committee, and H. G. Toll, agent, Transcontinental Freight 
Bureau, in behalf of defendants herein denied. 

I. and S. 3350, absorption of loading charge on Petroleum 
and its products at Tulsa, Okla. The order entered in this 
proceeding on February 18, 1930, which was by its terms Made 
effective on April 7, 1930, upon not less than one day’s Notice 
has been modified so that it will become effective on May 1; 
1930, upon not less than one day’s notice. 

Fourth Section Applications Nos. 1571, filed by B. & O., 93; 
filed by P. & L. E. R. R., and 2028 of W. Md. Ry., are reopene 
for further hearing at such time and place as Commission may 
hereafter direct, in so far as the said applications relate t 
rates on bituminous coal from mines in West Virginia, Klon. 
dyke, Pittsburgh, Youghiogheny, Gauley, West Moreland, Cun. 
berland, Piedmont, and Meyersdale districts to Harrisburg, Le. 
moyne, Steelton, Middletown and Coatesville, Pa. 

No. 15584, Sinclair Refining Co. et al. vs. A. & W. et al, 
and cases grouped therewith. Petitions by certain westen 
trunk lines and northern lines dated January 13, 1930, for re. 
hearing, vacation of orders, and consolidation of these cases 
with certain other pending cases, also a concurring petition by 
Shell Petroleum Corporation, and a separate petition by same 
company for wider opening of cases, denied. 

No. 23093, A. D. West et al. vs. A. T. & S. F. Ry. et al. Kan. 
as Oil Traffic Committee, Derby Oil Co., Eldorado Refining 
Co., Golden Rule Refining Co., Kanotex Refining Co., National 
Refining Co., Peerless Oil & Refining Co., Skelly Oil Co., Vick. 
ers Petroleum Co. and White Eagle Oil Corporation permitted 
to intervene. 

No. 23160 (Sub. 1), Metropolitan Utilities District of City 
of Omaha, Neb., vs. I. C. et al. Indiana Consumers’ Gas & By- 
Products Co. permitted to intervene. 

No. 20415, State of Idaho ex rel. Public Utilities Commission 
of Idaho vs. O. S. L. et al. Proceeding reopened for reargument. 

No. 19656, James O’Meara et al. vs. B. & O. et al. Joint 
Petition of State of Indiana and Indiana State Chamber of 
Commerce, interveners, to vacate that part of Commission’s or 
ders requiring publication of a rate not exceeding 30 cents per 
100 lbs. on rough stone, and to reopen case for further hearing 
on all issues presented by complainant denied. 

No. 20300, California Fruit & Produce Co. et al. vs. A. T. 
& S. F. Ry. et al. Petition by complainants and San Diego 
Chamber of Commerce, intervener, for reconsideration and mod- 
ification of order or for further hearing in above-entitled pro- 
ceeding, denied. 

No. 15382 (and Sub. 1), Tidal Refining Co. et al. vs. A.T. 
& S. F. Ry. et al., and cases grouped therewith. Petition of 
Southeastern and Carolina Lines for reopening, rehearing and 
reconsideration, denied. 

No. 15474, Charles Wolff Packing Co. vs. A. W. et al. Peti- 
tion of defendants for rehearing or reconsideration and } 0st- 
ponement of effective date of order denied. 

No. 8182, Western Cement Rates, and No. 11829, Nebi iska 
Rates, Fares, and Charges. Petition for further hearing filed 
by Lehigh Portland Cement Co., Pennsylvania-Dixie Cemelt 
Corporation, Universal Atlas Cement Co. and Dewey Portland 
Cement Co. denied. 

No. 23236, Alabama Rock Asphalt, Inc., vs. A. & B. B. et al 
O. A. Smith Agency, Inc., permitted to intervene. 


PASSENGER SERVICE INNOVATION 


To increase comfort and convenience of long distance travel 
in day coaches and smoking cars on limited trains, the Lack# 
wanna Railroad has introduced a service innovation. 

By removing one double seat and installing a permanett 
thirty-eight-inch-square table on each side and in each end of 
coaches and smoking cars on limited trains, accommodations 
are provided for families and parties to lunch together—briné- 
ing their own food or securing sandwiches, pie and coffee from 
dining car waiters who pass through and serve coach and 
smoking car passengers. It likewise makes possible the playié 
of games, will enable traveling men to save time by making 
up reports while en route between stops and facilitate the 
holding of group conferences by business men, club members 
and others while on the rails. This is said to be the first time 
on record that a day coach has been fitted up with such 4 
convenience. 
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Proposed Reports in I. C. C. Cases 





ALTON GRAIN DIVISIONS 


After a detailed discussion of the foundations upon which 
rest the equalization of the rates on grain, grain products and 
grain by-products, Examiner J. Edgar Smith, in No. 22487, 
William W. Wheelock and William G. Bierd, as receivers of the 
Chicago & Alton, vs. A. C. & Y. et al., has recommended that 
the Commission hold that the divisions, past and present, of 
joint rates on grain, grain products and by-products on traffic 
from Peoria, Ill., to destinations east of Buffalo, N. Y., as be- 
tween lines having rails east of Chicago and Chicago junction 
points, on the one hand, and the Alton and the lines which 
extend from Peoria to such junction points, on the other hand, 
are and will be unreasonable and illegal. 

The complaint, filed June 21, 1929, covered grain from dis- 
tricts known as trans-Mississippi River, northern Iowa, Illinois- 
Iowa, and northwestern territories to Peoria and Pekin, Ill. 
and thence to destinations east of Buffalo, N. Y., in trunk line 
and New England territories. 

The Alton showed that on shipments transited at Peoria, 
which originated in trans-Mississippi, its division was 2 cents; 
in northern Iowa territory, half a cent; in Illinois-Ilowa territory, 
9 cents, and in northwestern territory, nothing. That division 
of nothing at all arose from the fact that on grain from the 
northwest, that is Twin Cities and beyond, the carriers serving 
Peoria and Pekin made the same rates to those points as the 
shorter lines to Chicago made to that point. Therefore, when 
the grain or its products moved out of Peoria there was nothing 
left for the Alton for its haul of 155 miles to Chicago because 
the line carrying grain east from Peoria, Chicago or other Chi- 
cago junction points, insisted upon their full reshipping or pro- 
portional rate of 30.5 cents. 

Smith found a confused situation among the carriers them- 
selves produced by their varying ifterpretations of their own 
rules and tariffs. Smith said that the Commission should find 
that paragraph (6), of section 208, of the transportation act, 
1920, had been violated by the carriers east of Chicago in that 
the divisions, connecting-line per cents, of the reshippig rates, 
from Peoria to eastern destinations, had been discontinued by 
the defendants since February 29, 1920, without having been 
changed by mutual agreement between the carriers west of 
Chicago and the carriers east of Chicago, and without state or 
federal authority therefor, in distinct disregard of the provisions 
of that part of the legislation of 1920, intended to keep in 
effect regulations prescribed by the Railroad Administration 
for the benefit of short or ailing lines. 

Examiner Smith said the record showed that at various 
times, since August 1, 1927, the carriers east of Chicago, on 
trafic which moved on reshipping rates from Peoria to des- 
tinations east of Buffalo, had collected the entire rates from 
Peoria to destinations, allowing credit to the Alton for only so 
much, as divisions of such rates, as the rates might have ex- 
ceeded the reshipping rates from Chicago to the same destina- 
tions. He said that as there had been no mutual agreement 
between complainants and defendants or other lawful change 
in the divisions of these joint rates since February 29, 1920, 
the Commission should further find: That all such divisions 
collected and retained by the defendants in excess of the divi- 
sions remaining to them under the agreements in effect Feb- 
tuary 29, 1920, whereby the Alton was entitled to various 
connecting-line,” or “beyond,” or “proportionals,” or “special” 
Percentages out of the reshipping rate, were moneys had and 
recelved by the eastern lines for the use and benefit of the 
Alton. Smith said that that finding should apply to all ship- 
ments moving prior to the effective date of the Commission’s 
order in this case. 

As to divisions for the future, Smith said that from and 
after the effective date of the order, joint rates should be di- 
vided between the Alton and its connections as follows: Lines 
fast of Chicago should receive and retain not less nor more 
— the reshipping rates from Chicago to destinations east of 
— and the remainder, if any, should accrue to the Alton. 
zc finding, he said, would allow the Alton the full arbitrary 
it — up to Chicago out of non-transit rates, and would allow 
th € small allowances hereinbefore mentioned on grain from 

® northwestern territory. 

_ This means,” says the report, “that complainant should 

. ~ from handling northwestern grain through Peoria and 

ig bd of Chicago to eastern destinations. Such transportation 
asteful and unnecessary. It may also mean a restriction 


in the handling of traffic through Peoria by complainants from 
other territories.” 

Smith said that the comparative poverty of the Alton and 
the comparative opulence of its eastern connections had nothing 
to do with justice in this proceeding. Congress has not yet 
said that wasteful and unnecessary transportation should be 
encouraged by taking from carriers who have reasonably direct 
and economical routes and giving to carriers who have routes 
that are indirect and wasteful, says the report. Smith said that 
it was sufficient for the purpose of this case to know that the 
changes made since February 29, 1920, were unlawful. He said 
the status quo ante February 29, 1920, as to all divisions of rates, 
transit and non-transit, should be maintained until the effective 
date of the Commission’s order herein. He said it wasn’t 
necessary to give special consideration to the public interest 
because the public interest was always before the Commission. 
The importance to the public of the through rates here involved, 
he said, was very great. 

“The maintenance of these through rates, however,” says 
the report, “does not require the equalization of through rates 
from the northwest, St. Paul, Minneapolis, for example, by way 
of Chicago and Peoria to the east where the outbound haul 
from Peoria is routed through Chicago, Joliet or Dwight, Ill. 
Such handling through Peoria and then through Chicago results 
in 125 miles additional out-of-line haulage and would seem to be 
wasteful.” 


CEMENT TO OKLAHOMA AND TEXAS 


Examiner Horace W. Johnson in No. 22300, Missouri Port- 
land Cement Co. vs. A. & S. et al., has recommended that the 
Commission find unreasonable and unduly prejudicial the rates 
on cement, from Prospect Hill (St. Louis), Mo., to destinations 
in Oklahoma and Texas, prescribe new ones and award repara- 
tion. The complainant alleged that the rates were unduly prefer- 
ential of competitors in Kansas, Nebraska, Oklahoma and Texas. 

Examiner Johnson said the Commission should find the 
rates unreasonable to destinations in Scale III and IV territories 
in Texas, were and for the future would be unreasonable to the 
extent they exceeded or might exceed rates based on western 
cement scale III to destinations in Scale III territory and rates 
based on western cement Scale IV to destinations in Scale IV 
territory. Further, he said the Commission should find the rates 
to destinations in Scale III and Scale IV territories in Oklahoma 
were and for the future would be unreasonable to the extent 
they exceeded or might exceed rates based on scales III to 
destinations in Scale III territory and rates based on the 
average of Scales III and IV to destinations in Scale IV terri- 
tory. He said further that Commission should say that in apply- 
ing the scales mentioned, rates should be determined in accord- 
ance with the formula used for computing distances and check- 
ing in rates under the decision in Western Cement Rates, 48 
I. C. C. 201 and 52 I. C. C. 225. 


FIRE BRICK ADJUSTMENT 


A proposal that rates on fire brick from points in the Ohio 
and Kentucky districts to destinations in Wisconsin, Minnesota 
and Michigan be adjusted on the basis of arbitraries over Chi- 
cago, Ill., has been made by Examiner Philip S. Peyser in No. 
22868, Ohio-Kentucky Associated Industries et al. vs. Ahnapee & 
Western et al. He said the Commission should find the rates 
unreasonable from Cincinnati, O., Louisville, Ky., and points in 
the Ashland, Ky.-Portsmouth, O., district, and related points, to 
destinations in the states mentioned, were unreasonable and un- 
duly prejudicial to the complainants and unduly preferential of 
competitors at Chicago and Danville, Ill., and St. Louis, Mo., 
rate points. : 

Peyser suggested that the basis of rates shown in the sub- 
joined table would produce a reasonable and nonprejudicial re- 
lationship between the several groups to the several points indi- 
cated, rates being in cents a net ton: 


Amounts over Chicago from Ashland-Portsmouth and related 
points to Green Bay, Wis., and points taking the same rate from 
Chicago, $1.25; remaining territory except t. Ignace and Sault 
Ste. Marie, $1.10. Amounts over Chicago from Cincinnati and Louis- 
ville, to Green Bay, Wis., and ints taking the same rate from Chi- 
cago, 75 cents; remaining territory except St. Ignace and Sault Ste. 
Marie, 75 cents. 


The examiner said the Commission should further find the 
rates on fire brick to St. Ignace and Sault Ste. Marie, Mich., were 
and for the future would be unreasonable to the extent they ex- 








PAGE 1104 





ceeded or might exceed $4.25. He said the defendants should 
make such adjustment of rates to the intermediate territory as 
would conform to the fourth section of the interstate commerce 
act. 


POTATO SCALE 

Examiner F. D. Binkley in No. 21956, G. W. Capps et al. 
vs. Norfolk Southern et al., has recommended that the Com- 
mission find not unreasonable the rates on potatoes from points 
in Virginia to Auburn, R. I., nor in violation of the fourth sec- 
tion, but he said rates from the same points to Bridgeport and 
New Haven, Conn., should be found unreasonable for the future 
to the extent they might exceed a distance scale from points of 
origin on the Southern Railway and the same scale with the 
addition of arbitraries, the latter to accrue solely to the Norfolk 
Southern for the parts of the hauls on its lines of 2 cents for 
25 miles and under and 3 cents for 75 miles and more than 25 
miles. The scale to be used in making the rates begins with 
a rate of 34 cents for the block between 380 and 420 miles. Two 
cents are added for each 40 mile block up to 500 miles. Then 
2 cents are added for each 50 mile block, the scale running out 
with the rate of 46 cents for the block between 650 and 700 
miles. This report also covers parts of fourth section applica- 
tions Nos. 1074, 1548 and 4577, filed by the Norfolk Southern, 
the Southern and the Pennsylvania. Binkley said that fourth 
section relief should be denied. 


PROPOSED REPORTS 


Crude Methanol 
No. 22572, Tionesta Valley Chemical Co., Inc., vs. D. & H. 
et al. By Examiner C. A. Rice. Rate, crude methanol, May- 
burg, Pa., to Cadosia, N. Y., unreasonable to the extent it ex- 
ceeded 32 cents. Reparation proposed. 


Potatoes 


No. 21607, Louisiana Farm Bureau Federation, Inc., et al. vs. 
Santa Fe et al. By Examiner Edgar Snider. Dismissal pro- 
posed. Rates, potatoes, origins in Montana, the Dakotas, Min- 
nesota, Nebraska and Colorado to destinations in Louisiana not 
unreasonable. 

Benzol, Toluol and Xylol 


No. 22845, American Oil & Supply Co. vs. Pennsylvania et al. 
By Examiner Frank C. Weems. Dismissal proposed. Rates, 
benzol, toluol, and xylol, tank cars, Pittsburgh, Pa., to Newark, 
N. J., not unreasonable. 

Elm Hoops 

No. 21731, Paragon Cooperage Co. et al. vs. B. & O. et al. 
By Examiner Riley A. Gwynn. Disimssal proposed. Rates, 
coiled elm hoops, carloads, Bryan, O., and South Whitley, Ind., 
to points in New York, Massachusetts, Maryland, Pennsylvania 
and the Virginias, not unreasonable, unjustly discriminatory or 
unduly prejudicial. 

Granite 

No. 22798, A. E. Staley Manufacturing Co. vs. Atlantic & 
Yadkin et al. By Examiner F. A. Clifford. Dismissal proposed. 
Rate, rough, hammered and chiseled granite, Mt. Airy, N. C., 
to Decatur, Ill., not unreasonable. 


Contractors’ Machinery 


No. 22811, Smith Brothers, Inc., vs. Santa Fe et al. By 
Examiner Lawrence B. Dunn. Shipments of contractors’ ma- 
chinery and outfits, Red Bluff, N. M., to El Paso, Tex., misrouted 
by the Santa Fe. Applicable rate over route shipments should 
have moved, $1.095, unreasonable to the extent it exceeded 69 
cents. That rate recommended for the future. Reparation of 
$1,103.31 proposed. 

Idaho Rates 

No. 20806, Frank R. Gooding et al. vs. Oregon Short Line 
et al. By Examiner W. A. Disque. Dismissal proposed. Class 
and commodity rates between points in Idaho on the Oregon 
Short Line, on the one hand, and points in California in groups 
1 and 1A, embracing San Francisco and related points, on the 
other, via Wells, Nev., not unreasonable, unjustly discriminatory 
or unduly prejudicial. Rates, coal, points in Utah and Wyoming 
to destinations in Idaho not unreasonable, unjustly discrimi- 
natory or unduly prejudicial.. This complaint was filed by the 
late Senator Gooding, of Idaho. 


Bituminous Coal 


No. 22111, New Florence Fire Brick Co. et al. vs. Alton & 
Eastern et al. By Examiner C. Garofalo. Dismissal proposed. 
Rates, bituminous coal, from mines in the Belleville, Centralia, 
Duquoin, sothern Illinois and Springfield districts in Illinois to 
Farber, New Florence and Wellsville, Mo., not unreasonable. 

Sulphate of Ammonia 


No. 22537, By-Products Coke Corporation et al. vs. Aberdeen 


The Traffic World 





Vol. XLV, No. " 


& Rockfish et al. By Examiner Robert S. Simons. Rates aul 
phate of ammonia, and on ammoniacal liquor, origins in central 
and eastern trunk line territories to destinations in souther, 
territory unreasonable to the extent they exceed or may eXcee4 
rates found reasonable on fertilizer and fertilizer materials fy, 
like distances between points north and south of the Ohio Rive; 
in Fertilizer and Fertilizer Materials, 151 I. C. C. 613. 


PETITIONS FOR REHEARING, ETC. 


No. 17006, Upson Co. vs. A. A. et al. F. A. Leland, &, p 
Boyd and H. G Toll, on behalf of carriers in Southwester 
Freight Bureau, Western Trunk Line Committee and Trans. 
Continental Freight Bureau territories, have filed an amendg 
petition to theirs of March 31, 1930, for postponement of th, 
effective date, and modification of Commission’s order therejp 
and J. E. Johanson, on behalf of southwestern carriers ¢. 
fendants therein, asks for modifications of Commission’s order 
to permit of the establishment of prescribed rates “upon noti¢ 
to the Commission and to the general public by not less thay 
five days’ filing and posting” instead of upon 30 days’ notice 
as now required by said orders. 

No. 21025, Dann-Gerow Co., Inc., et al. vs. A. G. S. et aj 
Defendants, by J. E. Tilford, chairman of Southern Freight 
Association, their agent, ask for postponement of effective date 
of order entered herein for a period of sixty days 

No. 21494, Kansas Live Stock Association et al. vs. A. &@§ 
et al. and 22169, W. J. Wilson et al. vs. A. & S. et al. Com. 
plainants ask for further consideration by whole Commission, 
and oral argument. 

No. 22622, Hawley Pulp & Paper Co. et al. vs. A. & R. et al. 
Complainant, Crown Willamette Paper Co., asks for further 
hearing. 

No. 17330 (Sub. 1), Illinois Coal Traffic Bureau vs. A. V.| 
et al., and No. 18025, Old Ben Coal Corporation vs. A. & V. etal. 
Chicago & Eastern Illinois and Missouri Pacific in a supple 
mental petition and Missouri-Kansas-Texas and St. Louis-San 
Francisco ask for rehearing and reargument and for postpone. 
ment of effective date of Commission’s orders. 

No. 17801, Rules for Car Hire Settlement. American Rail. 
way Association asks for rehearing, reargument and/or mot 
ification of report herein. 

No. 19931, Heywood-Wakefield Co. vs. A. A. et al. Complain. 
ant asks for reconsideration. 

No. 23271, Nuckolls Packing Co. vs. A. T. & S. F. et al. 
Defendants ask the Commission to dismiss the complaint. 

No. 22049, Blue Grass Flooring Co., Inc., vs. L. & A. et al. 
Complainant asks for reconsideration on argument. 

No. 19823, Texas Cement Plaster Co. vs. K. C. M. & O. et al. 
Defendants ask for modification of order of January 31, 1929. 


FINANCE APPLICATIONS 


Finance No. 8210. Chesapeake & Ohio Railway Co. asks au- 
thority to issue $18,152,400 of common capital stock and to sell at 
not less than par $38,305,600, including the $18,152,400, of common 
capital stock, consisting of 383,056 shares of the par value of $10! 
each. The applicant proposes to sell the stock pro rata to its common 
stockholders for cash at par, at the rate of one share for each four 
shares thereof held, and to sell shares not thus taken at not less 
than par. The proceeds are to be used for additions and betterments, 
construction and equipment. 

Finance No. 7962. Supplemental application of Central Vermont 
Railway, Inc., for authority to sell $1,849,000 of equipment trust cer- 
tificates at_98.54 per cent and accrued dividends to Edward Lowher 
Stokes & Co. 

Finance No. 8209. Intermountain Railway Co. asks for authority 
to abandon that part of its line between Steirman and Centerville, Ida. 
a distance of 13.32 miles, because the timber for the taking out of 
which it was built has been cut. 

Finance No. 6045. Second supplemental application of Southem 
Pacific Company asking authority to issue, se’l and dispose of $4l,- 
294,000 of Oregon Lines’ first mortgage 4% per cent bonds to Kuh, 
Loeb & Co. at 95 and accrued interest. The bonds are the unsold 
portion of an authorized issue of $61,294,000 of bonds. : 

Finance No. 8212. Elmira & Lake Ontario Railroad Co, asks 
authority to purchase the entire stock of the Marion Railway Co 
poration, the line of which extends from Newark to Marion, N. }. 
about 8 miles. Applicant proposes to pay $104,000 for the stock 
consisting of 100 shares, par value $100 a share. The Pennsylvanit 
Railroad Co. is the lessee of applicant. 

Finance No. 8213. Pennsylvania Railroad Co. asks authority 
issue and sell not exceeding 360,000 shares of its capital stock, & 
gregate par value, $18,000,000, to its officers and employes $50 a snaré 

Finance No. 7963. Grand Trunk Western Railroad Co. asks 4: 
thority in supplemental application to sell $4,238,000 of equipme® 
trust certificates, heretofore authorized to be issued, at $98.59 a 
accrued dividends to the Chase Securities Corporation, and companit 
associated with it in handling the issue. 


PENSIONS FOR RAIL EMPLOYES 


Senator Copeland, of New York, has submitted in tl 
Senate S. Res. 250, calling on the commission: 


(1) To report to the Senate the opinion of the Commission, 
respect of the feasibility of requiring each railroad, which is su ee 
to the interstate commerce act, as amended, to establish a an 
fund for its employes, and (2) to include in such report, } mel 
opinion of the Commission such project is feasible, a statemen 
pe | oN for establishing such fund which the Commission deems *™ 
suitable. 
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HALT IN CONSOLIDATION 
The Traffic World Washington Bureau 


The Commission’s views on the proposal to suspend its 
authority to approve unifications or consolidations of railroads 
and to reach the holding company problem were set forth in a 
letter written by Commissioner Eastman, chairman of the Com- 
mission’s legislative committee, to Chairman Parker, of the 
House committee on interstate and foreign commerce, with 
respect to H. J. Res. 290, identical with the Couzens joint reso- 
lution, except for the omission of the preamble of the latter 
resolution. Commissioner Eastman read this letter when he 
appeared before the Senate interstate commerce committee April 
18. (See Traffic World, April 19.) The letter follows: 


The Commission has considered H. J. Res 290, upon which you 
have requested a report, and I am authorized to make the following 
response in its behalf. 

The resolution in question undertakes to do two things: 

(1) To suspend the authority of the Commission under existing 
law to approve “any consolidation or unification (whether by con- 
solidation, lease, or acquisition of control) of railroad properties or 
railroad operating systems.”’ The Commission is directed ‘“‘to with- 
hold its approval of any such consolidation or unification until such 
time as the Congress shall enact adequate legislation properly de- 
signed to protect the public interest in such consolidations or uni- 
fications and until the Congress shall authorize the Commission to 
exercise the powers over consolidations or unifications heretofore or 
hereafter conferred upon the Commission.” P 

(2) To make unlawful ‘‘any consolidation or unification of railroad 
properties (whether directly by consolidation, merger, leases, purchase, 
or acquisition of control, or indirectly through the device of a holding 
company, or in any other manner) without the approval of the Com- 
mission.” It is provided that any consolidation or unification so made 
unlawful “may be enjoined by any court of competent jurisdiction 
at the suit of the United States, the Commission, any commission 
or regulating body of any state or states affected, or any parties 
in interest.” 

Under existing law the Commission’s authority over unifications 
is contained in section 5 of the interstate commerce act. Under 
paragraph (2) of that section it may authorize one carrier engaged 
in the transportation of passengers or property subject to the act 
to acquire control of another or of other such carriers “either under 
a lease or by the purchase of stock or in any other manner not 
involving the consolidation of such carriers into a single system for 
ownership and operation.’’ Before granting such authority, the Com- 
mission must be of opinion that the proposed acquisition will be in 
the public interest, and any acquisition which may be authorized 
must be “under such rules and regulations and for such consideration 
and on such terms and conditions as shall be found by the Commission 
to be just and reasonable in the premises.’’ 

Under paragraph (6) of the same section, the Commission, now 
that it has adopted and published a plan for the consolidation of 
the railway properties of the continental United States into a limited 
number of systems, may authorize two or more carriers by railroad 
subject to the act “to consolidate their properties or any part thereof, 
into one corporation for the ownership, management, and operation 
of the properties theretofore in separate ownership, management, 
and operation’ under certain conditions. One of these conditions 
is that the proposed consolidation must be in harmony with and in 
furtherance of the Commission’s consolidation plan. Another is 
that the Commission must find after public hearing that the public 
interest will be promoted by the proposed consolidation. If it meets 
these and other conditions specified, the Commission my authorize 
the consolidation ‘“‘with such modifications and upon such terms and 
conditions as it may prescribe.”’ 


_ In addition to the authority granted by section 5, the Commission 
is empowered by paragraph (18) of section 1 to grant a cetrificate 
that the present or future public convenience and necessity require 
a carrier by railroad subject to the act to, among other things, 
“acqugire or operate any line of railroad, or extension thereof.” 
The Commission has construed this provision to include the acquisi- 
tion by one carriér of the property and franchises of another, where 
both carriers have been and are parts of the same system, i. e., un- 
der common control and operated in harmony. However, such a cer- 
tificate for acquisition can be granted only when it is shown that 
public convenience and necessity require, and the Commission may, 
under paragraph (20), attach to the issuance of the certificate such 
terms and conditions as in its judgment are so required. 

It will be seen that under the existing law such consolidations 
and unifications as the Commission may authorize can only be author- 
ized after the Commission has found that they will be in the bublic 
interest, and that it may attach to its grant of authority such terms 
and conditions as it conceives to be necessary. Under these circum- 
Stances, an expression of opinion by the Commission that there is 
need for the suspension of its authority as to these matters would 
Fence to an expression of opinion that it doubts its own ability to 
etermine wisely, on a record made in public hearing after due 
notice, what is in the public interest and to act accordingly. 
Differences of opinion among the members of the Commission as 
M4 what the public interest requires in the case of particular uni- 
oe have, of course, arisen. A notable case in point, recently 
eed, is Great Northern Pac. Ry. Co. Acquisition, 162 I. C. 7. 

vergent views were therein expressed and are adhered to. They 
need not be repeated here. 
a It should also be stated that many of the unifications which have 
objec proved by the Commission were unifications to which no one 
ft Cted, on the ground of public interest or on any other ground. 
T en they were unifications of small carriers with larger systems. 
omen be illustrated by the list of authorizations during the year 
Con October 31, 1929, as published in our last annual report to 
wile at page 311. This list is hereto attached. (Omitted.) It 
€ noted that of the 44 acquisitions of control there enumerated, 
subsidiarine pp oe erties of less than 100 miles each. Ten covered small 
included of the Reading Company. The most important cases 
he ~~ the lease of the Kansas City, Mexico & Orient of Texas by 
tien — Fe; the reorganization of the Louisiana Railway & Naviga- 
the Big pony: the lease by the New York Central of its subsidiaries, 
Segina’y. our, the Michigan Central, and the Chicago, Kalamazoo & 
; w; the lease by the Southern Pacific of the Nevada-California- 


Oregon; and its a iti ’ 
Northwestern noe of the Santa Fe’s half interest in the 
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The suspension for a time of all power to unify would to some 
extent make it necessary to continue uneconomical expenditures which 
could be eliminated by unification. It is possible that in some r- 
ticular case the results might be serious. It would deprive the short 
lines of a market for their properties. 

There are, however, means of bringing carriers be railroad under 
common control without supervision by the Commission under exist- 
ing law, or authority from it. Such methods were explained to your 
committee by a representative of this Commission at recent eH 
in the holding company investigation which you are conducting. The 
Commission favors legislation which will prohibit such unsupervised 
form of virtual unification. We suggest that it might be well in lines 
7-8 on page 1 of the resolution to change the words ‘consolidation 
or unification of railroad properties’’ to read ‘‘consolidation or uni- 
fication or common control through stock ownership of carriers by 
railroad engaged in interstate commerce or the properties thereof.’’ 
It migh also be desired, in addition to the remedy by injunction, 
to provide for personal penalties, as in paragraph (20) of section 1 
of the interstate commerce act. 

Chairman McManamy wishes it stated that he favors the resolu- 
tion in its entirety for the reasons stated in his concurrence in Con- 
solidation of Railroads, 159 I. C. C. 522, 568-571, and in his dissent 
in Great Northern Pac. Ry. Co. Acquisition, 162 I C. C. 37, 74-80. 
In brief those reasons are that the present consolidation provisions, 
which so far have been satisfactory to no one, were enacted under the 
abnormal conditions following the war and under the pressure of an 
urgent demand for legislation providing for the release of the rail- 
roads from Federal control. Further consideration by the Congress 
of the entire matter under normal conditions is, therefore, desirable 
and certainly could not, he believes, have serious results. 


Pressed by Senator Barkley for his personal views of the 
matter, Commissioner Eastman replied that he had joined in 
the letter. 

“IT am certainly not prepared to say that the Commission 
cannot be trusted to say what is not in the public interest,” said 
the commissioner. 

Mr. Eastman suggested that if the desire was to suspend 
some of the authority Congress could suspend it as to unification 
of competing lines, for example. Such a prohibition would not 
affect cases involving acquisition of smaller carriers, said he. 
He referred to the proposed acquisition of the Gulf, Texas & 
Western by the Frisco, now pending before the Commission, as 
a case in point. If the power of the Commission were sus- 
pended to deal with that property, said he, the results might 
be serious because of the condition the Gulf, Texas & Western 
had been in. 

Senator Brookhart remarked that the resolution could be 
amended so as to permit approval of that unification, but stop 
the Great Northern-Northern Pacific unification. The commis- 
sioner said that could be done. 

Questioned by Senator Barkley as to whether the existing 
law was sufficient to enable the Commission to deal with the 
unification problem, Mr. Eastman reviewed recommendations 
the Commission had made for additional legislation. He said 
the Commission had been imposing conditions in acquisition 
cases and that it had not been challenged for so doing and 
referred to the condition imposed in the New York Central 
unification case providing for acquisition of connecting short 
lines. Senator Barkley regarded that as a form of compulsion 
and the commissioner agreed with him. No court, according 
to witness, had passed on the legality of such action by the 
Commission. 

Chairman Couzens desired to know whether it would be pos- 
sible for Congress to define in a better way than in existing 
law what was in the public interest. The commissioner replied 
that Congress could lay down a rule instead of leaving the 
matter to the discretion of the Commission. 


Reference was made to the protest of witnesses for organ- 
ized railroad labor against the unification of the Great Northern 
and Northern Pacific. Mr. Eastman said that labor had not 
appeared before the Commission in that case and he did not 
recall that labor had appeared in any unification case with the 
exception of a case involving the unification of terminal opera- 
tions in Los Angeles. 


Chairman Couzens raised a question as to the interest of 
labor being considered in unification cases. Mr. Eastman 
thought that that might well be included in the matter of public 
interest and be considered by the Commission. 

The chairman again brought up whether the reduction in 
the number of employes through efficiency was {fn the public 
interest. 

Commissioner Eastman said anything that enabled railroads 
to operate more efficiently and with less expense was in the 
public interest, in his opinion. On the other hand, said he, it 
might be desirable in certain situations to attach conditions 
for protecion of employes. He suggested it might be proper 
to attach a condition that the saving in labor should be accom- 
plished gradually. His impression was that in the Great North- 
ern-Northern Pacific case the railroads did not expect to realize 
all proposed economies at once in connection with retrenchments 
in the labor force. 

Senator Hawes announced that he was preparing a bill pro- 
hibiting consolidations that would not take into consideration 
labor conditions involved in unifications and consolidations to 
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the extent of protecting the employes as to employment and 
compensation for their homes where they were moved to other 
points. 

Expressing opposition to the Couzens’ resolution, Senator 
Hawes asked whether it would not be better to change the 
law rather than to suspend it as proposed in the resolution. The 
commissioner replied in the affirmative. He added, however, 
that there might be a case in which Congress might feel com- 
pelled to act because irreparable injury might result before the 
law could be changed. 

Senator Hawes desired to know whether the status of the 
Great Northern-Northern Pacific case was such that the Com- 
mission might withhold action in it pending enactment of addi- 
tional legislation by Congress on the subject of consolidations. 
The commissioner explained that no order had been issued and 
that conditions had been imposed by the Commission that would 
have to be complied with before the case could be finally 
disposed of. 

Senator Hawes asked whether the witness saw any differ- 
ence in a resolution suspending the power of the Commission 
in respect to one subject and a resolution suspending its power 
with respect to another subject. The commissioner replied that 
all the power the Commission had was obtained from Congress 
and that Congress no doubt had larger power than had been 
granted to the Commission. He said he had given no thought 
to the question suggested by the senator. Mr. Eastman said 
he thought it would be unwise for Congress to do directly what 
it had instructed the Commission to do because Congress did 
not have the time to do it. He said that whether or not Con- 
gress should interfere at any particular time with the Com- 
mission was a question of policy. 

Senator Dill thought there was justification for interference 
in the Great Northern-Northern Pacific case because never before 
had the Commission authorized unification of two lines parallel- 
ing each other for such a long distance, as in that case. 

In response to a question by Senator Barkley, Mr. Eastman 
said that holding companies had been operating rapidly in the 
last year. He said the Commission was looking into the activi- 
ties of the Pennroad Corporation and the Allegheny Corporation 
to see whether the Clayton act had been violated. 

Whether the Commission would hold up action if the Senate 
simply passed a resolution asking it to do so was asked by 
Senator Pittman, but the commissioner said he did not know 
what the Commission would do. There were other questions 
along this line and the commissioner finally said that, of course, 
it was the duty of the Commission to administer the law as 
it was and to avoid unreasonable delay. There was also dis- 
cussion of the effect on the two northern lines if a prohibitory 
resolution were passed. The commissioner said that question 
should be asked of the companies, but suggested that delay 
might cause the stock now on deposit with a committee to be 
returned to the stockholders. 

Senator Wagner revived discussion of the labor problem in 
connection with consolidation and said that he also was pre- 
paring legislation when Senator Hawes referred to the bill he 
had in mind. Commissioner Eastman pointed out that there 
could be acquisitions in which there would be no reduction in 
the number of employes. He suggested revision of the reso- 
lution, with respect to holding companies, to make it as certain 
as possible that the legislation would be effective in that regard. 
He said it was difficult to get language covering the situation 
and that it should be made as broad and general as possible 
so that if the courts were called upon to interpret it they would 
sustain the intent of Congress. 

Senator Pittman brought up his proposal that as a condition 
precedent to consolidation the carriers be required to agree 
on the value for rate-making purposes of the combined properties. 
Mr. Eastman thought there would be difficulties in that respect 
because of the constitutional rights of the carriers with respect 
to rate of return on the property used in the transportation 
service. He said that when the Howell rate-making and valua- 
tion bill was taken up he would he glad to go into the subject 
in detail. 

Senator Hawes, in accord with the proposal made by him 
at the hearing April 18, introduced S. 4205, a bill to amend 
paragraph (6) of section 5 of the interstate commerce act, for 
the protection of railroad employes in consolidations of rail- 
roads. The bill would prohibit the dismissal of an employe by 
any railroad as the result of approval of a consolidation and 
also provides for reimbursement of losses to employes incurred 
by reason of being transferred from one point to another, 
through disposition of property. Expanses of transfer also 
would have to be met by the carrier. 

Chairman McManamy, of the Commission, told the com- 
mittee April 21 why he favored the Couzens resolution. He 
said he wished to point out that he was expressing his own 
views and that he did not look on the resolution as an attempt 
to muzzle, hamper or criticize the Commission in any way. 
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Chairman Couzens said the resolution was not introduceq for 
the purpose of criticizing the Commission, but to help it, 

Mr. McManamy said the resolution seemed to be in line 
with what the Commission had recommended to Congress {o, 
five years with respect to the need for further consolidation 
legislation. He said the resolution indicated a purpose on th 
part of Congress to do what the Commission had recommended 
and that in the meantime matters wuold remain as they wer, 
He believed the resolution represented an effort to preven 
locking the door after the horse was gone. 

Senator Hawes thought that if the House were alarme 
with reference to the holding company question, its interstat. 
committee having begun an investigation of that matter, jt 
would have suggested suspension of the law as proposed in the 
resolution. The senator said Chairman Parker, of the Hong 
committee, and Representative Rayburn, minority leader of th 
committee, were opposed to the resolution. 

Referring to the preamble of the resolution, Mr. McManamy 
expressed the opinion that the consolidation law should be clay. 
ified with respect to maintenance of existing competition ang 
existing routes and channels of trade and commerce. In djs. 
cussing the question of consolidation as it related to routes 
he called attention to the so-called Subiaco decision in which 
the Supreme Court protected the right of a carrier to its long 
haul. Since January, continued he, the Santa Fe had filed 
tariffs closing a large number of direct routes to give it and 
its subsidiary, the Orient, the long haul. He said the effec¢ 
of carriers closing direct routes to get the long haul wag, 
tendency to maintain existing rates or to increase rates. 

Asked by Senator Hawes whether there was any danger 
of the Commission finally authorizing the unification of the 
Great Northern and Northern Pacific before the next session 
of Congress, Mr. McManamy said if the applicant complied with 
the conditions imposed by the Commission, he saw no reason 
why final approval could not be given in a short time. The 
senator was under the impression that further hearings would 
have to be held. 

Senator Hawes asked if union labor asked for a rehearing 
in the case would not the case be reopened? Mr. McManamy 
said he did not wish to answer the question because it might 
come before the Commission for decision later. 

“If this resolution is passed by the Senate, that will bea 
reason for rehearing, will it not?” asked Senator Brookhart. 

Chairman McManamy said “yes” and added that such action 
would have some weight. In answer to Senator Hawes, Mr. 
McManamy said in effect that he thought legislative rate mak 
ing would be unwise, but indicated that he thought passage of 
the Couzens’ resolution would not come within the definition 
of legislative rate making. 

Since the publication of the Commission’s consolidation 
plan, continued he, there had been a number of developments 
looking to action thereunder. He said the Wabash had indi- 
cated acceptance of the plan and that the Baltimore and Ohio 
was going forward with its plans looking to consolidation. His 
thought was that if the holding companies continued to make 
progress as they had in the recent past, it would not make 
much difference what kind of 4 law Congress passed, and that 
a law to unscramble the acquisitions of such companies would 
be necessary. 


Senator Pittman suggested such an amendment to the res 
olution as would permit the Commission to authorize consolida 
tions that would not be in violation of the anti-trust laws. 
He believed that such an amendment would take care of the 
short as well as weak roads no matter how long they were. 
An amendment along that line was suggested in a memorandum 
prepared by Commissioner Eastman and handed to Senator 
Couzens by Mr. McManamy. The latter had no objetcion to a 
amendment that would permit acquisition of short lines as pro 
posed, except that he believed it might be difficult to draw 4 
line between a short line and other lines. Senator Pittmal 
also suggested that the resolution be made to expire by March 
4, 1931, to show the intent of Congress that the resolution wa 
only temiporary in character and intended only as a stop 8a) 
until Congress could enact additional legislation. 


Commissioners Brainerd and Porter were summoned by the 
committee following the appearance of Chairman McManally. 
Mr. Brainerd said he thought there was quite general agret 
ment with the congressional policy of consolidation and read 
from the report of the Senate interstate commerce committee 
on the Fess consolidation bill in support of that declaratiot. 
He said he agreed with Commissioner Eastman that railr 
consolidation should be brought under the jurisdiction of thee 
Commission and that indirect consolidation through holdité 
companies should be prohibited. He suggested that Congres 
might go so far as to prohibit a railroad company buying the 
stock of another railroad company without approval of the Com 
mission. He said that national banks were forbidden to bY 
stock in other national banks. 
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In supporting the view of the majority of the Commission 
with respect to the Couzens’ resolution, Mr. Brainerd said there 
were unifications that would be desirable in the public interest 
and referred to the Missouri Pacific unification case as an illus- 
tration in point. ; 

Senator Hawes inquired about the status of the Great 
Northern-Northern Pacific unification case with a view to ascer- 
taining whether further hearing would be necessary. Mr. Brain- 
erd said that he had taken the position that the application in 
that case should have been granted as it stood or dismissed, 
indicating that he was opposed to the Commission setting up 
q counter proposal as it had. In view of the conditions attached 
py the Commission, he believed that the applicant would have 
to file an amended application and that if that were done labor 
could come in and be heard. 

Senator Pittman and Senator Tydings brought up the ques- 
tio of competition. Mr. Brainerd pointed out that under the 
Commission’s decision there would be competition between the 
Great Northern-Northern Pacific system and other systems. 
Since the Supreme Court in the Northern Securities case had 
held unlawful the merger of the Great Northern and Northern 
Pacific, he said that conditions had changed and that there were 
now three other systems in that territory competing for business. 

At this point Chairman Couzens called on Chairman 
McManamy to explain the difference in his testimony and that 
of Commissioner Brainerd with respect to the status of the 
Great Northern-Northern Pacific case, pointing out that the 
chairman of the Commission had taken the position that the 
matter could be finally disposed of without further hearing. 
Mr. McManamy adhered to his position that if the applicant 
complied fully with the conditions imposed by the Commission 
the matter could be disposed of without hearing and in a com- 
paratively brief period of time. 

Commissioner Porter, following Mr. Brainerd, made such a 
clear explanation of what he understood to be the Commission’s 
interpretation of the congressional policy with respect to con- 
solidations that he was commended therefor by Senator Pitt- 
man. Throughout the hearings there had been constant refer- 
ences to the anti-trust acts and the decision of. the Supreme 
Court in the Northern Securities case, Senator Wheeler par- 
ticularly taking the position that he did not see how the Com- 
mission could justify approval of unification of the two northern 
lines in view of the decision in the Northern Securities case. 


Commissioner Porter began by explaining that he, as chief 
counsel of the Federal Trade Commission, had had considerable 
to do with administration of the Clayton act and that he thought 
the situation should be cleared up as to the relaion of the anti- 
trust laws to the transportation act and the action of the Com- 
mission thereunder. He pointed out that Congress had pro- 
vided in the transportation act for consolidation of the railroads 
into a limited number of systems, and had lifted the prohibitions 
of the anti-trust laws, the Commission, in approving such con- 
solidations to preserve as far as possible existing routes, com- 
petition and yet see to it that substantially equal systems were 
created. He made the point that to carry out the congressional 
policy it was absolutely necessary that some competition be 
eliminated but he made it quite clear that while competition 
between two individual lines might be lessened, competition 
between systems would be increased. He opposed the suggestion 
that the Commission be prohibited from approving unifications 
of lines that competed or that were parallel, his point being that 
in building up systems the Commission would have to put such 
lines together in certain instances. 


Senator Pittman desired to know particularly how Mr. 
Porter justified the unification of the Great Northern and 
Northern Pacific. The commissioner graphically explained the 
transportation situation in the northwest and said that under 
the conditions imposed in the Great Northern-Northern Pacific 
unification case those lines must give the Milwaukee entrance 
into Portland and also open Great Northern terminals to the 
Milwaukee, and that if those things were done the Milwaukee 
would be strengthened to such an extent that there would be 
substantial competition between the proposed Milwaukee system 
and the Great Northern-Northern Pacific system and that the 
result would be compliance with the letter and the spirit of the 
act. The commissioner thought that the Commission’s decision 
in the Great Northern-Northern Pacific case indicated that 
further hearing would be necessary and that if there were 


one hearing anybody who wished to be heard could be 


_Commissioner Porter told the committee that it was his 
— that if the railroads were going to hold their business 
" Competition with airway, highway, and waterway transporta- 
pe they would have to give super service and do it at the 
lo est Possible rates. Reference by the commissioner to the 

88 of business on the trans-continental rail lines due to Panama 
anal competition led Senator Pittman to minimize that loss. 

mmissioner Porter said he did not have the exact figures but 
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that he did not think the loss was as small as Senator Pittman 
indicated—less than 2 per cent of the total volume of business. 

It was the opinion of the commissioner that the resolution 
would not reach the holding company problem. He said he 
did not see how it would affect a company buying stock not in 
violation of the Sherman act. He was in favor of the resolution 
being made effective as to holding companies and also believed 
that the interest of the rail employes should be protected in 
unifications. He did not think that the Congress should be too 
specific in directions as to the Commission dealing with the 
question of competition between specific lines because, as he had 
previously pointed out, to build strong competitive systems it 
might be necessary to combine lines in some instances that 
competed with each other. 

Walker D. Hines, formerly Director General of Railroads, 
appeared before the committee April 23 as counsel for stock- 
holders of the Great Northern and Northern Pacific who favor 
unification of those systems. 

Statements had been made, said he, that had had the effect 
of creating the impression that the interests of labor had been 
ignored and that a course would be followed that would be 
ruinous to labor. He said the record in the proceeding showed 
that the facts were otherwise and that the plan would be to 
omit filling vacancies if fewer employes were needed. He said 
there would be no general or wholesale discharge of employes if 
the unification were effected. He was willing that the Com- 
mission should impose a fifth condition requiring that any 
reductions in the number of employes be taken care of by the 
turnover in labor resulting from death and resignations. He 
did not think, however, that such a requirement should be 
written into the law. He thought the Commission had the 
power now to impose such a condition and that the matter 
should be left to the Commission. He said there had been un- 
necessary alarm and great exaggeration as to the effect of 
the unification on labor. As a matter of fact, said he, labor 
would be benefited and not menaced by the unification. He said 
the plan contemplated ‘“‘very considerate treatment” of the em- 
ployes. 

Taking up the economies that would be effected, Mr. Hines 
said if the unification were brought about, the new company 
would take 1,600,000 tons of coal annually from Montana mines, 
instead of getting the coal in the east as was now the case, and 
that that would make additional transportation that ‘ would 
make up for that eliminated by use of shorter routes over the 
Great Northern and Northern Pacific, and make additional busi- 
ness for the northwest as well. 

Interrogated by Senator Howell as to whether rate reduc- 
tions would be made, Mr. Hines said the public would benefit 
from the economies that would be made possible either through 
rate reductions or better service. 

As to competition, Mr. Hines said 75 per cent of the traffic 
of the two lines was local or non-competitive and that of the 
remaining 25 per cent, 23 per cent of that would still have com- 
petition of other lines after the unification had been effected, 
leaving only 2 per cent to be eliminated. 


The theory of the anti-trust laws was that no two carriers 
could be put together if there was any substantial competition 
between them, said he. He said Congress in the transportation 
act adopted a different theory—that while competition should be 
preserved, the test was as to how much competition the public 
interest required that in the Great Northern-Northern Pacific 
case the Commission had determined that sufficient competition 
would be preserved. He said adoption of the suggestion of Com- 
missioner Eastman that the resolution might be amended to 
prohibit unifications forbidden by the anti-trust laws would be 
going back to the old theory and that there would be little 
opportunity to work out an improvement of the existing situa- 
tion through elimination of unnecessary waste. 


The committee concluded its hearings April 24 after Donald 
R. Richberg, counsel for the Railway Labor Executives‘ Associa- 
tion, had appeared in support of the Couzens resolution. The 
witness suggested amendments to the resolution along the line 
of those proposed by Commissioner Eastman and also proposed 
that the exercise of common control of railroad companies 
through ownership of securities be forbidden. The revision of 
the resolution proposed by Commissioner Eastman follows: 


Resolved by the Senate and House of Representatives of the United 
States of America in Congress assembled, that the authority of the 
Interstate Commerce Commission under existing law to approve and 
authorize any consolidation of railroad properties or any acquisition 
of control of one carrier by railroad of any other such carrier or car- 
riers* is hereby suspended; and the Commission is hereby directed to 
refrain from exercising, or attempting to exercise, any such authority 
until otherwise directed by the Congress. 

And be it further resolved, that any consolidation or unification 
or common control of carriers by railroad engaged in interstate com- 
merce, or the properties thereof, however accomplished, whether di- 
rectly or indirectly, through a holding company or holding companies, 
by a voting trust, or in any other manner whatsoever, and which 
the Commission is not empowered to approve and authorize, is here- 
by declared unlawful and may be enjoined by any court of competent 
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jurisdiction at the suit of the United States, the Commission, any 
commission or regulating body of any state or states affected, or any 
party in interest; and any person who hereafter knowingly par- 
ticipates in bringing about ‘any such consolidation or unification or 
common control, so declared to be unlawful, shall be guilty of a 
misdemeanor and upon conviction thereof shall be punished by a fine 
of not more than $5,000 or by imprisonment for not more than three 
years, or by both such fine and imprisonment. 


*If it be desired to limit the suspension of authority to cases 
where a restraint of competition would be involved, it is suggested 
that at this point the following limiting clause be inserted, set off 
by commas: 

, Where the Commission has reason to believe that except 

for such approval and authorization said consolidation or 

acquisition of control would be in violation of any of the 

“antitrust laws,’’ as designated in section 1 of the act en- 

titled ‘an act to supplement existing laws against unlawful 

restraints and monopolies, and for other purposes,’’ approved 

October 15, 1914, 


If it be desired, on the other hand, to limit the suspension of 
authority in the manner understood to have been suggested by Sen- 
ator Pittman at the hearing on April 18, the following limiting clause 
could be inserted: 

,» where the Commission has reason to believe that the result 

of said consolidation or acquisition of control would be to 

deprive certain railroad employes of employment, 


The committee will meet in executive session April 28 to 
consider the resolution. 


LAKE CARGO COAL RATES 


The complainants in No. 23240, Ohio Lake Cargo Coal Rate 
Committee et al. vs. B. & O. et al., the Ohio end of the revived lake 
cargo coal case, in reply to the motion of the southern railroads 
to dismiss this and the western Pennsylvania complaint, assert 
that, notwithstanding the declaration of the southern lines, a 
higher rate can be unduly prejudicial against the Ohio com- 
plainants and unduly preferential of the southern operators. 
They further assert, contrary to the contentions of the southern 
railroads, that the Commission has never decided that there 
cannot be a question of undue prejudice in the adjustment of 
lake cargo coal rates. On the contrary, the Ohio operators 
assert the Commission decided, in the 1917 lake cargo coal case, 
46 I. C. C. 159, that there was undue prejudice against the Ohio 
operators in the adjustment then in effect. 

The Ohio operators declared that there was no finding of 
undue prejudice in Lake Cargo Rates, 1925, 101 I. C. C. 513, and 
126 I. C. C. 309, because the question of undue prejudice was 
not in issue. The issue, they asserted, was presented in Lake 
Cargo Coal, 139 I. C. C. 367, but was not decided. In view of 
this relation of facts, as the Ohio operators contend, the Com- 
mission should deny the motion to dismiss. 


CAR HIRE CASE 


The American Railway Association has asked for rehearing, 
reargument and/or modification of the Commission’s report in 
No. 17801, rules for car hire settlement, 160 I. C. C. 369. The 
effect of the findings, the petition said, if modified as desired, 
would be that all common carriers, whether subscribers or 
non-subscribers, would receive one dollar a car a day for their 
cars when used by other railroads; that all railroads, sub- 
scribers or non-subscribers, would receive reclaim as provided 
for by the rules of the association; that for all railroads having 
only one connection, the reporting of per diem to car owners 
would be done by their connections; that compliance with the 
ear service rules, the master car builders’ interchange agree- 
ment, and the national car demurrage rules would be required 
of all carriers and that as so modified, the per diem code of 
the association would be approved for uniform application be- 
tween all common carrier railroads. 


OREGON ELECTRIC EXTENSIONS 


The Oregon Electric, in Finance No. 8207, has applied to 
the Commission for permission to acquire the stock of the 
Valley & Siletz, extending from Independence, Ore., into the 
timber in that part of Oregon, a distance of 40.6 miles, for 
$2,000,000. 

In Finance No. 8206, the Oregon Electric has asked for a 
certificate of convenience and necessity permitting the con- 
struction of a branch to connect the applicant’s present line 
with the eastern terminus of the Valley & Siletz at Inde- 
pendence. The new construction will be about 2.25 miles long. 
The funds for the construction of this connection, the applicant 
says, will be furnished by the Great Northern. 

In the application for permission to acquire the Valley & 
Siletz, the Oregon Electric says it does not propose to issue 
any bonds, at present, for the acquisition, but in case it desires 
to issue bonds it will make application. 

The stock of the Oregon Electric is owned by the Spokane, 
Portland & Seattle. The stock of the latter is owned one-half 
each by the Great Northern and Northern Pacific. The proposed 
acquisition and new construction represent a move by the 
northern transcontinental lines mentioned into the timber coun- 
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try in Oregon where the competition between them ang the 
Southern Pacific has been becoming notable, especially op x. 
count of the proposed construction by the Great Northerp and 
— Pacific between Klamath Falls, Ore., and Keddie 
Calif. 


NEW LINE NOT NEEDED 


The Commission, by division 4, in Finance No. 7921, Mey. 
dian & Bigbee River Railway Co., proposed operation, has foun, 
that the present and future public convenience and neceggit; 
have not been shown to require operation by the applicant of , 
line in Clarke and Lauderdale counties, Mississippi. 

The Commission said that the line herein sought to be 
operated was a logging road owned by the Long-Bell Lumbe 
Co., known as main line 5, connecting at Crandill, Miss., wit, 
the Mississippi Eastern railroad. The latter extends from a 
connection with the Mobile & Ohio at Quitman to Threadyilj. 
Miss., a distance of 16 miles. Its stock is owned by the lumbe 
company. It was proposed by the lumber company to sell the 
stock in that railroad and the physical properties of main lin. 
5 to S. A. Neville for about $221,000. Neville was to leag 
main line 5 to the Mississippi Eastern and complete the cop. 
struction of main line 5, while the Mississippi Eastern was ty 
construct to a connection with main line 5. In Finance Np, 
6510, operation by Mississippi Eastern Ry., 145 I. C. C. 158, the 
Commission denied a certificate authorizing the Mississippi Rag. 
ern to operate main line 5. 

The Mobile & Ohio intervened in opposition to the plans 
contending that it had been and could continue to afford service 
to the mill of the lumber company at Quitman and the genem| 
a" involved. In disposing of the case, the Commission 
said: 

While Neville states that he has no traffic understanding wi 
the Long-Bell Company it is apparent that it would be prc Ray 
the interests of both parties for the Long-Bell Company to route 
its traffic from the Quitman mill over the Mississippi Eastern ani 
main line 5. In that manner it not only would secure divisions for 
itself for the movement over the Mississippi Eastern, but Nevill 
would secure divisions for the movement over main line 5, thus 
enabling him to obatin the money for the payment for the line. After 
all of the Long-Bell timber has been removed and the traffic ceases 
each of the parties would have benefited by the arrangement. 0n 
the other hand, the operation of main line 5 as a common carrier 
could be made the basis for the sale of land in the area traversed, 
and when abandonment comes, as it ultimately must, the purchasers 
of that land will be the principal sufferers. There can be no doubt 
that if no line existed there would be no justification for the con- 
struction of a common carrier railroad on the site of main line j 
under existing conditions. No portion of the general public is now 
depending upon that line for service and no one will be affected by 
its removal. That situation might not exist later on if the line were 
to be operated as a common carrier and then sought to be abandoned. 


NEW HAVEN VALUATION 


The New Haven and its subsidiaries have applied for re 
hearing in Valuation No. 311, the case in which the property 
of the New Haven system was valued, in respect of questions 
relating to the value of the New Haven’s leasehold in the Grand 
Central Terminal and approaches thereto in New York City and 
the property of the Boston Terminal Company. The New Havel 
also attacks the action of the Commission in valuing the prop 
erty for “rate-making purposes.” It is contended by the car: 
riers that their rights to use the New York terminal properties 
mentioned are worth $55,490,531. The New Haven placed that 
value upon its rights in the properties mentioned by dividing 
the value of the terminal properties by the percentage of use 
by each of the carriers making use of the terminals. The Nev 
Haven use runs from 24 per cent of the power distribution sys 
tem to 62.95 per cent of the tracks between Mott Haven ani 
Woodlawn. 

The New Haven placed a value on the Boston terminal 
property used by it of $17,802,000. The Commission, the petition 
said, valued the entire property of the Boston Terminal to tle 
owning carrier, assigning no part thereof to the using carrie! 

The New Haven alleged that the Commission in its effort 
to make a valuation “for rate-making purposes” fell into 4 
fundamental error. Nothing in the act, the New Haven said, 
authorized the Commission to find a value for “rate-makilé 
purposes” or for any other particular purpose or limited us 
It said the Commission could not decline to value any of the 
property owned or used by the carrier on the ground that it 
formed no part of a rate base. 


Cc. & O. EQUIPMENT PLANS 

The Chesapeake & Ohio, in Finance No. 8205, has askel 
the Commission for authority to assume obligation and liability 
in respect of $19,800,000 of 4.5 per cent equipment trust g0lé 
certificates, the proceeds of which will be used in making P4 
ments on purchases of equipment estimated to cost $26,520,294. 
Among the purchases to be made by the applicant are for!’ 
road locomotives, fifty switching locomotives with tenders, fifty 
switching locomotives without tenders, 2,000 box cars, 3; F 
50-ton flat bottom gondola cars, 1,500 70-ton hopper cars, # 
about 70 passenger, baggage, mail and express cars. 
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Convention of Associated Traffic Clubs 


Large Attendance and Vigorous Discussion of Current Transportation Problems Mark Annual 
Meeting at Cincinnati—Political Rate Making Deplored by Speakers and Remedy Suggested— 
Annual Meeting Changed to October and Terms of Present Officers Extended Six Months 

—Motor Vehicle Operation and Coordination of Transportation Agencies Discussed 


(By a staff correspondent at Cincinnati) 


The eighth annual meeting of the Associated Traffic Clubs 


' of America opened at ten a. m. April 24, in the ball room of 


the Gibson Hotel, Cincinnati, with an attendance of over 500, 
including visitors and members of traffic clubs from all over 
the country, in addition to the regultrly appointed delegates 
from member clubs. Ross Bray, a delegate from San Francisco, 
flew all the way in order to arrive on time. There were women 
delegates from the organizations in San Francisco and Los 
Angeles and representatives, both official and unofficial, from 
all points of the compass and from long and short distances. 

That there have been several additions to the roster of the 
national organization since its last meeting was the subject of 
general congratulation. All these additions have been recorded 
in these columns, except Baltimore, the last to come in. Del- 
egates from that club were in attendance. 

Many who had been in Cincinnati for the meeting of the 
Ohio Valley Shippers’ Advisory Board the previous day re- 
mained for the sessions of the association, the railroads having 
extended the limit on their reduced fare tickets in order that 
they might do so. 

The first session was opened by an invocation by the Rev. 
James Thomas. President R. C. Barnard, of the Cincinnati 
club, welcomed the delegates and visitors and told of the pro- 
gram outside of that for the business sessions. There was also 
a Welcoming address by Mayor Russell Wilson, of Cincinnati. 
To all of this President T. T. Harkrader, of the association, re- 
sponded appropriately, telling of the purposes of the national 
association and thanking the Cincinnati and Miami Valley 
Clubs for their co-operation in arrangements for this meeting. 


Railroad Valuation 


The addresses at the morning session were by E. I. Lewis, 
member of the Interstate Commerce Association, and W. R. 
Cole, president of the Louisville and Nashville Railroad, on 
railroad valuation, that being one of the subjects to which the 
traffic clubs, under the guidance of the national association, 
have been devoting intensive attention recently. Commissioner 
Lewis, who dealt only with the historical and statistical aspects 
of valuation, was introduced by Henry A. Palmer, editor of 
The Traffic World, who, Commissioner Lewis explained, was 
once his “boss” in a newspaper office. President Cole was in- 
troduced by J. M. Fitzgerald, assistant to the chairman of the 
public relations committee of the eastern railroads. 

Assigned, at his own request so that he would avoid the 
controversial parts, to the historical and administrative phases 
of railroad valuation, Commissioner E. I. Lewis turned from 
them to the realm of prophecy. He said that it was not im- 
Probable that in the future the opposing parties in valuation 
cases would again vacillate, as was shown in the O’Fallon case 
when contrasted with the Smyth vs. Ames case, the latter aris- 
ing in 1896. 

_ , Data accumulating, he said, led him to the conviction “that 
it is not improbable that carriers and champions of public in- 
terest some time in the: future are likely again to vacillate 
aap positions taken during the last few years.” Continuing 


“ it will be recalled in the litigation that culminated in the Smyth 
cost anes Jecision, the carriers there were insisting on the original 
cura § the basis for valuation, for at that time the cost to reproduce 
propenns than original cost. -There are now a number of carriers whose 
oat ie were built in the war and post-war period when materials 
cost-rea ~ or factors—taking also into consideration labor-saving and 
invests ng inventions—were higher than at present. That is, their 
Ps — is greater than present cost to reproduce. This is, so far 
in thes carriers are concerned, a return to the situation that existed 

ays of the Nebraska litigation. Then, too, there are old roads 


of nave been enlarged or largely rebuilt in the last decade. Much 
ment, “*Penditures can be reproduced now at less than the invest- 


fallen ey indexes of railroad construction and equipment costs have 
of stil] on or 60 points in the last decade and show a tendency 
We find ther 2, ‘alling. Turning to the general commodity price level 
year ago at it has fallen to a point some 8 or 10 per cent below a 
eney ig seen to the. lowest level since 1921-1922. The downward tend- 
12 per —. in scope, British prices having declined more than 
nomists n the last year and the French 8 per cent since last July. 
them belie are divided on the continuation of this slump. Some of 
Next 25 eve that we are in for a period of declining prices for the 
years. Others see no reliable indication of this happening. 


Bureau of Valuation experts studying the various trend lines, see those 
representing investment in the carriers, on the one hand, and the 
reproduction cost line, on the other hand, approaching each other. 
Some are predicting that they will cross as early as 1936. I leave to 
you the drawing of the divergent conclusions which such a prophecy’ 
suggests as to the proper course to map out at this time. 


With the possible exception of 1912 and 1913, Mr. Lewis 
asserted that the question of the value of the property of great 
service corporations had hardly ever been a more lively issue 
than today. New York and Massachusetts, he pointed out, 
were dealing with it in an active way, Massachusetts trying to 
preserve the “prudent investment basis” which, he said, had 
been in that state the theory of local valuation for more than 
40 years. 

Turning to federal valuation Mr. Lewis pointed out that 
the Commission, long before the late Senator LaFollette first 
introduced a valuation bill in 1906, told Congress that a valuation 
was needed by it in carrying out the plan of regulation, which, 
at the beginning included publicity as a method or help in the 
regulation. He dated expressions of the Commission, as far 
back as 1898, when the Smyth vs. Ames case was a matter of 
current discussion, as indicating the need for federal valuations. 

Another thing upon which he asked his hearers to focus 
their attention was the fact that the Commission did not pro- 
pose valuation as a basis for rate-making but as a thing of de- 
fense to be used by it when rates prescribed by it were assailed 
by the railroads as confiscatory. The Commission had no way 
of combating claims of that sort. LaFollette, he pointed out, 
urged valuation as a foundation for rate-making, asserting that 
the capitalization of the railroads was so excessive that $400,- 
000,000 a year could be saved in freight payments. That saving, 
the late senator said, would be 150 times the cost of making a 
valuation. LaFollette offered a valuation bill as an amendment 
to the Hepburn bill of 1906. In that and prior years Michigan 
and Wisconsin had valuation controversies, Michigan’s being 
founded on taxation and not on rate-making. Senator LaFol- 
lette urged valuation of the physical properties of the railroads 
as a curb upon the unlimited power of the railroads “to go on 
taxing the people without let or hindrance.” lLaFollette got 
the valuation bill passed in 1913. 

“The year 1920,” said Mr. Lewis, “marks the beginning of 
the ‘modern period’ in the relations of railroads and government. 
Congress caught up the valuation act of 1913 and made it, it 
seems to me, the keystone of regulation.” 

Section 15a, he designated, as a notable expression of the 
country’s desire for a strong national transportation system, 
with the recapture provision as a corollary of the new rule for 
rate-making stated in section 15a, control over railroad account- 
ing, and the issuance of securities as buttresses for the system 
of regulation, valuation entering as a restraining factor “and 
one making for new financial set-ups which in years to come. 
will be found to be in the general public interest.” 

At the .time the valuation act was passed, Mr. Lewis said 
there were carriers which, apparently did not know what. 
property they had. - ‘ 

“Tabulations that have been made of tentative and final. 
valuations which we have issued” said the speaker “compared 
with the investment accounts of the carriers thus valued show 
wide discrepancies in individual cases, even though collectively 
the aggregates may be about the same. These differences or 
discrepancies afford a basis upon which to work gradually to- 
ward a revision of the capital structure of such carriers with a 
view of reducing the amount of the outstanding obligations to 
the amount of the property found to be in existence.” 

Such facts, Mr. Lewis said, enabled the Commission to 
exert a constant pressure in the direction of such revision and 
that instances could be cited where carriers had refrained from 
asking permission to capitalize important additions and better- 
ments for the reason that such additions and betterments were 
already sufficiently represented by the existing outstanding se- 
curities. While valuation had been referred to as presenting 
the potentialities of the greatest law suit in history, he said it 
had not yet assumed that distinction. He said the data gath- 
ered by the Commission, while not complete as to many carriers, 
enabled it to hold a close check upon what was being done and 
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the work thus far done in valuation, in his opinion was of great 
value to the public. He said that the work was so far along 
that close to 100 per cent of the valuation force of the Com- 
mission was at work on the bringing of valuations to date. The 
government, he said, was now in possession of such records and 
data concerning changes in the properties since original in- 
ventory and valuation that the Commission could know with 
sufficient definiteness, whenever it needed it, the value of the 
property with which it was dealing in its major activities. 

As to the suggestion that valuation should be abandoned, 
Mr. Lewis answered in the negative. He said the valuations 
which the Commission visualized two decades ago had been 
completed and was usable in the determination of rates and in 
related ways. In conclusion he said: 


To give up valuation would, to reverse the chronological order in 
which I have developed this subject, require a thorough revamping 
of the 1920 legislation, ve the Commission of aid essential to the 
establishment of reasonable rates, and throw the country back into 
the confusion, the lack of understanding, even the hostility which 
marked the public’s attitude toward the railroads for many years. 


Cole Speaks Out 

President Cole was confined by no such limitations as 
bound Commissioner Lewis in the nature of his remarks. He 
spoke freely and informally, saying that there were times when 
one might be permitted to “sass his boss,” the latter referring 
to the presence of a member of the Interstate Commerce Com- 
mission, the regulator of the railroads. 

Valuation of a railroad, he pointed out, was different from 
valuation of an article of commerce, since the railroads were 
not for sale, in the ordinary sense of the term, and, hence, had 
no market value. Many elements other than that of the cost 
of physical construction, he said, must enter into their value. 
He suggested that the Pennsylvania Railroad, if built on top of 
the Rocky Mountains, at whatever expense, would not be worth 
much. It was thought necessary, therefore, to arrive at certain 
principles to be used in determining value. The process of 
valuation had been going on for sixteen years and had cost, 
thus far, upwards of $150,000,000. He did not believe the task 
would ever be completed or, if it was, the valuation, when finally 
arrived at, would be obsolete. 

There was no suggestion, he said, in the original valuation 
act, of a valuation for “rate-making purposes,” and the Com- 
mission had not carried out the mandate of Congress, as ex- 
pressed in the original act, for a real valuation, reporting sep- 
arately all the elements of value. Instead, it had tried, under 
section 15a, to arrive at a base on which to figure the rate of 
return; that was what had complicated the matter. 

He thought there should be a real valuation, taking into 
consideration all elements, without regard to the matter of 
rates. And, speaking of rates, he said the Commission had 
been rather parsimonious in fixing the rate of adequate return 
at five and three-quarters per cent—much below what other 
utilities were permitted to earn—and that it had not, even at 
that, permitted the railroads to earn the rate of return which it 
itself had said to be fair. 

He discussed the Howell resolution, now pending in the 
Senate, providing for a rule of valuation, objecting to it because 
he thought valuation was a judicial and not a legislative function 
and because the recapture method provided in the Howell 
resolution would result eventually in a vested interest by the 
government in the railroads. Each railroad, he insisted, had 
a right to insist that it be valued by judicial process, and the 
recapture clause—favored by few—was at the bottom of many 
of the valuation troubles. 


He referred incidentally, in speaking of the various ele- 
ments of value, to unfair and subsidized competition with the 
railroads by the government barge line and by motor vehicles 
operating on highways for the use of which they were not 
compelled to pay adequately. A railroad with a highway paral- 
leling it, on which competing motor lines operated heavily, was 
not worth as much, he pointed out, as another railroad just 
as well constructed and equipped, but without that competition. 

He explained the folly of the talk that a substantial in- 
crease in railroad valuation would result in a proportionate 
increase in rates. A fifty per cent increase in valuation, he 
showed, even if translated entirely into an increase in rates, 
meant only a ten per cent increase in the latter. And, after 
all, he said, the rate was not the important thing, but the 
service. 

F. L. Speiden, of Louisville, from the floor, brought out by 
questions asked of the speaker that in the case of no public 
utility subject to regulation, except the railroad, was there any 
attempt to establish by government valuation on which rates 
should be based. 

Political Rate-Making 


At the afternoon session there was a discussion of politcal 
rate-making—another of the subjects that have been engaging 
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the attention of the clubs—by C. E. Cotterill, interstate co), 
merce counselor, Atlanta, Ga., and C. E. Powell, president of 
the C. and E. I. Railroad. Mr. Powell was merely called on fy, 
a few informal remarks after Mr. Cotterill’s address. He Said 
it was a recognized folly to try to make rates or do any othe, 
business involving such details in a mass meeting or conven. 
tion and that was why the task of making rates had been gg. 
egated by Congress to the Commission, where it should gtay 
but he did not go into the matter of attempts to bring politic, 
influence to bear on the Commission. Mr. Cotterill, on the 
other hand, did so at length. He was introduced by T, p 
Curtis, of Atlanta, executive vice-president of the club, anj 
spoke as follows: 


“Political Rate-Making’ is my subject. It could be deg} 
with in either of two ways. One would be to speak only of 
rate-making by Congress and merely to say with you, ‘I an 
against it’; the other would be to lay the whole matter Open 
in a bolder and more courageous way, though its full discussig, 
is not without some problems of delicacy. 

“I prefer to do the latter. Political rate-making in its yay. 
ous forms has become an acute issue. The time is at hang 
to deal with it openly, though without invective or too Sharp 
criticism. There is no better forum than this for such a dis 
cussion; I am under no personal or political restraints in p. 
gard to it; and, besides, it is my nature to prefer pigskin to 
kid gloves. 

“That political rate-making exists and has a growing teni. 
ency is evident. The evils of it are deeply rooted and fini 
their contributing causes in various conditions. With you 
acquiescence I purpose to state some of them and to propos 
the remedies. 

“As to direct rate-making by Congress, we must concede 
the constitutional power but deny the wisdom of its exercise. 
The Commission was created because of the conviction that the 
subject matter of rate regulation does not readily lend itself 
to direct legislative activity and that, in any event, a contrary 
view would create political and economic confusion. Those views 
still are sound and there is no general disposition to question 
them. 

Attempted Influence by Congress 


“But there is another type of political rate-making which 
is believed to be far more insidious and destructive. I speak 
of the endeavor by Congress indirectly and through declarations 
of policy to appear at one and the same time to preserve the 
assumed independence of the Commission and yet to influence 
the exercise of its powers. I speak as weil of the reaction of 
the Commission to activities of that nature and others that have 
the appearance of attempted coercion and appeal to considera 
tions other than those strictly pertinent under the statute. 
Indeed, it is my impression that, in recent years, there has de 
veloped an interaction of forces according to which Congress as 
a whole or many members thereof have supposed the necessity 
of influencing the Commission and thé Commission, on its part, 
has not at all times appeared to resist completely the various 
manifestations of mere appeal from both within and without 
the halls of Congress. 

“I do not in the least challenge the right of Congress, the 
creator, to determine the manner in which the created is func 
tioning. If, as some believe, it would be a healthy cleaning out 
should Congress engage in a frank and open study of the work 
ings of the Commission, its problems, its strength, and its 
limitations, we know, at least, that such would be well withis 
the constitutional prerogatives of the legislative body. But 
whether there is or is not need for such a constructive inquiry 
I do most emphatically challenge the propriety or the real neces 
sity for Congress as a whole or the members thereof to seek 
by indirection to control the outcome of the Commission’s indi- 
vidual decisions. 


Remedy With the Commission 


“At the same time, I hasten to add with equal emphasi 
that, in my opinion, the growing disposition of Congress and 
its members to seek to influence the Commission would be 
continued should the Commission soon effectuate certain desl 
able changes in its modes of procedure and thus dispel # 
impression that it is susceptible to influences of that kind 0 
any other not strictly pertinent to an administration of exist 
ing law. 

“Twenty-five years ago and for a time thereafter contro 
versies regarding freight rates unusually assumed the form 
a specific complaint to the Commission by some one shipper 
organization or community against a local situation effectilé 
only one or a few lines of railway. The Commission then ¥%* 
composed of men who were all lawyers and some of whol 
previously Had had extensive judicial experience. The offices 
of the commissioners were closed to casual visitors; there were 
no examiners and, in the main, there prevailed a judicial atm% 
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here surrounding the trial and decision of the comparatively 
eases then being presented. Rules of evidence and estab- 
fished procedure were adhered to with consistency. ; 

“The view prevailed that the Commission was a quasi- 
iudicial body charged with the administration and enforcement 
ot a statute of Congress. Then and during the period of a num- 
per of preceding years the practice had been to decide rate cases 
on the basis of some principle or rule which it was endeavored 
to apply with consistency to established and relevant facts. All 
the commissioners participated in the decision of each case and 
generally heard the testimony in person. While there did not 
prevail any real commerce bar, there were a number of well 
recognized and nationally known attorneys available to shippers. 
Competent traffic managers then, as now, often tried their own 
cases. Many of the Commission’s cases either later went to or 
were based upon decisions of the courts. The entire atmosphere 
was one like that of any other tribunal created for the enforce- 
ment of private rights and remedies. 

“Beginning in 1906 there were successive enlargements of 
the membership of the Commission eventually entailing the 
necessity of creating divisions each more or less independent 
of the others, having changing personnel and the views of each 
arrived at by the prevailing notions of the majority of each par- 
ticular division often without regard to what has already been 
decided by the others. With the very great and rapid increase 
in the volume of business and cases presented to the Commis- 
sion there developed the system of examiners, according to 
which substantially much responsibility for actual decision came 
to be and, perhaps, had to be, imposed on them. Yet, in turn, 
it appeared necessary to reduce the written opinions to more 
or less stereotyped form, avoiding largely, if not as much as 
possible, the declaration of any fundamental principles or rules 
intended for consistent application. 


The Traffic Man Emerges 


“Contemporaneously and with accelerated growth there be- 
gan the widespread practice of companies, communities, and 
associations engaging men who in various ways had acquired 
technical proficiency as traffic managers. They, in turn, unre- 
strained by any limitations on the right to file or participate 
in Commission proceedings much more freely started and en- 
larged the territorial scope of rate cases. In time, virtually the 
present condition was reached when the private controversy 
between a single shipper and the railroad serving him has 
ceased to be frequent and in its place has come about the pres- 
ent type of proceedings which quite usually embrace not only 
one but sometimes all three or four territorial rate-making 
regions. 

“As one consequence, rate controversies became and now 
are in the main as between competing shippers themselves 
rather than as between a shipper and his railroad. Such condi- 
tion was aided by the transportation act which, in some of its 
aspects, causes the railroads to become mere collectors of a 
total fund of money to be assessed against all traffic in whatever 
way the authorities decide, and to become trustees for the indi- 
vidual excesses over determined returns on the values of indi- 
vidual railroad properties. 

“As another consequence, the keenness of modern competi- 
tive effort has directed more attention to comparative and in- 
trinsic transportation costs than formerly. And, as stated, many 
more traffic men are available than before to controvert as 
among themselves and with the railroads over freight rate 
adjustments. 

“Lastly, the Commission has not yet restored its rules of 
Pleading, practice, and evidence to a condition that would limit 
presentation of matters before it to the proof of the compara- 
tively few essential and relevant facts and submission of argu- 
ments of law or principle. Instead, it has, until lately, allowed 
much looseness of presentation, which not only has tended to 
obscure the proper issues but which has let in irrelevant con- 
siderations to a point where, in frequent instances, the Com- 
mission is thought to have been affected by views that are, in 
the main, political or, at least, amount to no more than appeals 
to an assumed discretion or right to be governed by expediency 
and policy. 

“It may safely be assumed that the Commission would be 
the first to deny the possession of power to dispose of rate 
cases before it on considerations that are mainly economic or 
that are not grounded essentially on the text of the statute. On 
2 other hand, its system of practice and procedure and its 
Olerant attitude toward parties and their representatives have 
(doubtless without its full realization) encouraged too much 
rey view that extraneous facts and arguments and mere appeals 
hapnrtdiency will, to some extent, be recognized. When, as often 
— the eventual decisions fail completely to disclose proc- 
. ~ of reasoning as to law and relevant facts found controlling, 
su not always possible for the friends of the Commission to 

ceed in their efforts to persuade the uninformed that, in all 
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respects, has the Commission closed its eyes to considerations 
of mere policy and perhaps at times the force of local sentiment. 


Sources of Political Rate-Making 


“It is, in my opinion, out of these apparently unrelated but 
none the less contributing conditions that there has come upon 
us what we now call political rate-making. Its forms are various. 
We have had the experience of observing Congress first dealing 
directly with transportation costs by at least intimating to the 
Commission its own view that a preference should be given to 
commercial travelers and other large users of passenger service. 
Not long thereafter a joint resolution of Congress sought in 
poorly conceived language to introduce into governmental rate- 
making the doctrine that the economic necessities of industry 
and agriculture should be taken into account and, specifically 
as to agriculure, that the lowest planes of rates should be pre- 
scribed consistently with the maintenance of an efficient trans- 
portation machine. Thus encouraged by its own demonstrations, 
Congress has since then been flooded with individual bills that 
both directly and indirectly would have for their purpose direct 
or indirect legislative prescription of freight rates in such ways 
as to further the economic ambitions of particular groups and 
classes. 

“More recently we have been observing the increasing fre- 
quency with which discussions have occurred in the halls of 
Congress concerning particular decisions and pending decisions 
of the Commission. Indeed, we now find at least one senator 
becoming so agitated over nothing more than a routine rate 
case as to appear in person before the Commission (without 
employment as counsel) and to seek to chastise its individual 
members for what he believes to be the errors of their views. 
Parenthetically, it seems to me that the views expressed by this 
distinguished senator are utterly inconsistent with the most 
elemental conceptions of interstate commerce law and admin- 
istrative power. 

“As you observe, I am talking out in church. Deriving a 
large part of my personal income from direct association with 
rate controversies and owing all of the little which I have 
achieved to the graciousness of the Commission which nurtured 
me from virtual infancy, I feel that my motives in thus bringing 
out for full discussion some of the contributing causes to a diffi- 
cult situation will not in any quarter be misunderstood. On the 
contrary, I believe that a fresh-water bath of rational criticism 
will clear off the barnacles that have been allowed to accumulate 
on the bottom of the subject. I think that, in reality, it is on 
you traffic men and we commerce lawyers that responsibility 
and duty rest in aiding the Commission to correct the situation 
here being discussed. We have encouraged the Commission to 
be too tolerant in its entertainment of attempted influence of 
sectionalism and partisan attitudes. We have not been suffi- 
ciently urgent in our petition that the Commission shall custom- 
arily display the true bases for its decisions and to do away 
with stereotyped forms of opinions. We have, in my opinion, 
been too lax in failing to support the Commission in its obvious 
wish that testimony, briefs, arguments, letters, telegrams, and 
other forms of appeal shall not be presented when they are 
remote from issues contemplated by law and which can only 
be described as clamorous appeal for class or sectional recog- 
nition. We have, by our own course of conduct, accentuated the 
looseness of the Commission’s system of pleading and practice 
with the tendency to convert what ought to be law suits into 
something like town hall meetings, and, I regret to say, at times 
political gatherings. Have not elements of political expediency 
been thrust on the notice of the Commission by insistent advo- 
cates who, either failing, or feeling they will fail, to achieve 
their desires have too often invited their Congressmen and 
Senators to a consideration of their views in the hope that the 
situation will be bruited on the floors and mayhap lead even to 
a lefthanded intimation from the President of the United States 
that he hopes the Commission will give careful consideration 
to the particular matter before it? 


Causes and Remedies 


“There are common causes beneath such unwholesome con- 
ditions. I think the responsibilities are divided but, none the 
less, susceptible of fair statement and remedies. It is unlikely 
that any senator would become aware of the issues in a par- 
ticular rate controversy if some one of the shippers involved 
made no appeal to him for what it is hoped will be some kind 
of help. There is no reason to think the commissioners would, 
in any instance, listen to extraneous considerations or feel the 
pulse of local public sentiment if the machinery and contacts 
of the Commission made it impossible for such local sentiments 
ever to appear either on or off the record. Would shipper repre- 
sentatives (both legal and traffic) seek to mold the general or 
specific views of the Commission toward individual rate prob- 
lems through any other means than the presentation of strictly 
relevant facts and arguments of law had the Commission in the 
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past or if it now were to conduct its proceedings as much in a 
judicial way as the nature of the subject makes practicable? 

“Indeed, are not the shipper appeals to senators and congress- 
men to be taken as meaning that, in some fashion, there has 
come to prevail a view that the Commission is susceptible to 
influences of such kind, and would such view prevail if the forms 
of Commission procedure were better adopted to the contrary 
view? 

“I am not in the remotest degree speaking of any matter 
involving personal integrity, honesty of conviction, or broad 
public mindedness of the Commission as a whole or individually. 
Rather am I speaking alone of the faulty system which with 
accumulated force has brought us to a point of stern necessity 
of examining again what are the proper functions of Congress 
and those of the Commission in respect to the regulation of 
railroad rates. 

“Perhaps I am reaching the age when, as with all men, it 
is a tendency of thought to assume that what used to be was 
probably the best. But I cannot forget the days of Prouty, 
Knapp, Clements, Lane, Cockrell, and their contemporaries. Of 
course, we have today on the Commission men whose intellec- 
tual capacities, whose honesty of purpose, and whose indefatig- 
able industry are fully equal to the others I have named. The 
fault is not with men; it is with the system itself. Would it not 
be a false confession to say that the trial and consideration of 
rate cases today must involve external elements of policy, poli- 
tics and expediency rather than the application of rules of law 
to established facts? If, to the contrary, it be generally agreed 
and understood that the Commission has no other disposition, 
would not there then exist that degree of complete confidence 
in the Commission that is its due and that, by reason of that 
circumstance alone, would scatter the forces of opposition and 
render entirely futile resort to extra legal methods by interested 
parties? It seems to me it must be true today as it was twenty 
and more years ago that the regulation of railroad rates is, in 
large measure, a quasi-judicial function to be discharged on the 
basis of strictly relevant evidence inviting the application of 
settled principles of law in what the Supreme Court has spoken 
of as ‘coldest neutrality.’ 

“I think the Commission senses the need for a change in 
its practice and procedure for various reasons, and among them 
the one I have been discussing here. Already the first steps 
are being taken. Registration of practitioners before the Com- 
mission may not have succeeded in eliminating any undesirables; 
but, psychologically and in course of time, it will eventually have 
such effect. Moreover, the Commission graciously sanctioned 
the formation of a new association of Interstate Commerce Com- 
mission practitioners composed of competent traffic men as well 
as lawyers. Such organization has already set up the neces- 
sary committees and among them is an important one which 
is to apply itself at once to the task of devising suitable changes 
in practice before the Commission to be submitted to it for con- 
sideration. There are perplexing details concerning questions 
of ethics as well as more substantial matters yet to be threshed 
out. But the efforts being and to be made deserve your fullest 
sympathetic interest and cooperation. 


Cure for Troubles 


“Therefore, in the main, I believe the answers to our diffi- 
culties concerning political rate-making are these: First and 
foremost, shipper representatives should engage in a large meas- 
ure of self-discipline and refrain from invoking political resources 
if they would wish political rate-emaking to cease. Secondly, I 
favor the material tightening up of pleading and practice before 
the Commission so as to restore something like an appearance 
of judicial trials and decisions. Then only will the Commission 
be spared the necessity of dealing wtth a multitude of inconse- 
quential matters; then only will the sizes of the records before 
it be reduced sufficiently to make possible a full and personal 
understanding of essential facts; then only will there be ex- 
cluded what, after all, is mere propaganda and appeal in behalf 
of self interest; then only will the Commission be put fully in 
position to apply established principles of law and reason to the 
adjudication of particular controversies; then only will the 
Commission be aided in its desire to exclude irrelevant consider- 
ations having the nature of appeals to partisanship and section- 
alism; then only will Congress become reassured that the 
tribunal it has created is qualified and disposed to administer 
the statutes, to determine essential facts, and to be completely 
immune from political pressure or suggestion. 

“Under such conditions the competent shippers’ traffic exec- 
utives need have no fear that their own careers will not be 
advanced. My view is just the other way. It seems to me that 


the remedies for political rate-making above suggested would, 
when applied, further elevate the purposes and responsibilities 
of the worthwhile traffic executives. 

“They could then advise their principals as to what are 
their rights and remedies with some degree of assurance and 
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with confidence that neither they nor their competitors need 9 
will rely in the slightest degree on external influences either by 
way of argument or ‘pull.’ They could then depend on it that 
Congress and its members will not be and need not be appealed 
to either to adopt explicit legislation or to make gestures oy 
intimidation to the Commission. They could anticipate yit) 
complacency the certainty that the trials of their cases would 
be surrounded with a sufficient degree of judicial atmosphere: 
that the laborious getting together of irrelevant data has become 
unnecessary; they could build safely for the future and with 
certainty of conviction that the regulation of freight rates hag 
again become what it should be and what it started out to be 
namely, the adjudication of individual rights and remedies 4 
a competent administrative tribunal possessing quasi-judicial] 
powers and disposed to exercise them in the ‘coldest neutrality, 

“Such, at least, is the point of view of one lawyer. Perhaps 
I am influenced too much by the circumstances of my daily 
environment and I am seeing the problem through too narroy 
a perspective. But, if my presence here and remarks at this 
time have served no other purpose than to enliven consideration 
of the matter and to provoke discussion of it from its various 
angles, then at least that much shall have been accomplished” 


Constitution Amended 


The proposed amendment to the constitution changing the 
date of the annual meeting from April to October was adopted, 
The purpose is to have two meetings a year, as in the past, but 
to have the semi-annual meeting, at which there is an attempt 
to draw a crowd and have current problems discussed by speak. 
ers of national prominence, held in the spring, so that there 
will not be so much difficulty, due to summer vacations, jp 
preparing a good program well in advance, and the annul 
meeting, more in the nature of a gathering of formally appointed 
delegates for the transaction of association business, such as 
the election of officers, held in the fall. 

In order to make things “come out even,” the vote by which 
the amendment was adopted carried with it approval of the 
position of the board of directors that the terms of the present 
officers and directors would be extended for six months. 

The idea is to have the spring meetings at places. where it 
may be expected to draw large attendance and to hold the 
smaller annual meetings at places where the association would 
like to go, for reasons such as the desire of members clubs to 
have the meetings in their home cities. 


Chairman Palmer, of the board of directors, made a brief 
report. He said the board had been in session all the previous 
day canvassing the reports of committees and considering mat: 
ters that either would not come up at all or that would or had 
already come before the convention in one form or another, s0 
that it was not necessary to mention them then. He reported 
favorable action on the application for membership of the 
Traffic Club of Baltimore and the election of E. A. Seidl, vice 
president of the Consolidated Navigation Company and pres- 
dent of the club, to the place on the board formerly held by 
N. J. Elliott, of Baltimore. 


Membership and Finance 


The report of Allen R. Gould, Chicago, chairman of the 
membership committee, showed that, in the last year, the ass 
ciation had lost the club at Lansing, Mich., through resignation, 
and the clubs at Knoxville and Shreveport, through their dis 
solution, but had gained the clubs at Baltimore, Buffalo, Brook 
lyn, Los Angeles (men), Philadelphia, and Springfield, Il 
There were good prospects for other additions, he said, and the 
organization in this respect was in healthy condition. 

R. C. Bray, of San Francisco, made some suggestions as 1 
enlisting and retaining the interest of clubs on the Pacific 
coast. 

The report of Walter Bockstahler, New York, chairman 0 
the finance committee, and W. T. Vandenburgh, Louisville, 
treasurer, showed a balance in the treasury of $427.90, with all 
bills paid to date and only one club in arrears as to dues. 

Secretary F. A. Doebber announced, at the close of the first 
day’s session, that there had been 708 registrations of delegates 


and visitors. 
Banquet in Evening 


Over a thousand persons, including delegates to the ass 
ciation meeting, members of the Cincinnati and Miami Valle 
Clubs, visitors, and ladies were seated at the tables in the - 
garden of the Hotel Gibson at the dinner giver the evening ® 
April 24, in honor of the meeting of the association. 8. & 
Barnard, president of the Cincinnati club, called the gatherilé 
to order. He welcomed the diners and introduced B. E. -_ 
president of the Miami Valley Traffic Club,‘as his co-worker 
arranging for the occasion, and T. T. Harkrader, president : 
the association, as well as all the other guests at the head — 
among them many prominent railroad officials from all ové 
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the country and leading local business men. The invocation was 
by the Rev. Herbert Hezlep, of the Knox Presbyterian Church. 

Governor Cooper, of Ohio, was to have been the toast-master, 
but sent a long telegram explaining that the matters relating to 
the penitentiary fire had kept him in Columbus and he was 
unable to come. E. R. Bardgett, of the Cunard Line, New York, 
was pressed into service and performed with grace as a pinch- 
hitter, in the absence of the Governor, introducing the speakers 
of the evening, W. W. Atterbury, president of the Pennsylvania, 
and C. W. Galloway, vice-president of the Baltimore and Ohio. 
He explained that the third speaker on the program, T. R. 
Dahl, vice-president of the White Company, Cleveland, had 
thought until afternoon that Thursday was Wednesday and 
so had failed to get started in time to make his address. 

General Atterbury had chosen for his subject, “Railroads 
Today and Tomorrow,” but he said he might better have chosen 
the slogan of the traffic clubs, as printed on the program, 
“Shipper and Carrier Cooperation in Transportation.” 

The first part of his address was devoted to showing how 
the transportation situation had improved through cooperative 


efforts, such as those of the Associated Traffic Clubs of Amer-- 


ica and the shippers’ regional advisory boards, and to giving 
some facts and figures as to the increase in transportation effi- 
ciency in face of a diminishing, rather than an increasing, 
level of rates. Cooperation, he said, meant a realization that 
good service meant more to industry than any other transporta- 
tion factor; the establishing of means for anticipating with in- 
telligence and accuracy the transportation needs of industry; 
and common sense in ironing out difficulties that arise in con- 
nection with transportation service. There could never be any 
valid reason, he said, for anything but the closest cooperation 
between shipper and carrier. 

“My idea of a railroad,’ he said, “is that it should be 
definitely coordinated with every sound, economic agency of 
transportation. The public has come to look to the railroads 
to set its standards of dependability, safety, and efficiency in 
transportation, and it’s greatest assurance of establishing and 
maintaining these standards for other mediums would seem to 
lie in coordinating them with the railroads. In the motor 
coach, the motor truck, and the airplane, the public has found 
important supplemental modes of transportation. It has come to 
realize that their operation should be conducted under re- 
sponsible management on a basis that is safety, reliability, 
comfort, and convenience, and offers service, in so far as pos- 
sible, comparable to that of the railroads. 

“My road has made great progress in coordinating these 
agencies with its own rail lines, in the belief that such action 
is an essential part of its duty to supply the public with the 
best available in transportation service. In other words, we 
recognize, first, that each of these three means of transportation 
has a field in which it excels and should, therefore, be developed 
in all its useful possibilities. And, second, that the utmost 
elasticity in the use of the mediums that should be afforded the 
public can best be accomplished by a sound plan of coordina- 
tion. The same thing applies to waterway and even to ocean 
transportation. As applied to the motor truck, this principle of 
coordination promises interesting developments that have only 
begun to be realized. Our success with the container car gives 
some indication of what can be accomplished in this field. 

“I could point to many other signs of the forward, progres- 
sive character of modern railroading, but I could not summar- 
ize the whole picture better than by saying that the public 
today is getting better service at less cost than ever before, and 
that its transportation needs are in the hands of men whose 
lives are devoted to making that service still better. Not one 
dollar of the improved financial position of the railroads is 
due to higher charges for the service. In fact, the rate structure 
has been chipped and chipped so much over a period of years 
that it is of vital importance to all concerned that the abrasion 
of railroad revenues shall cease. Here is a real field for that 
cooperative spirit of such organizations as yours, and it is one 
. the most important factors entering into the railroad outlook. 
t is absolutely essential, if railroad progress is not to be im- 
_ that the rate structure, under which the railroads operate, 
shall be so protected as to afford a fair return, under efficient 
and economical management, on large capital outlays as they 
are made. 

tion I look forward to great advances in the art of transporta- 
= In the next few decades. I am confident that the largest 
a Sure of progress can be achieved through the continued 
= out in practice of your organization’s ideal.” 
en Galloway, whose subject was, “Our Greatest Problem,” 
tea ed in making statistics interesting and in holding the 
ona on of his audience to the utmost, while he recited and 

ented on them. 


Galloway Speech 


am... much has been said about the railroad question and the 
y things pertaining to railroad operation in its relation to 
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shipping and the public interest and the welfare of the nation 
at large, I thought perhaps on this occasion something different 
might be-interesting. I regard the subject which I am privi- 
leged to talk about as our greatest problem, because of the toll 
of human life it is taking and the misery and distress it is 
leaving in its wake. I have in mind safety as applied to motor 
vehicle operation. 

“Within the last couple of months it was revealed in the 
publication Railroad Data, under a caption in large print that 
‘31,500 died in automobile accidents in 1929.’ That is an 
increase of 13 per cent over 1928, and is equivalent to the 
death of one person in automobile accidents each and every 
seventeen minutes last year. In the previous year it was about 
one every nineteen minutes. Consequently the situation is get- 
ting worse. When measured in comparison with the casualties 
in the World War, automobile accidents last year alone took a 
toll of life equal to 40 per cent of all the casualties to Amer- 
ican participants. 

“I was greatly impressed with the remarks of Secretary of 
Commerce R. P. Lamont in a radio address some months ago. 
He said that safety is a serious national problem, primarily 
because our people generally are not fully aware of the increas- 
ing hazards of life and the alarming facts that confront us. 
Taking everything into consideration, he pointed out that there 
were ten million accidents each year in the United States— 
fatal, serious, or otherwise; that fatal accidents alone run close 
to 95,000. Consequently, the 31,500 who died in automobile acci- 
dents last year is about 33 per cent of this total of all fatal 
accidents. Considering accidents from all causes, he revealed 
that one person out of every twelve is injured or killed every 
year—a most serious situation. 

“Let us consider for a moment the relation of these auto- 
mobile fatalities to persons killed in.train accidents. In the ten 
years 1920 to 1929, inclusive, on all railroads in the United 
States there were 579 passengeys killed, and having in mind 
that there are more persons injured than killed in railroad acci- 
dents, if we take the total number of passenger casualties on 
all railroads in the United States in the ten years to which I 
have referred, we have 22,854. Looking at it in another way, 
the 31,500 killed in automobile accidents in 1929 is nearly nine 
thousand greater than the total number of railroad passenger 
casualties; or the number of persons killed in automobile acci- 
dents in one year is 39 per cent greater than the number of 
railroad passenger casualties in ten years. In this period pas- 
senger trains ran five billion six hundred million miles and the 
railroads carried nine billion three hundred million revenue pas- 
sengers a total distance of three hundred and thirty billion 
passenger-miles. 

“In looking at the number of casualties at grade crossings 
on all railroads in the United States for the eleven years 1919 
to 1929, inclusive, in automobiles alone, 23,628 people were 
killed, while last year alone, in all accidents to automobiles, 
31,500- were killed. Take the figures for 1929 covering persons 
killed in automobile accidents; at grade crossings 2,085 were 
killed, as against 31,500 killed in all automobile accidents, or 
only about 7 per cent of the total number of deaths in auto- 
mobile accidents occurred at grade crossings. 


Public View Short-Sighted 


“It would therefore seem that the railroad grade crossing, 
about which we hear so much, is not the place to look for the 
correction of this trouble; yet, hardly an accident occurs at a 
grade crossing that there is not a great clamor from every 
direction demanding the removal of the crossing, utterly disre- 
garding the factor that should really have consideration, and 
that is—what is being done to insure a better supervision and 
control over those who are permitted to operate motor-driven 
vehicles. Typical of this particular point is an accident that 
occurred at a crossing in Ohio, where the motorist, in a snow 
storm, was driving at such a furious rate of speed that the 
motor car skidded onto the tracks, colliding with the train, and 
in the mixup the crossing watchman who tried to stop the driver 
was killed, while performing his duty. Immediately there ap- 
peared in a local paper a ‘Bulletin’ urging that a bond issue 
be placed before the voters at the next general election for the 
élimination of the hazardous grade crossing, wholly disregarding 
the fundamental cause. . 

“With 2,085, or only 7 per cent, of the fatalities from the 
use of automobiles occurring at railroad grade crossings, and 
taking last year’s figure of 31,500 as the total number killed 
all automobile accidents, we have over 29,000 who were killed 
at points other than at railroad grade crossings, many of which 
occurred at intersecting highways. But I do not believe it can 
be found in any case that any question has ever arisen or any 
clamor has been made for the separation of grades of inter- 
secting highways.” 

In part, Mr. Galloway continued as follows: 


In 1929 there were 5,975 accidents at highway grade crossings 
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which resulted in the death of 2,485 and the injury of 6,804. Auto- 
mobiles figured in 5,191 of these accidents, which resulted in the death 
of 2,085 and injury of 6,347. There were 36 derailments of trains as 
a result of collision between trains and automobiles, causing death 
of 23 and injury of 53. In addition, there were 17 derailments of 
trains as a result of collisions between trains and automobiles, but 
without death or personal injury. 

Comparing 1929 with 1922, there was an increase in the total 
motor cars registered in the United States of 116 per cent; the 
fatalities increased 136 per cent. It would seem from these figures 
that experience does not improve the situation. 

In the 1929 report of the dean of the school of law, Columbia 
University, contained in a bulletin of information, he points out 
that the automobile has raised new problems for the law, and adds 
that according to recent estimates more than 180,000 people were 
killed and over 6,000,000 injured in automobile accidents in the United 
States in the last decade, and concludes the particular paragraph 
in which this statement is made with this: ‘In any event, existing 
rules of law and the machinery for their administration are proving 
inadequate to cope with the situation.’”’ These figures are a serious 
indictment of our conduct. 


Complete Elimination Prohibitive 


To take out all of the grade crossings on the railroad with 
which I am connected will cost roundly six hundred millions of 
dollars, and the best figures obtainable indicate that to take them 
out for all the roads in the United States will cost roundly twenty 
billions of dollars, approximately equal to the tentative valuation of 
the railroads as fixed by the Interstate Commerce Commission. This 
makes the whole thing prohibitive, and it is most likely that it will 
be many generations before this is wholly accomplished, if ever done, 
for the reason that despite the efforts that are being made to re- 
duce the number of grade crossings there was a net increase of 1,697 
in such crossings in 1928, according to the figures made public by the 
Commission, this increase coming on the heels of a net gain of 952, 
in 1927, and 1,457, in 1926, and it is pointed out that there will be a 
gain, also, for 1929. .. . 

The money to meet the enormous cost which is being assessed 
against the railroads for the elimination of grade crossings must be 
produced by them from their income. It is quite the contrary when 
we come to look at how the states provide for their proportion of 
these costs. The 48 states, including the District of Columbia, in 
1929 collected $431,636,456 in taxes from the sale of 13 billion 400 million 
gallons of gasoline. This record includes a twelve-month collection 
in forty-six states and the District of Columbia, a five-month _col- 
lection in Illinois and only an eight-month collection in New York. 
The average tax rate per gallonelast year was 3.22 cents, as against 
3.00 cents in the previous year, this tax varying in different states 
from two to six cents. After deducting collection cost of the gaso- 
line tax, the net revenue from~=-this source in thirty-four of the 
forty-six states, with full year collection, was used in the construc- 
tion and maintenance of rural roads. Not only have the railroads 
no way, except from their revenues, of recouping what they put into 
these improvements, but being a taxpayer, they also contribute to 
such work from that source. Consequently, they get hit both ways. 

Ten years ago it occurred to me that we should make some ob- 
servations of the manner in which motor vehicles cross our tracks 
at grade at the principal highways on the various sections of 
our line. We set up what we thought was a fair standard to be 
expected of a motorist in crossing railroad tracks at grade; as, for 
instance, was speed reduced approaching the crossing, did the driver 
look and apparently listen; or, in other words, did he indicate by his 
conduct in the driving of the car that he was interested in determin- 
ing as far as possible whether the way was clear and safe. These 
observations were made by subordinate officers who had been schooled 
for the purpose. In that period, they have reported roundly 3,028,000 
observations, of which number 397,706, or better than 13%, were fail- 
ures. In other words, these failures indicated that in that many 
instances drivers failed to exercise proper care in approaching and 
crossing the tracks at grade. We compiled this data by states, but 
time will not permit of this detail being presented to you. I can say 
this, however, that the motorists of the eastern territory, or what 
might be termed the territory on the Baltimore and Ohio, east of 
the Ohio River, were substantially better in their observance of safety 
rules than the motorists in the territory west of the Ohio River, the 
difference against the western territory on our road being something 
like 17 per cent. We knew it was bad; consequently, these figures, 
serious as they are, did not cause any amazement. .. . 


Good Drivers Scarce 


Some time ago I was asked to review the requirements imposed 
upon the student before a license to drive was granted. After what 
I observed there and what is observed in one’s daily travels, I would 
say that not more than ten per cent are fit to drive under the very 
limited supervision that, generally speaking, now exists. While some 
states have no regulations or definite requirements for the licensing 
of a motor car operator, the figures we have been able to develop 
indicate the average motorist is created in about seventeen minutes, 
and they then undertake to drive a machine that has no course to 
definitely guide it beyond that of the right of direction and, conse- 
quently, can be and is driven all over the highway at the will of the 
operator—quite a contrast with a passenger locomotive engineer. 

After this observation of the student’s conduct, I had taken from 
our files, at random, the records of fifty passenger locomotive engi- 
neers running our high speed trains. From the time these men first 
entered the service in the apprentice capacity of student fireman, until 
they first ran a passenger locomotive, was seventeen years. It did 
not, of course, require seventeen years to qualify these men, but the 
fact remains they were that long in seasoning, running on tracks that 
guide them, under signals that, so to speak, talk to them, and under 
definite rules and closest supervision to see that they are obeyed. 
Therefore, when you ride in a passenger train you have almost definite 
assurance of safety because of the qualification and thorough season- 
ing and supervision over the fine body of men running our locomotives, 
as against the inexperience and incompetence of motorists to which 
we constantly expose ourselves when on the highways. If the loco- 
motive engineer should fail to stop at a red signal, unless he had an 
exceptionally good record, the penalty is dismissal. 

Although we have spent well onto a million dollars to install 
flashlight signals for the protection of the motorist at highway grade 
crossings, we know definitely that these signals are frequently disre- 
garded by the motorists, many times resulting in fatalities. These 
signals are operated through track circuit in the same general manner 
that the electric automatic signals governing the locomotive engineer 
are operated, and yet we accept, without concern, the disregard of 
these signals by motorists—a thing you would not stand for for one 
minute, if it were done by the locomotive engineer. .. . 
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“There is such general apathy to this great problem of gaz, 
that I felt this occasion offered an exceptional Opportunity { 
present the subject to you and urge that you, in your Various 
activities, give it your earnest consideration with a view ot 
developing a greater and more sympathetic interest towarq Dro- 
moting a better and more helpful supervision and contro] Over 
those authorized to operate motor-driven vehicles on our high. 
ways,” he concluded. “The safe operation of our railroads ig 
ample evidence that it can, if properly handled, be done.” 

After the program was finished there was dancing in the 
ball room of the hotel. 

Second Day 

The first order of business at the Friday session was the 
report of the committee on education and research. W, 
Butterbaugh, of St. Paul, chairman, was prevented by illness 
from attending and his report, which was adopted, was read 
by the secretary as follows: 


“At the annual meeting in Dallas, April, 1926, the Associated 
Traffic Clubs decided to undertake activities directed along egy. 


_cational lines that had not been previously engaged in. A com. 


mittee was created and rendered its first report at the meeting 
held in Milwaukee, in October of that year. ‘ 

“In that first report a four-year program was outlined, not 
so much as a goal that was seriously expected could be cop. 
pletely accomplished, but to serve more as a mark to shoot at 
—a guide to follow. At each meeting since that time the cop. 
mittee has reported as to the progress made along the lines 
outlined and has also restated the objectives in order to keep 
the attention of member clubs constantly directed toward the 
program. 

“With this in mind the four fields for educational work are 
again stated: 

. 1. IN RELATION WITH BUSINESS EXECUTIVES—The spreai- 
ing of sound and effective information among executives in all branches 
of business activities, both shipper and carrier, as to the place of the 
traffic department in a modern organization, the nature of traffic work, 
and the various functions that should be assigned to this department 
and to its manager for handling. 

, 2. IN RELATION WITH TRAFFIC EXECUTIVES—The furnish- 
ing of information concerning traffic and its problems to clerical, 
technical, and administrative: traffic employes in order that they may 
be enabled to handle the present duties of the traffic department, ani 
ee functions of the better organized department of the 

3. IN RELATION WIITH FUTURE TRAFFIC EXECUTIVES- 
Educational work among schools and colleges for the purpose of better 
preparing students for business, and particularly to prepare students 
for traffic work. 

4. IN RELATION WITH THE GENERAL PUBLIC—The creation 
of a better understanding on the part of the general public concerning 
the nature, purpose and value of traffic work, traffic departments, 
traffic managers and traffic employes. 

“It is fair to state that considerable progress has been made 
with each part of the program. While the end is not going to 
be reached at the close of the four-year period—is not even in 
sight and may never be completely arrived at—the member clubs 
as a whole do appreciate more and more the fact that these 
matters are a natural part of their club activities. Each realizes 
the importance of this program to its members, its club, the 
community and the profession. 

The degree of progress registered by the individual clubs 
differs, depending partly on the capacity of the leadership found 
in the different organizations, and partly on the specific local 
circumstances. It is more or less difficult to undertake nev 
things and to upset customs and habits, in some sections o 
the country; in others changes are easily and enthusiastically 
entered into. Furthermore, certain clubs are predominantly 
directed by ‘old-timers,’ who have ‘arrived’ at their successes, 
or think they have; others are controlled by pleasure-seekiné 
groups. Under such leadership serious matters are practically 
ruled out of club activities. The social purpose predominates 
to the exclusion of all other aspects. 

“On the other hand, some organizations were originally 
founded to provide a practical-technical-professional benefit for 
their members. The social value was not overlooked. It accol 
panies all other activities anyway and can not be shut out evel 
if the leaders of the club so rule. Then there are a score 0 
more clubs that have made their appearance in the last fe¥ 
years. These are, in some cases, junior clubs, women’s clubs 
study clubs, as well as senior clubs—but all these newer orgalt 
zations are largely imbued with the idea of imparting a techni 
service value to their membership. It would be difficult to find 
a new club that has been created, as the older ones were, Pl 
marily for its social value. : 

“While the educational idea of the national organizatio! 
may or may not have actually accomplished a great deal, it 
kept its ideal before the clubs and in reality this has had gratify: 
ing results. Taken alone this has justified the work of ti 
association along educational lines. 


The Traffic Survey i 
“The biggest physical accomplishment of the education 42 
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search committee has been in connection with the production 
r traffic publicity materials and research studies. Various pieces 
of material have been prepared and published; these and other 
ublications have been distributed; attention has been directed 
to still others. The committee members, this year, have partici- 
pated in the preparation of various articles on current public 
transportation problems. 

“The most outstanding work of the association along this 
line—one having the greatest permanent and potential value to 
the traffic profession—was inaugurated with the resolution 
adopted at the annual meeting in Memphis, three years ago, 
calling on President Herbert C. Hoover, then Secretary of Com- 
merce, to include in the government’s study of the causes for 
industrial waste those due to a lack of traffic management, and 
to point out to the business executives of the country how such 
wastes can be eliminated. 

“The member clubs approved the resolution and in due time 
it was forwarded to Washington. At our annual meeting in San 
Francisco, two years ago, word was received, and the announce- 
ment was made, that the transportation division of the Depart- 
ment of Commerce had succeeded in arranging its budget so as 
to handle this piece of work. 

“The investigation of industrial traffic management was 
started immediately thereafter, in July, 1928. Some ten or 
twelve thousand six-page questionnaires were prepared in dupli- 
cate and mailed to that many firms. This in itself represents 
a considerable piece of educational work. This organization, 
assisted by various others, got behind the matter and two thou- 
sand replies containing a huge accumulation of information, 
resulted during the year that followed. 

“These data have since been worked up into a _ report 
amounting to some 250,000 words. The copy is now undergoing 
final editing by the Department of Commerce and is expected 
to be released by the government printing office some time this 
summer. 

“The potential value of an official report covering the nature 
and status of traffic work and its place in business, depends, of 
course, on its quality and its distribution. As to the former, it 
can be stated that the information is lifted directly from busi- 
ness practice. Business concerns themselves have told the story. 
There are hundreds of quotations classified to cover every phase 
of the subject. These statements have been introduced, tied 
together, and summarized by the compiler; but, on the whole, 
the report is that of the industrial traffic managers of the 
country. 

“As to the distribution the report receives and the use to 
which it is put, that will take care of itself, to a certain extent. 
The traffic profession has already received a tremendous volume 
of constructive publicity from the investigation. But, to derive 
the proper value from the report itself, every traffic man should 
obtain a copy for his own use and he should further see that the 
executives of the concern with which he is connected have their 
attention called to the report and have an ample opportunity 
to go over it. 

“As every traffic man knows, there are two kinds of benefits 

derived from the work over which he has supervision. There 
are the tangible savings—capable of being measured in dollars 
and cents—to which one need hardly point in order to show his 
value and accomplishments. The collection of loss, damage, 
delay and overcharge claims illustrate this group. Then there 
are the intangible savings, accomplishments worth even more 
to a business than actual money returns, but practically impos- 
sible to evaluate in dollars and cents. The prevention of claims 
illustrates such matters. 
_ “The work of the committee on education and research— 
in fact, the work of the Associated Traffic Clubs itself—is of the 
latter character. It accomplishes many valuable things but they 
can not easily be measured by a monetary unit or any other 
concrete standard. The worth of the work, as is true of the 
intangible services performed by individual traffic departments, 
ig none the less worth while and justifies the small cost and 
the effort for its maintenance. 

‘With that thought in mind the committee wishes to com- 
— your continued and increased interest in the educational 
eatures of your club and those of the national association.” 
of A discussion of the question of how the association can be 
i service to member clubs was interrupted to listen to 
ann ess by E. S. Barney, of New York, secretary and rural 

enger agent of the Hudson River Day Line, on “The Pur- 
Pose of a Traffic Club.” ; 


Traffic Club Purposes 
He spoke in part as follows: 


Effort, det 
wha ’ ermination, study, will enable a man to accomplish 
t he ‘a within inherited and environmental limitations. 
om beholds @&@ man as a carrier of tentialities. We, as 
A ould accept this and strive to fulfill its promise. 
traffic club should conduct programs of education in trans- 
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portation 
The New York Traffic Club program for study and discussion 
this year includes addresses by prominent men on such subjects 


traffic, and allied subjects. 


as “Commercial Air Service,” ‘‘Motor Transportation,” ‘Container 
Car Service,” “Passenger Service,” ‘Freight Service,” ‘‘Dining Car 
Service,” “Government Supervision by Regulation or Legislation,” 


“Highway Safet 


and Grade Crossings,” ‘Freight Claims,” ‘The 
— Side of 


usiness,”” and other subjects peculiar to New York 


y. 

Education in traffic should be one of the great purposes of a 
traffic club. 

In our own country, as elsewhere, agriculture, building, com- 
merce, communication, education, manufacturing, traffic, transpor- 
tation, and travel are the great businesses an industries. These 
are named in alphabetical order to avoid any contention as to rel- 
ative importance or sequence. We of traffic clubs are primarily in- 
terested in traffic, transportation, and travel, and necessarily to 
a greater or lesser extent are we interested in the others. 

All of these businesses and industries have their associations and 
organizations. 

The vast level, or rolling, stretches of land of our middle west 
forms one of the great granaries and stock raising regions of the 
world, whose products must be transported to markets of consump- 
tion. With the vast manufacturing that is going on throughout 
our country, there is associated with it the problem of distribution. 

We have, therefore, three great problems—production, sales dis- 
tribution or traffic. 

From 1906 to the World War there was really but one great 
problem—that of production—for any firm could sell almost any- 
thing it manufactured; but the depression of 1921 brought about 
a complete reorganization of business and the word “efficiency” was 
on every tongue. There came into being research laboratories and 
efficiency engineering departments (previously research laboratories 
had been confined to universities). All of this has placed great re- 
sponsibility on distributing departments—upon traffic. While produc- 
tion was the great problem from 1906 to 1918, today the great problem 
is —— distribute products rapidly and safely, as fast as they are 
produced. 

Will American industry go on? We believe it will. 

On the traffic representative rest great responsibilities. He must 
move passengers when they want to travel, rapidly and safely. He 
must move agricultural products and manufactured goods when they 
are ready to be moved, speedily and securely. The industrial traffic 
manager must get raw materials into the factory or plant and get 
the finished products out on time so as not to permit of congestion. 
There is the question of fair and equitable rates, although this ques- 
tion is now almost entirely regulated by the Commission and by state 
commissions, There are questions of routes, cars, boats, ships, classes 
of commodities, junctions, terminals, loading, unloadings, claims for 
damages, demurrage, and scores of others, all of which are more or 
less complex and inter-related. Traffic men must understand these 
questions. They are the experts of distribution. They should be the 
leaders and the authority in their oe of the world’s work. Questions 
of traffic must be solved by tra men. 

The primary purpose of a traffic club should be, therefore, educa- 
tion, discussion of problems, interchange of thought, There should 
be fraternal and social relations, of course. Friendships should be 
formed and cultivated. 

England’s prime minister, J. Ramsey MacDonald, speaking in 
America last autumn said: ‘“‘Enmities are born of ignorance and 
prejudice; friendships of personal contact and understanding. There 
should be frequent meetings and gatherings.” 

; ae the thoughts set forth we may summarize them under 
our heads: 

First: In our advancing civilization there is a growing dependency 
of nation upon nation, state upon state, industry upon industry, man 
upon man. 

Second: A man cannot carry on his business, or his particular 
line of work, isolated from other men. We must work together. The 
new principle of sociology teaches us unity of purpose—working to- 
—- And so there must be unity of purpose within a traffic club 
tself. _ 

Third: The more involved and inter-related our business and traf- 
fic matters become, the higher becomes the standard of business 
ethics. The old time methods of fifty or more years ago (everyone 
for himself) can no longer prevail. eople recognize that honor and 
integrity in business must be observed. To foster this should be a 
purpose of a traffic club. 

Fourth: Education. The great changes in the thirty years just 
passed in science, invention, transportation, are likely to be equaled, 
or surpassed, in the next thirty years. A traffic club, if we use it 
aright, is one medium that will help us to keep abreast of the times. 
Education, therefore, in transportation and traffic and their related 
subjects, should be the great purpose of a traffic club. The man who 
merely ‘‘marks time” will soon be superceded. 

A prominent educator recently said: ‘‘He never was much of a 
man who has not all his life been trying to make of himself a 
better one.” 


Just prior to Mr. Barney’s address, R. H. Heinekamp, of 
the Junior Traffic Club of Chicago, had raised the question 
as to what benefit his club received from the association to 
justify the payment of dues. Mr. Palmer answered that, though 
the association did many things for the member clubs and would 
do more when it got more money, after all, the question was 
one of contributing to a service for the public welfare, rather 
than paying something for material value received. 

Mr. Harkrader said the association must do all it could 
for the young men and the young clubs, and that it was striving 
to do so as far as its money would go. Mr. Lucas, of Birming- 
ham, recited in detail some of the things the member clubs 
were getting from the association. Mrs. Weber, of the Women’s 
Club of San Francisco, said her club was purely educational, 
having only two social events in the year, and those merely 
for the purpose of raising money for carrying on the work. 
She thought her club was well repaid for its dues by the service 
in furnishing material for discussions and the occasional fur- 
nishing of a speaker. 

The subject of traffic club dinners came up under the head 
of activities of individual clubs. Mr. Swope suggested that it 
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BUFFALO 


AT BUFFALO, N. Y.— 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 
Strictly modern warehouses located at the hub of the wholesale and 
retail districts. They are served by all railroads, the Great Lake steamers, 
New York Barge Canal lines and all suburban trucking companies. 
General warehousing with pool-car distribution and cartage facilities. 
Fifty cars per day capacity insures rapid handling. All freight is loaded 
and delivered under cover, which guarantees against damage from the 
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HARVEY C.MILLER President 

Te W.B.MCKINNEY Secretary &Treasurer 
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AT PHILADELPHIA— 


MERCHANTS’ WAREHOUSE COMPANY 
Snowden Henry, Superintendent 
10 Chestnut Street 

Eleven mammoth warehouses strategically located in the principd 
tributing sections throughout the city, with a floor space of 1¥ 
square feet. All are served by Pennsylvania Railroad sidings. We 
foremost operators of public warehouses and are equipped to ™ 
any kind of service incident to the handling of package freight 
insurance rates—liberal allowances on stored goods. 
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a 
Import Cargoes in Storage at the Atlantic Tidewater Terminals, New York 


-storing-sh IppIng 


NORFOLK, VA.— AT PHILADELPHIA— 


NORFOLK TIDEWATER TERMINALS PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, General Manager and Treasurer, 10 Chestnut St. 


J. A. Moore, Manager 


‘are three piers, each 1,300 feet long, four open bulkhead berths The largest terminal on the Atlantic seaboard. Here fifteen of the 
ght warehouses served by depressed tracks and concrete drives largest ocean-going cargo carriers can be worked and berthed simul- 
2,200,000 square feet of floor space. The receiving, delivering taneously. Two reinforced concrete and steel fireproof warehouses pro- 
sification yards have a capacity of over 4,000 cars. The terminal vide over 1,000,000 square feet_ of excellent va was the 
loved wht every modern device fer the capid end econemical lowest possible insurance rates. Exceptional facilities for the handling 
pp pPemaegher sn . Pr Hf r is of both general and bulk cargoes. The railroad storage yard adjacent to 
by Norfolk's o: cargoes. There is no lighterage-~p operty the pier has capacity for 500 cars. There is also a 25-acre lot joining 
olk’s eight trunk-line railroads. the pier for the storage and distribution of lumber. 
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C TIDEWATER TERMINALS 


Vice-President and General Manager 
17 State Street 


ble-decked Piers located within the free lighter- 

od ‘ia all railroads, Slips 250 feet wide afford 

: = faster arrival and departure. There is 

c a. a piling—maximum dispatch—fire- 

di Py, {Here is no trucking or transfer cost 
ng charges are exceedingly low. 


dD Trafic Manager, 1646 Transportation Bldg. 
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was a hardship, especially on railroad men, to have to attend 
annual dinners in so many places, and that some plan of uniting 
on the same date ought to be adopted by clubs in a certain 
territory. 

Georgé Blair, of Chicago, thought the association ought to 
father a movement to have only one annual traffic club dinner in 
the country, and that under the auspices of the association. 
The discussion was taken part in by J. E. Carter, of Houston, 
J. W. King, of Richmond, R. C. Bray, of San Francisco, H. A. 
Manning, of Atlanta, Mr. Haines, of Louisville, and delegates from 
Decatur and Peoria. The general opinion of the smaller clubs 
seemed to be that their annual dinners could not be dispensed 
with, though something might be accomplished by having some 
of them on the same night, and of the larger clubs, that still 
farther consolidations might be made, or that the dinners might 
be done away with. The consensus seemed to be that the in- 
dividual clubs would have to decide for themselves, but the 
matter went to the board of directors for consideration. 

It was announced by the secretary that the plan for fare 
and half for the round trip for attending delegates had failed, 
because enough certificates had not been turned in. He an- 
nounced, also, that final check of the registration showed a 
total of 850. Resolutions of thanks to the Cincinnati and Miami 
Valley clubs for their hospitality were adopted. 

At the meeting of the directors, after the convention ad- 
journed, Atlanta was chosen as the place of the annual meeting 
next October, the exact dates to be left to the president. 

Tulsa is asking for the semi-annual meeting, in April, 1921. 
There were invitations also from Buffalo and Kalamazoo. 

The directors voted to recommend to member clubs that 
they continue to consider the subjects that have been engaging 
their attention, and that they add to them the subjects of 
mileage rates and safety in automobile operation, the latter 
having been suggested by Mr. Galloway’s address at the dinner 
the previous evening. 
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It was decided that the president and secretary shouli 
prepare a questionnaire to be sent to member clubs op the 
matter of annual dinners, for the purpose of obtaining and gj. 
seminating information. : 

The Traffic World will reprint the above report of the Cin. 
cinnati convention, and furnish the reprints free, on request 
of member clubs, for circulation among their members. 


OHIO FLUXING STONE RATES 


So as to give itself more time for the consideration of the 
papers filed in I. and S. No. 3379, furnace or foundry limeston, 
from Hillsville, Shaw Junction and Walford, Pa., to Youngs. 
town, O., and adjacent points, particularly the request of the 
protestants for further postponement of the effective date of 
its order, the Commission has postponed the effective date o 
the order from April 30 to June 11. The order vacates the 
order of suspension and discontinues the proceeding. (S¢¢ 
Traffic World, April 19, p. 1041.) 


While the rates from the Pennsylvania quarries to Youngs. 
town constitute the subject in the suspension proceedings, the 
relationship of the Pennsylvania and Ohio rates is the crucial 
point in the whole matter. The railroads have asked for 
thirteenth section proceeding in relation to the Ohio rates 
So as to lay a foundation for an allegation of unjust discrimi. 
nation against the Ohio rates, the railroads, in the schedules 
suspended in this proceeding, restored the Pennsylvania rates 
to the level they had occupied before they were reduced to 
meet a cut in rates from Ohio quarries to Youngstown. The 
protestants assert that restoration of the rates from the Penp. 
sylvania quarries to Youngstown will put them out of business 
and they object to that, even as an expedient enabling the 
railroads to have a test of the Ohio rates under the thirteenth 
section. 








New Express Terminal at Chicago 


Complete plans for a new $3,125,000 central express termi- 
nal, at Chicago, on the Galena division of the Chicago & North 
Western in the two blocks between Milwaukee Avenue and 
Halsted Street, larger than any terminal in the United States, 
with the exception of “Sunnyside,” in Brooklyn, have 
been announced by Fred W. Sargent, president of the road. 
Because of its central location, it is said, it will materially speed 
up handling of express in the Chicago district. 

While originally it was planned to spend only $1,400,000 on 
the project this year and complete the building over a period of 
two or more years, in view of conditions adverse to employment 
and prosperity, according to the announcement, it was decided 
to go through with the entire program this year. This will fur- 
nish the equivalent of a year’s work for more than a thousand 
men, and an immediate market for many kinds of construction 
material. 

This is another step ina development program under way in 
the Chicago terminal area of the North Western for the last ten 
years under which, it is estimated, by the end of 1930, $25,000,000 
will have been spent. These include freight terminal facilities at 
Proviso, construction of additional main line tracks between 
Proviso and West Chicago and between Jefferson Park and 
Barrington, and a contemplated $3,000,000 L. C. L. freight house 
in the lower portion of the Merchandise Mart building. 

The new express terminal calls for not ohly the construc- 
tion of additional building for the handling of express, but also 
construction of a complete set of tracks, platforms, driveways, 
pavements, lighting, and auxiliary facilities. The entire 
building will be used by the Railway Express Agency, 
and will be three stories 
high, 680 feet long and 
235 feet wide. A fourth 
story at the east end 
will house offices. There 
will be a_ total floor 
area of 260,000 square 
feet. It will be con- 
structed of steel and 
concrete, with brick ex- 
terior walls, trimmed 
with building stone. 
There will be 90,000 
square feet of loading 
platforms. The total 
track length = serving 
it will amount to 9,900 
feet. 





In planning the structure, considerable attention has been 
given to architectural details to make it a building of creditable 
and attractive appearance, it is stated. A conservative style 
of architectural treatment, definitely styled to harmonize with 
the Chicago passenger station, has been adopted. 

The first floor will be used for the housing of empty vehicles, 
between 200 and 220, used in the express handling. This will 
keep all trucks off the street unless actually in use. The second 
floor, on a level with the elevated Milwaukee Avenue and 
Halsted Street, will be constructed with a large loading platform 
in the center and a wide driveway all the way around. This 
floor will be used exclusively for sorting shipments before load- 
ing or delivery. The third floor is a loading and unloading floor 
and will be used in the transfer of express to and from the 
cars spotted at the outside platform. It will be possible to spot 
thirty-seven cars along this outside platform at one time. Pro 
vision for storing and charging electric trucks on the third floor 
may also be provided. 

More than 1,300 men will be employed steadily at the 
station and construction will start immediately. 

“Located as it is just outside the passenger station, the 
North Western will be able to save an hour or more in putting 
express cars into or uncoupling them from passenger trails, 
thus giving shippers an hour’s quicker delivery on incoming 
express and an hour more leeway on outbound parcels,” the 
announcement states. “Careful study of the street traffic sit 
uation revealed that the location chosen is more directly acces 
sible to all parts of the city than any other site that could have 
been developed and utilized for this purpose.” 

When the building 
has been completed, the 
Railway Express Agency 
plans to discontinue two 
or three of its scattered 
near-loop stations abd 
combine them all into 
this one. It will be used 
not only as a station for 
shipments routed ovél 
the North Western but 
also as an_ exchangé 
station for all express. 
A refrigeration _ platt, 
ice-crushing equipment, 
and a warm room fot 
perishables will be i 
stalled. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


ts taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Court of Appeal of Louisiana, New Orleans.) In action by 
consignee against carrier for damage to shipment of lettuce al- 
leged to have been caused by improper handling and refrigeration 
in transit from California to New Orleans, certificate of inspection 
by representative of United States Department of Agriculture 
at point of origin stating: “Lettuce fresh, crisp and well 
trimmed. * * * Stock free from defects, consists of about 
g) per cent firm and 25 per cent fairly firm; 15 to 20 per cent 
soft or tip burn,” together with federal inspector’s report made 
four days after arrival of lettuce at New Orleans revealing 
considerable deterioration, held, with other evidence to prove 
that lettuce was in good condition when shipped and in decayed 
condition when received.—John Bonura & Co., Inc., v. Texas 
& N. O. R. Co., 126 So. Rep. 593. 

Where consignee at New Orleans inspected shipment of 
lettuce on August 5 and, after communicating with consignor 
in California as to responsibility for alleged deterioration, 
finally accepted lettuce on August 9 and sold it at public auction 
on August 10 and 12, acceptance and sale were effected as 
promptly as could be expected and loss minimized as much as 
possible.—Ibid. 

In action by consignee against carrier for damage to lettuce 
alleged to have been caused by improper refrigeration en route, 
federal inspector’s report four days after arrival that average 
decay in crates nearest walls of car was 20 per cent and in 
center of crates was 10 per cent, and that decay affected from 
three to five leaves, indicated that deterioration was due to 
improper refrigeration and not to inherent defect.—Ibid. 

Where lettuce was alleged to be in good condition at point 
of origin and in damaged condition at point of destination due 
to improper refrigeration, burden of proof was on carrier to 
prove freedom from negligence.—Ibid. 

Although carrier may stipulate for non-liability for loss, 
resulting from defect or vice in property itself, carrier is not 
thereby relieved from proving that actual cause of loss was 
within stipulation.—Ibid. 

In action by consignee against carrier for damage to lettuce 
allegedly due to improper refrigeration en route, evidence (con- 
sisting chiefly of depositions by non-resident employes based on 
catrier’s records) that car was perfectly equipped and iced at 
point of origin and was properly re-iced at ten intervening points, 
opposed by evidence that lettuce was in good merchantable 
condition when shipped and in decayed condition when received, 
was insufficient to bring carrier within exemption of bill of lading 
relieving it from loss due to inherent defect in property.—Ibid. 





(Commission of Appeals of Texas, Section A.) In shipper’s 
action against carrier for damage to mustard greens in inter- 
state shipment, correct measure of damages held difference 
between market value of mustard greens in condition in which 
they should have arrived at place of destination and their mar- 
ket value in condition in which they did arrive by reason of fault 
of carrier, since, it being interstate shipment, the opinions of 
Supreme Court of United States governed.—Rio Grande & E. P. 
R. Co. vs. T. A. Austin & Co., 25 S. W. Rep. (2d) 306. 

; In shipper’s action against carrier for damages arising in 
interstate shipment, opinions of Supreme Court of United States 
governed rules of law pertaining to case.—Ibid. 

In shipper’s action against carrier for alleged damage to 
mustard greens during interstate shipment, admitting consignee’s 
testimony with reference to his sale of greens from railroad 
car from time to time after shipment had been delivered to 
him, and his testimony as to condition of greens at time of 
such sales, held error, since carrier is only liable in damage 
to shipper for such deterioration as occurred up to time it 
delivered shipment to consignee.—Ibid. 





CARRIAGE OF LIVE STOCK 


‘ {Supreme Court of Arkanas.) Whether mules were dam- 
a during shipment by reason of delay in feeding and water- 
Se — held a question of fact for determination of jury.— 
(2a) —_— Francisco Ry. Co. vs. Chastain, 25 S. W. Rep. 
Failure of shipper to pay freight on carload of mules before 
ading did not defeat liability of carrier for damage to mules 


Uunlo; 
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by reason of delay in watering and feeding them, where it was 
shown that it was customary to unload mules before payment 
of freight, and that shipper had at other times shipped mules 
over railroad, and, after having had them unloaded, paid the 
freight.—Ibid. 

Failure of railroad to place a car of mules at unloading 
track at time it arrived at destination or-to have mules watered 
and fed held to constitute negligence for which railroad was 
liable.—Ibid. 

Carrier, though having a lien on goods transported for its 
freight charges, may waive such lien.—Ibid. 

Carrier was bound to use reasonable care to transport mule 
and deliver it in good condition, though not absolutely so re- 
quired to deliver it in good condition in case ordinary care was 
used.—Ibid. 

Carrier is not liable to shipper by reason of any injury to 
live stock during shipment caused by inherent vices of live 
stock.—Ibid. 

Evidence relative to negligence of railroad in respect to 
death of mule during shipment held sufficient for submission to 
jury.—lIbid. 

In suit to recover against railroad for injuries to mules by 
reason of delay in feeding and watering animals, evidently rela- 
tive to custom of railroad in delivering shipments before pay- 
ment of freight was competent, particularly in view of’ other 
evidence showing that failure to pay freight was not cause of 
delay.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(Court of Appeal of Louisiana, First Circuit.) Corporation 
engaged in exploiting sand and gravel, and not in business. of 
common carrier for transportation of freight for general public, 
could in capacity of private individual make contract with buyer 
obligating buyer to pay for switching cars of sand and gravel 
from pit to place where buyer desired delivery, so that contract 
was not affected by rates fixed by regulation of railroads or 
other public agencies.—National Sand & Gravel Co., Ince., vs. 
Janes Contracting Co., Inc., 126 So. Rep. 560. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





(District Court, E. D., Pennsylvania.) Harter act (46 
USCA, secs. 190-195) changes general obligation of common 
carrier by vessel from that of safe carriage to that of due dili- 
gence in providing efficient instrumentalities by providing that, 
if duty of due diligence is performed, carrier vessel and owners 
are exempted from liability for casualties due to perils of sea 
and results of errors in navigation.—The Josephine, 37 Fed. Rep. 
(2d) 928. 

Covenant of seaworthiness in contract for carriage by vessel 
is performed only by supplying vessel which is in fact sea- 
worthy.—Ibid. 

When something is generally and ordinarily done without 
mishap, and when reasonable expectation is that with due care 
it can be done without damage or loss, ‘ference is fair one 
that mishap means negligence, and, when unusual and unex- 
pected loss occurs, and no cause therefor other than negligence 
is in sight, fact of negligence may be found from happening of 
loss, under doctrine of “res ipsa loquitur,” raising merely prima 
facie tentative conclusion of negligence which is rebuttable.— 
Ibid. 

When loss occurs in shipment of goods by vessel, carrier 
has burden of explaining loss, and hence inference of unsea- 
worthiness is warranted until and unless carrier shows damage 
suffered by cargo was due to peril of sea or some cause other 
than unseaworthiness of vessel.—Ibid. 
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Doctrine of res ipsa loquitur, in so far as it is one of law, 
is nothing more than regulation of burden of proof.—Ibid. 

In determining whether damage to cargo was ascribable 
to “peril of the sea,” degree of violence of storm is not sole 
or even real test of what is peril of sea.—lIbid. 

Where contract of carriage by vessel contained covenant 
of seaworthiness, requiring carrier to furnish schooner that was 
in fact seaworthy, liability of carrier for damage to cargo must 
be determined by question whether damage was due to neg- 
ligence of carrier in not providing seaworthy vessel.—Ibid. 

Negligence under the law maritime does not differ from 
negligence at common law.—Ibid. 

To constitute “actionable negligence,’ there must be not 
only negligence, but negligence which contributed to damage.— 
Ibid. 

Although there was storm which reached dignity of peril 
of sea, if leaky condition of schooner contributed to damage to 
cargo, carrier would be liable for damage, although unseaworthi- 
ness of \vessel was not sole or even main cause of damage.— 
Ibid. 

Where libelants accepted vessel as one safe for carrying 
cargo of case oil, and there was nothing in appearance of 
schooner to suggest unseaworthiness, and schooner met storms 
of sufficient violence to force her to seek harbor of refuge, and 
to have subjected her to strains which would have brought 
about leaky condition, and cargo was of type which would sub- 
ject vessel to least strain, and no leakage developed until after 
schooner had been pounded in storms, finding that schooner 
was “seaworthy” within meaning of Harter act (46 USCA, secs. 
190-195) was required.—lIbid. 

Libelants suing to recover damage to cargo had right to 
rely on covenant of seaworthiness of vessel, and are not to be 
prejudiced by their acceptance of vessel, which is mere cir- 
cumstance in determining whether vessel was seaworthy.—Ibid. 





(District Court, E. D., New York.) Owner of barge, carry- 
ing only coal under bill of lading which was hardly more than 
a shipper’s receipt provided by cargo owner, held not a common 
carrier, but merely a bailee to transport for hire-——The William 
I. Mellroy et al., The Henry F. Will, The Douker H-36, 37 Fed. 
Rep. (2d) 909. 

To recover from barge owner, who was not a common Car- 
rier, but a mere bailee for hire, for loss of cargo, libelant must 
affirmatively show negligence.—Ibid. 

Sinking of: barge, which was in good condition. when exam- 
ined by owner only two weeks before and had been carrying 
cargo steadily without any claim ever being made for loss 
thereof, held not to warrant inference of unseaworthiness, rais- 
ing presumption of negligence as bailee of cargo for hire.— 
Ibid. 

Vessel transporting coal under shipping receipt or bill of 
lading excepting liability for dangers of seas cannot be held 
responsible for loss of cargo by sinking, even if owner were a 
common carrier, unless libelant affirmatively shows such negli- 
gence as would preclude setting up exceptions.—Ibid. 

Driving of deal board through stern of barge held cause 
of sinking thereof, so as to preclude recovery from owner for 
loss of cargo, in absence of showing that any other cause could 
have produced sinking; it being a peril of the sea within ex- 
ception of liability therefor in bill of lading.—Ibid. 


Ss. P. ABANDONMENT 


The Commission, by division 4, in Finance No. 7930, South- 
ern Pacific Co. abandonment, has issued a certificate authorizing 
the Southern Pacific to abandon five parts of its branch lines, 
aggregating 8.93 miles, in Washington, Yamhill and Multnomah 
counties, Oregon, all substantially in Portland, Ore. The lines 
proposed to be abandoned were acquired from the Oregon & 
California Railroad Co., an electrically operated road, for pas- 
senger service, until last July. Busses and private automobiles 
have taken business from the branches, parts of which, how- 
ever, are of value to the applicant. The parts of the branches 
to be abandoned served suburban communities on the west side 
of the Willamette River. The abandonment was contested. 


NORTH DAKOTA JOBBING RATES 

Arguments have been made in the Supreme Court of the 
United States in No. 364, Board of Railroad Commissioners of 
North Dakota, etc., appellants, vs. Great Northern et al., for the 
dissolving of an injunction issued by the federal court for the 
district of North Dakota enjoining the enforcement of an order 
of the North Dakota commission establishing jobbing or dis- 
tributing rates on intrastate traffic, prescribed by the state 
body to be effective May 8, 1929. The court enjoined the en- 
forcement of the rates requiring the carriers to give bond for 
refunding of payments in the event of the rates ultimately 
being allowed to go into effect. 
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The North Dakota commission, on its own motion 
pended its rates pending decision of the federal commission 
the western class rate part of its Hoch-Smith investigat; : 
The railroads filed a thirteenth section proceeding againg; = 
rates which had not been put into effect. . ” 
Arguments were made by Attorney General Morris, for th 
North Dakota commissioners; John E. Benton, in behait of the 
commissions of 37 states, and R. G. Hagman for the carrj 
North Dakota and the other states contended, among othe 
things, that the mere pendency of a thirteenth section proce “i 
ing before the federal commission did not give jurisdiction 1, 
the federal court to enjoin the enforcement of the state 
mission’s rates. ” 


BRADY CAR SUPPLY CASE 


Arguments have been made, at Richmond, Va., before a 
three judge court, in equity No. 93, A. Spates Brady vs. Inter. 
state Commerce Commission and United States, in which the 
plaintiff is endeavoring to have annulled and set aside a par 
of the Commission’s report and order in A. Spates Brady yg 
B. & O., and Western Maryland, 152 I. C. C. 327, confining the 
award of reparation to Brady to $12,000 as damages on account 
of the failure of the railroads to furnish coal cars in a time 
of car shortage, thereby preventing Brady from shipping a3 
much coal as he contended he could have shipped in the period 
when the supply of cars was less than the demand. 

Three reports were made by the Commission. The first 
dismissed the complaint on a finding that there was no undy 
prejudice . In that phase of the proceedings an examiner made 
a proposed report awarding Brady $57,000. In the second report 
the Commission reversed its finding of no undue prejudice and 
found that there was undue prejudice. It said it could not on 
that record determine the amount due Brady. In the final 
report the award of $12,000 was made, the Commission pointing 
out that the carriers had made offers to supply cars but on a 
basis not satisfactory to him. It said that if he had accepted 
the loss would have been mitigated. 

The case was argued by E. M. Reidy for the Commission and 
by George T. Bell and Samuel T. Spears for the plaintiff. The 
former contended that the matter was not separable and, in 
substance, that Brady had to take the bitter with the sweet 
in the Commission’s report. Attorneys for the plaintiff sub- 
mitted that a court had jurisdiction to pass upon the question 
whether the Commission had done what the law required in 
making the report it promulgated. 

‘The court is composed of Circuit Judge Parker, nominated 
by President Hoover for the Supreme Court of the United States, 
Circuit Judge Northcutt and District Judge Baker. 


P. & N. CONSTRUCTION 


The Commission, in Interstate Commerce Commission ¥s. 
Piedmont & Northern, has filed its application in the federal 
court for the western district of South Carolina, at Greenville, 
for an injunction forbidding the Piedmont & Northern to col 
struct its proposed line between Spartanburg, S. C., and 
Gastonia, N. C., notwithstanding the refusal of the Commission 
to grant it a certificate permitting such construction. The 
application is based upon information that on March 10 the 
Piedmont & Northern began construction at the termini of the 
proposed line, and that the defendant carrier proposed to com 
plete the construction and to engage in transportation unde 
the interstate commerce act in violation of that act. 

Therefore the Commission asked that the defendant be 
permanently enjoined unless and until there shall first have 
been obtained a certificate of public convenience and necessity. 
The petition asks for a temporary or interlocutory order, but 
Nelson Thomas, who appeared in the court at Greenville for 
the Commission, did not press for the issuance of a temporary 
order, the thought being that the matter should be presented 
on its merits, without such a preliminary proceeding. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8165, authorizing the Virginian 
Railway Company to procure the authentication and delivery of 
$4,538,500 of first-mortgage 50-year 4% per cent gold bonds, series 
oe a for capital expenditures heretofore made, 4) 

Report and order in F. D. No. 8122, authorizing (1) the Atlantic 
City Railroad Company to issue $75,000 of first qunautldnted mortgage 
4 per cent gold bonds, to be sold at par and accrued interest and 
the proceeds used to pay $75,000 of purchase money mortgage 4% 
owl cent bonds which matured April 1, 1930, and (2) the Readiné 

ompany to assume obligation and liability as guarantor for the pay- 
ment of the principal of and interest on the aforesaid bondg, 4? 
proved. 

Report and order in F. D. No. 8151, authorizing the Belt Railway 
Company of Chicago to issue $220,000 of promissory notes payable to 
the order of the Baldwin Locomotive Works in connection with th 
procurement of five locomotives, approved. 
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Vast Literature of Transportation of Last Hundred Years Distributed About the Country in Many 
“§ potted” Collections—Few Comprehensive and General Collections—Need 
for Central Independent Institution 


By HoMER H. SHANNON 


Providing the means for that is one of the 

values of an adequate and comprehensive library 
listed by the directors of the transportation library of 
the University of Michigan, founded in 1923 by John S. 
Worley, professor of transportation and railroad engi- 
neering at that institution. That there was “nowhere in 
the country anything like a complete collection of the 
literature on trans- 
portation” is given 
as a partial explana- 
tion of Professor 
Worley’s interest in 
the matter, in a 
small pamphlet re- 
cently printed on 
the subject of this 
library. 

Whether or not 
that declaration is 
strictly true, there is 
a vast amount of 
transportation litera- 
ture distributed 
about the country, in 
the hands of individ- 
uals and transporta- . 
tion companies and 
in universities and 
libraries. There are 
at least a half dozen 
collections that prob- 
ably would compare 
favorably with exist- 
ing collections on 
any other single sub- 
ject, but there still 
seems to be something wanting. By some, that something 
is regarded as centralization and organization of the 
general field. Others object to the geographic distribu- 
ton of such wealth as is properly charted; there is no 
adequate library at a particular point, or there is no 
sufficient reason for an important collection being where 
It is, they say. 

This year marks the centennial of the beginning of 
regular passenger service by steam railroad in this coun- 
tty—that of the Charleston and Hamburg, which has 
since become a part of the Baltimore and Ohio. It may 
hot be too early for the formation of some permanent and 
general plan for the preservation of the vast amount of 
literature, both primary and secondary, that has been 
elicited by the amazing transportation phenomena of the 
last hundred years. 

“The value of a comprehensive collection of material 
relating to railways was recognized as early as 1859, 
when the American Railway Bureau, established in April 
of that year, reported in September that it had been 
engaged ‘as diligently as possible, in collecting from all 
reliable sources, public and private, and carefully com- 


od a industry should know its own history.” 





piling, for the use of its patrons, correct information 
concerning all the railways,’” according to R. H. Johns- 
ton, librarian of the Bureau of Railway Economics at 
Washington, one of the foremost authorities on the 
subject. 

That early bureau had on its index “upwards of six 

hundred and forty railroad companies,” said the report, 
“and the number is daily increasing. Concerning them 
it obtains all it can 
from the companies 
themselves, all it 
can from the state 
officers in whose 
archives are de- 
posited such sworn 
reports as the law 
requires them to 
make periodically, 
all it can from pub- 
lished reports and 
pamphlets. It col- 
lects, also, all that is 
said of them in news- 
papers and maga- 
zines.” But that 
‘ambitious and laud- 
able program had a 
short life— probably 
due to the outbreak 
of the Civil War a 
short time later, on 
the conjecture of Mr. 
Johnston. 


Other Early Efforts 


There followed, 
from time to. time, 
other efforts at the creation of a comprehensive collection 
of the literature of transportation, a great many of which 
were equally unproductive. Success in such matters, at 
their inception, usually depends in large measure on the 
enthusiasm and energy of individuals, and often that 
enthusiasm and energy is not found in an individual who 
has the needed resources, financial or otherwise. But, 
though these early efforts did not attain their full pur- 
pose, they were responsible, in a measure, for the bring- 
ing together of considerable material that might other- 
wise have been lost and that since has found its way into 
other hands. 

Albert Fink, early transportation economist and 
writer, sponsored an effort reported on favorably at the 
national railroad convention of 1867, but got. very little 
farther than that. A definite proposal to “establish a 
library, wherein shall be collected all published works 
and all accessible information concerning railroad man- 
agement, and the economic relations of railroads” was 
made by Thomas Allen, of the Missouri Pacific, to the 
Railway Association of America in 1873. In 1875, Presi- 
dent Allen reported: 


Corner of reading room in the library of the Bureau of Railway Economics, 
Washington, D. C 
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The association is now in communication with foreign railway 
and government officials and with nearly all the prominent writers on 
railroad subjects. It receives the foreign official reports and is accu- 
mulating a library of works—foreign and domestic—on railroad matters, 
such as in time will be valuable and rare. 


But that project, too, was allowed to lapse. 
Principal Collections 


The more important collections at present include that of 
the Bureau of Railway Economics, at Washington; the Baker 
Library of the Harvard School of Business Administration; the 
Hopkins Railway Library at Leland Stanford University; the 
Michigan Library; and the libraries of the Commission and 
Congress. There are also large collections of transportation 
literature at a good many other places, such as the John Crerar 
Library, Chicago; Yale University (chiefly financial); Prince- 
ton University (particularly material bearing on southern 
roads); the Hill Library at the University of Wisconsin; Uni- 
versity of Chicago; Columbia University; University of Louis- 
ville, and others. No aitempt to place them in their exact 
relative importance is made, but, from the best information 
obtainable, this would seem to include most of the general col- 
lections. 

Of the general rail- 
way libraries, the Baker 
Library, that of the Bu- 
reau of Railway Econ- 
omics, and the Mich- 
igan library seem to 
give greatest promise 
of permanence and con- 
tinuity. The latter is 
the smallest of the 
three and it may be too 
early to judge it, but 
those in charge at pres- 
ent have enthusiasm 
and have made great 
progress in the short 
time the library has 
been in existence. 

The library of the 
Bureau of Railway 
economics, founded in 
1910, has acquired a 
well-rounded collection 
of approximately 175,- 
000 pieces, making it, if 
not the largest, at least 
a close challenger for 
that honor. It possesses, 
among the periodicals, 
complete representation 
from 1831 to date, and 
covers well the annual 
reports of the individ- ~ 
ual railroad companies, 
the publications of 
state and _ interstate 
regulatory bodies. It has an exceptionally complete collection 
of reports of state and federal governments relating to rail- 
roads and practically definitive collections on special subjects 
such as government ownership, valuation, accounting, consoli- 
dation, and the federal control period. 

It takes great pride in its service features. In addition to 
reference work done at the library by visitors, it has issued 
thousands of bibliographies prepared with the aid of a union 
catalogue of material in outside libraries and, in some instances, 
with the aid of other libraries, it has assisted in the study of 
railroads and allied subjects in every corner of the country. 
Primarily, its work is done for railroad officers and employes, 
but it is by no means limited to them. 

The collection in the Michigan Transportation Library in- 
cludes nearly 70,000 items. There is a good working collection 
of text and reference books and other types of material well 
represented include government documents and reports, espe- 
cially those covering early explorations and surveys; manuals, 
such as Poor’s; periodicals and technical journals; proceedings 
of the American Railway Association, Associated Traffic Clubs 
of America, Lake Carriers’ Association, and other societies; 
annual reports of the Interstate Commerce Commission, and 
complete reports of about half of the state regulatory bodies 
and parts of others; laws and charters; correspondence and 
personal papers, including the papers of Thomas M. Cooley, 
first chairman of the Commission; prints, pictures, maps and 
atlases, more than 5,000 annual reports of railroad and canal 
companies, and other items. 

“It was the ambition of the founders of the library that it 
might become the principal collection of the literature of the 
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subject in this country,” says Donal Hamilton Haines, ip the 
pamphlet on the library previously referred to. To that 

financial assistance has been provided by such automobile Man. 
ufacturing companies as the Ford, Reo, Hudson, and Dodge 
and by Alex Dow, of the Detroit Edison Company; C. §, Mott, 
of Flint, Mich., and Roy Chapin of Detroit. ' 


Greatest Accumulation at Boston 


Boston’s eminence as a center of railroad finance is give 
by Mr. Johnston as the explanation of a number of collection; 
these, which, if assembled, would make the largest collection 
of railway material in the country. The tendency at presen 
is to bring that material together at the Baker Library at Hy. 
vard, which moved into new quarters only a few years ago ani 
has acquired large blocks of the existing material. 

The library of the Interstate Commerce Commission wx 
established in 1894 by consolidation of legal reference book; 
and reports located in the offices of the five commissioners ang 
of the secretary. In addition, it inherited considerable materia) 
relating to Pacific railroads assembled by the Department 9 
the Interior. 

The major subjects covered include general and specigi 
railway economics, law, Congressional and departmental docy. 
ments, committee hegr. 
ings, files of Congres 
sional bills and regolp. 
tions, state public gery. 
ice commissions, raj. 
way clubs, engineering 
societies and clubs, and 
railway periodicals. The 
library contains approx. 
imately 35,000 bound 
volumes and 175,00j 
loose pieces filed in 
about 200 cabinet drav. 
ers. There is also a 
special cabinet file re. 
lating to the Merchant 
Marine, which was the 
Frank Neill collection 
of Philadelphia. Leroy 
Stafford Boyd is libra 
rian. The facilities are 
available to the public 
for reference only, but 
to the Commission and 
government, generally, 
it is circulating. 

There are also, nat: 
urally, individuals with 
specialized collections 
of transportation lit 
erature and a number 
of state historical soci- 
eties that have impor 
tant holdings, partic 
larly of literature of 
local significance. The 
Guarantee Trust Company and the National City Company, of 
New York, both have rather exceptional collections in the fieli 
of transportation finance and statistics and a number of rail 
roads have substantial collections. In that connection, Mr. 
Johnston mentions that “it will be of interest to railroad people 
to know that the splendid library maintained prior to the Wa 
by the Pennsylvania Railroad at Pittsburgh is to be reorganized 
at Philadelphia and the traffic department of the Bessemer and 
Lake Erie and the department of immigration and colonizatio 
of the Canadian Pacific maintain libraries at Pittsburgh al! 
Montreal, respectively.” The Santa Fe has an exceptional office 
library at Chicago, chiefly legal, etc. 


Philanthropist Needed 


But with all of this, it is still true that there is no 8 
erally recognized institution or center, of an independent nal: 
ure, housing such a collection as the importance of transports 
tion might seem to merit. Such an institution would not only 
serve as a treasure house, a place in which to preserve 
record of the transportation age, but would be an active educt 
tional and cultural agency. Libraries not only stimulate 
research but simplify the labors of technical workers. 

The establishment of such a central, independent agen) 
it is urged, would dignify the art and science of transpo ' 
and foster a broader spirit of public appreciation of the gree 
contribution that has been made to the civilization of the 
in the last hundred years by this essentially modern art. 

The situation at Chicago illustrates the point. Chicas 
the greatest transportation center in the world, the focal poiat 
and meeting ground of a greater number of trunk line railroads 


of Railway Economics Library. 
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Lt, Marion Huggins of the 96th Squadron, 2nd Bombardment Group, 
Army Air Corps (left), with Elmer A. Sperry, Jr., inventor (right), 
showing the two gyroscopes which pilot giant army bombardment 
plane with greater accuracy than best trained pilot. (Official photo- 
graph, loth Photo Section, Air Corps, U. S. Army, Crissy Field, 
r Presidio, San Francisco. 
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than any other place, singularly enough, has no central trans- 
portation library of primary importance. The Crerar collec- 
tion, largely through the early interest of such men as Marvin 
Hughitt and Robert T. Lincoln, is undoubtedly the largest and 
most comprehensive in the city. But its holdings in the field 
represent only one division of the institution’s interest, as it is 
a general scientific and technical reference library. Moreover, 
it is understood that some of the earlier impetus behind its 
interest in transportation has lapsed. There are substantial 
collections of transportation material at both the University 
of Chicago and Northwestern University, but they are not, 
under ordinary circumstances, accessible to the public. 


“There should be at Chicago the greatest transportation 
library and museum in the world,” said Prof. L. C. Sorrell, of 
the University of Chicago. Its position in the transportation 
world, the large number of transportation men who have their 
headquarters there would justify that, he thought, and he ex- 
pressed the hope that it might be possible to make a start 
toward the creation of such a permanent institution through 
the World’s Fair projected for 1933. 


Another champion of the right of Chicago in the matter is 
R. J. Wallace, traffic manager of the Jaques Manufacturing 


| Company, who is chairman of the art, literature, and music 


committee of the Traffic Club of Chicago. Under his leader- 
ship, the club has built up quite a respectable collection of 
books, historical material, and reports. But he visions some- 
thing larger. 


“The objects for which the corporation is formed (Mr. 
Wallace quotes the charter of the club) are ‘to promote a bet- 
ter understanding by the public of transportation problems.’ 
There hag been an increasing demand on the part of the mem- 
bers for information on transportation subjects and; while there 
are, of course, many collections in the various railroad offices, 
hone of these appears to be complete, and there seems to be 
4 need for a central library more comprehensive than any now 
In existence in Chicago. This is especially apparent when it is 
considered that Chicago is the most important railroad center 
in the world, and it should, therefore, follow that there are 
more people in Chicago interested in this subject than in any 
other city in the world.” 


On the other hand, Mr. Johnston says that “the present 
po is not for more railway libraries but rather for consoli- 
— of existing facilities and a definite distribution of the 
abor of future expansion.” 

» Before new collections are begun, a certificate of public 
s mee and necessity should be required, he insists. “The 
tion” material is now so rare that an increase in the competi- 
iret collection benefits only the dealers, and present-day 
det al requires an organization of staff especially trained to 

* its appearance and proficient in the fine art of begging.” 
New Pesesests some form of combination at such points as 
he oo Chicago, Boston, and Washington and a point on 
“There ific Coast, with a working arrangement among them. 
which have been entirely too many starts and sudden stops 

have resulted in small gobs here and there,” he says. 
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AIR MAIL COMPENSATION 


A revised air mail compensation bill (H. R. 11704), intro- 
duced by Representative Watres, of Pennsylvania, has been 
approved by the House committee on post office and post roads 
as a substitute for H. R. 9500, previously approved by the com- 
mittee. (See Traffic World, March 29, p. 849.) The bill was 
passed by the House April 21, and was later passed by the 
Senate and sent to the President for approval. 

The following new provision was adopted by the committee 
and included in the bill: 

After July 1, 1931, the Postmaster-General shall not enter into 
contracts for the transportation of air mail between points which 
have not heretofore had such service unless the contract air mail 
appropriation proposed to be obligated therewith is sufficient to care 
for such contracts, and all other obligations against such appropria- 
tion, without incurring a deficiency therein. 

“The principal feature of the proposed bill,” said the com- 
mittee report, “is that it would authorize the Postmaster-General 
‘to award contracts for the transportation of air mail by air 
craft to the lowest responsible bidder at fixed rates per mile 
for definite weight spaces’ instead of awarding contracts on 
the basis of poundage alone without regard to distance. It 
would further authorize the Postmaster-General in cases where 
the volume of air mail moving between the designated points 
does not exceed 25 cubic feet or 225 pounds, to award to the 
lowest responsible bidder who has owned and operated an air 
transportation service on a fixed daily schedule over a distance 
of not less than 400 miles and for a period of not less than six 
months prior to the advertisement for bids, a contract at a rate 
not to exceed 40 cents per mile for a weight space of 25 cubic 
feet or 225 pounds. 

“The foregoinng provision is designed to authorize con- 
tracts with some of the passenger-carrying lines which are now 
unable to contract for carrying air mail for small amounts of 
space at proportionately lower rates per mile. This feature 
would make possible at relatively small increase in cost the 
extension of air mail service to points where it cannot now 
be provided. The requirements that bidders must have ‘owned 
and operated an air transportation service on a fixed daily 
schedule over a distance of not less than 400 miles and for a 
period of not less than six months prior to the advertisement 
for bids’ are designed to prevent the securing of contracts by 
those who have had no actual experience in flying on fixed daily 
schedules under any and all flying conditions and no first-hand 
knowledge of operating costs. It is believed that bona fide 
operating companies which have been the pioneers in air trans- 
portation and have gained valuable experience at great financial 
loss, and even the sacrifice of many lives, are entitled to this 
consideration in bidding.” 

Senator Phipps, on behalf of the Senate committee on post 
offices and post roads, favorably reported the air mail bill (H. 
R. 11704) to the Senate. 

“This is an important piece of legislation, and I desire to 
serve notice that I shall call it up for consideration at the first 
convenient moment,” said he. 


TRIBUTE TO AIR MAIL PILOTS 


Postmaster General Brown will head a celebration honoring 
the hundreds of air mail pilots throughout the country at the 
New York Air Show May 5. Announcement of the program 
arranged to pay tribute to those men who paved the way for 
commercial aviation by pioneering the United States air mail 
has been made by Frederick B. Rentschler, president of the 
Aeronautical Chamber of Commerce. 

Official Washington is joining forces with the aircraft in- 
dustry to do honor to these pioneers. More than 100 veterans 
of the air mail have accepted invitations to attend. 

Postmaster General Brown will deliver an address on 
“Building Our Air Mail on a Sound Basis.” In addition to the 
postmaster general, Air Mail Pilot’s Day will bring to New York 
for participation in the program W. Irving Glover, second as- 
sistant postmaster general in charge of air mail; James C. 
Edgerton, first air mail pilot, and E. Hamilton Lee, who has 
spent more hours flying the mail than any man in the service. 


T. A. T-MADDUX TRAFFIC INCREASE 


The advance guard of the heavy air travel predicted for the 
coming summer took to the air April 19, when seven planes 
of T. A. T.-Maddux Lines were necessary to carry the Easter 
travel over the eastern division between Columbus, O., and 
Waynoka, Okla. It was the record movement since the line 
began its coast-to-coast operation in connection with the Penn- 
sylvania and the Santa Fe railroads last July. 

The westbound movement from Columbus was in three sec- 
tions, with requests made for a fourth. Two sections eastbound 
from Waynoka carried passengers to the eastern and middle 
western cities, a sixth plane ran as a fourth section from St. 
~~~ — and the seventh as a third section from Wichita 
to St. uis. 
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MERCHANT MARINE CONFERENCE 


The Trafic World Washington Bureau 


Problems of the American merchant marine were consid- 
ered at the third national conference on the merchant marine 
held April 23 and 24 under the auspices of the Shipping Board 
in the United States Chamber of Commerce building. The 
members of the Shipping Board sat at the speakers’ table. 

Chairman O’Connor, in opening the conference, referred to 
the transfer of most of the government’s merchant ships to 
private operation, pointing out that the board had sold 1,879 
ships for approximately $280,000,000. Of those 171 went into 
American foreign trade. A total of 543 were sold for scrap. 
The board now has but 471 ships, of 3,960,000 deadweight tons, 
of which 217 are in active operation. At one time the board 
had 80 shipping lines. Now it has 17. 

After referring to reduction in annual appropriations from 
around $50,000,000 a year to $6,000,000 a year for the operation 
of the board’s fleet, Chairman O’Connor invited attention to 
“the fact that during this time our trade with Europe has in- 
creased 50 per cent, with South America 200 per cent, with 
Africa 325 per cent, and with Asia 380 per cent.” 

“During the ten-year period during which Shipping Board 
lines were established and developed, the expansion of our 
water-borne foreign trade has been greater than in any other 
similar period in our history,” said he, and added: 


I have referred to some of the board’s past activities, not in a 
spirit of boasting, but rather with the idea of showing that in the 
normal course of events the character of its work is gradually chang- 
ing. Within a few years the board will have no more ships for sale. 
It will then be able to give its attention to the less spectacular but 
more important part of its duties, namely, the promotional, regulatory 
and development work entrusted to it by law, and much has already 
been accomplished along these lines. 

The future will see the Shipping Board making every effort to 
assist American shipowners to reduce the cost of operation, and to 
assist American shipbuilders to reduce the existing construction dif- 
ferential. Our traffic problem, which is chiefly to get more American 
shippers to use American ships, will be greatly simplified when all 
our shipping companies are in a position to offer service at least equal 
to that offered by our competitors. It will be among the board’s tasks 
to help solve this and other traffic problems, to handle cases of unfair 
competition and unfair practices, to develop our navigation and 
safety laws, to engage in marine research, to investigate methods of 
ship finance and insurance, and to perform the many other tasks 
which are part of the board’s more important duties in connection 
— the work of building up and protecting the American merchant 
marine. 

At this time general conditions in world shipping give rise to 
considerable anxiety. Freight offerings have fallen off to the lowest 
point in years; there is much idle tonnage; and rates are low, but 
we look to the future with confidence. The difficulties which lie before 
us seem small compared with those we have overcome in the past. 
With your cooperation the Shipping Board will do its utmost to make 
the American merchant marine justify our fondest hopes. 


Postmaster-General’s Views 


Postmaster-General Walter F. Brown brought word from 
President Hoover to the conference. The President sent his 
cordial greetings and good wishes. 

“IT need not tell you of the President’s deep interest in 
American shipping,” said he. “It is his hope—yes, his deter- 
mination—that within a few years our merchant marine shall 
be restored to the proud preeminence which it enjoyed a hun- 
dred years. ago.” 

The Postmaster-General discussed the development of the 
American merchant marine .and the legislation enacted by Con- 
gress in aid of that, with particular reference to the Jones- 
White act.of 1928 providing for ocean mail contracts and loans 
for the construction and improvement of ships. He told of the 
progress made under the latter act in the award of ocean mail 
contracts. He said the total new ship construction required 
under contracts authorized by the act amounted to 57 vessels 
of 600,600 gross tons, costing $255,246,000. Additional awards 
would bring the total number of ships to 64, the ocean mail 
routes to 41, and the cost to $270,846,000, said he, adding that 
the annual mail pay would exceed $30,000,000 when all the 
ships were completed and put in service. He said it was likely 
that not less than six additional routes or extensions of routes 
would be ultimately placed in operation, involving the furnish- 
ing of 20 more ships, costing about $100,000,000. 

“It would seem that the government is doing its share to 
provide an adequate and competitive merchant marine,” said 
he. “It remains for the public and the shipping industry to 
carry their respective shares of the burden. Our people must 
learn to give their patronage to the ships which are subsidized 


by their own tax dollars. They should travel under the Ameri- 
can flag, they should send their merchandise and their letter, 
on American vessels.” 

The Postmaster-General appealed to the shipping industry, 
to compose its differences so that the government department; 
might be compelled to decide them. 

Representing the House committee on merchant marine anj 
fisheries, Representative Free, of California, sounded a warning 
to the shipowners that they keep faith with Congress and th 
Shipping Board in the conduct of the lines they were Operating 
with the aid of the Jones-White act. Justification for the ag, 
said he, lay solely in the extent to which it tended to equalize 
the cost of building and operating ships under the American 
flag with those of foreign companies. The postal contracts 
were never intended as direct gifts to any shipping concerns 
said he. Mr. Free declared the act was not as popular in (Cop. 
gress as it was and “I feel that this dissatisfaction has resulted 
in the Senate’s acceptance of the McKellar resolution which 


.will bring about an investigation of the Shipping Board and the 


Post Office Department in their joint activities in its admip. 
istration.” Mr. Free also pointed to the increasing tendency 
of foreign steamship companies to enter into huge combinations 
as a new challenge to American lines. 

Mrs. Lowell Fletcher Hobart, president-general of the 
Daughters of the American Revolution, gave the unqualified 
indorsement of the organization she represented to the policy 
of the government in building up American shipping. 


Committee Reports 


A committee report on the reduction of differentials exist- 
ing between shipbuilding costs here and abroad was presented 
by H. G. Smith, of the Bethlehm Shipbuilding Corporation, 
president of the National Council of American Shipbuilders. 
Mr. Smith called attention to the need for a limited number of 
standard sizes, speeds, and subdivisions, as well as standard 
types of auxiliary machinery for ships ordered in American 
shipyards. Such a program, said he, would greatly enable the 
shipbuilders to offer lower costs of construction to the ship 
owners. He pointed out that with this as a basis to go on, it 
would be easy to gauge the additional cost for special features 
to meet individual requirements. 

Clinton L. Bardo, president of the New York Shipbuilding 
Company, indorsed the statements made by Mr. Smith and 
called attention to the progress that was already in sight in 
the general program of reconstructing American merchant fleets. 
Robert Haig, vice-president of the Sun Shipbuilding Company, 
also spoke in connection with the committee report. 

The report of the committee on methods of increasing 
patronage for American ships was presented by Frank C. Mu- 
son, president of the Munson Steamship Line, the committee 
chairman. This report recommended that the Shipping Board 
conduct a second set of hearings throughout the United States 
such as those held in the summer and fall of 1926. This report 
also recommended that in addition to its annual report to Cor 
gress, the Shipping Board make quarterly reports to the Pres: 
dent concerning the progress of American shipping affairs avé 
that publicity be given to these reports. It recommended, fur 
ther, that the Shipping Board, shipowners and shipbuilders meet 
in semi-annual conference with the President of the Unitei 
States and that other conferences of international character be 
arranged to study mutual shipping problems with other nations 

The report of the committee on government aid to Amer 
can ships not benefited by mail contracts was presented by 
H. B. Walker, president of the American Steamship Owners 
Association, who served as committee chairman. Mr. Walkers 
report pointed out that the merchant marine acts of 1920 até 
1928 granted aid to the so-called tramp ships to a very limited 
extent, particularly in view of the fact that ships of this char- 
acter were not eligible for mail contracts. The report reco 
mended that steps be taken to aid tramp steamers in a measure 
equal to that given regular liners and suggested that 4 bill 
creating a merchant reserve fleet would bring this about. Such 
a fleet would consist of vessels divided into certain classes, 
pending on their size and speed. The ships would be subject t0 
requisition at any time in connection with naval maneuvers, 
and the Shipping Board would be authorized to enter into coh 
tract for not more than 10 years with vessel owners to ent 
these ships with the Navy Department in the merchant reserve 
fleet and to grant them compensation in an amount not exce™ 
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7 the differential existing between the American and foreign 
poe of building and operating similar vessels. 

™ The report of the committee on marine insurance was offered 
py Vice-Chairman E. C. Plummer, of the Shipping Board. The 
report was in the form of a resolution which was adopted later 
by the conference, to the effect that a permanent public com- 
mittee consisting of seven members be created for the purpose 
of forming a common meeting ground between shippers, ship- 
owners and underwriters for the purpose of adjusting difficulties 
and giving shippers a direct voice in all matters of mutual 
concern. The resolution also recommended that the association 
of marine underwriters of the United States should forthwith 
create a standing committee on liner classification. 

The reports of these committees having been adopted, the 
conference then gave its attention to discussions of the ship 
construction program under the Jones-White act. J. L. Ackerson, 
special expert of the Shipping Board’s bureau of construction; 
Homer L. Ferguson, president of the Newport News Shipbuilding 
and Dry Dock Company, and H. G. Smith, president of the 
American Council of Shipbuilders, were the speakers. 


American Direct Trades 


Preservation of American direct trades was urged by Frank- 
lin D. Mooney, president of the Atlantic, Gulf and West Indies 
Steamship Lines. He referred in that connection to the en- 
trance of the Cunard Line into the New York-Havana trade. 
He charged that this constituted unfair competition and that 
“our problem and that of the government is to devise ways and 
means of thwarting this unfair competition, so that it will not 
jeopardize the successful maintenance of American direct 
trades.” On the speaker’s motion the conference went on record 
in favor of bills recently introduced by Chairman White, of 
the House committee on merchant marine and fisheries, to meet 
the situation complained of. 

Cooperation between shippers and ship operators in the use 
of American ships was discussed by Frank C. Munson, of the 
Munson Steamship Lines; Malcolm M. Stewart, chairman, Mid- 
dle West Foreign Trade Committee; and E. J. McCormack, of 
Moore and McCormack. Mr. Munson emphasized the point that 
Americans were not using American-flag ships to the extent 
that they should because they were not advised as to the serv- 
ices afforded by American passenger and freight ships to all 
parts of the world. He proposed several ways of getting this 
information to the public, one being the employment of lecturers 
by the Shipping Board. He also said that the government 
should appeal to the patriotism of the people in urging use of 
American ships. Mr. Stewart also urged use of “educational 
propaganda.” He suggested that section 28 of the merchant 
marine act of 1920 be made applicable as to ships in the direct 
trades of the United States. He thought the Shipping Board 
could now certify to the Interstate Commerce Commission that 
there was adequate tonnage of American ships in those trades. 

Mr. McCormack defended the American seaman against 
charges of inefficiency. He urged cooperation between shippers 
and steamship owners in developing the use of American ships. 

Charges by Andrew Furuseth, president of the International 
Seamen’s Union, that American seamen were inefficient, caused 
a stir. W. J. Peterson, of the Pacific American Steamship Asso- 
ciation, challenged the assertion in an emphatic speech that 
won applause. V. A. Olander, secretary-treasurer of the Inter- 
national Seamen’s Union, replied to Mr. Peterson in a speech 
seeking cooperation between the representatives of labor and 
the shipowners. 

Chairman O’Connor said that Mr. Furuseth was continually 
charging that American ships carried inefficient crews. 

I deny it,” continued he. “We get the best men we can 
es I suppose half of them are Furuseth’s men. The quicker 

Tuseth cuts that talk out the better it will be for everybody.” 
‘ Development of far eastern markets for American goods 
a8 progressed because of improvement in American flag steam- 
ship Service to the Far East, according to James H. MacLafferty, 
Vice-president of the Pacific-American Steamship Association 
and Shipowners’ Association of the Pacific Coast. 

Major General Brown, chief of engineers, delivered an 
address on “American Port Development.” 

P What the Department of State and the Department of 
ommerce were doing abroad to aid American shipping was 


described by Charles B. Hosmer of the Department of State 


ae M. Butler, of the Department of Commerce. The pro- 
7 onal activities of these departments were commended in a 
Solution adopted by the conference. 

wm... conference adopted a resolution declaring it confidently 

oa ved that American crews and officers had responded to 

Mee test of skill and bravery with credit to themselves and to 
pr of their birth and their allegiance. 

nie Representative Dempsey, chairman of the House 

re ee on rivers and harbors, had spoken on proposed 
ovement of the Erie Canal, the conference adopted a 
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motion favoring the improvement. Roy S. MacElwee spoke on 
the St. Lawrence and Erie projects and said both waterways 
should be improved. 


OVERSEAS FREIGHT MARKETS SHOW 
IMPROVEMENT 


The Traffic World New York Bureau 


Underlying conditions in the full cargo markets have ex- 
perienced a material change for the better in the last few 
days. This is due primarily to an improved demand for vessels 
in the time charter trades, chiefly for the movement of sugar 
from the West Indies to the United States. The immediate 
effect of this movement has been to remove a large part of the 
surplus tonnage in small and medium ships, with the result 
that shipowners are not required to press for business in other 
services. The charter market has now reached a _ sensitive 
stage. No strong upward move in rates is anticipated until 
there is a corresponding increase in the demand for ships for 
the grain traffic, but in the event of such a development the 
market is in a position to respond sharply. It is estimated that 
about one hundred ships have been fixed for time charters 
within the last two weeks. 

At present the grain market is still inactive, though the 
early opening of navigation on the St. Lawrence and the Barge 
Canal has stimulated interest. It is believed here the European 
purchasing an a substantial scale will not be delayed much 
longer. Fair berth bookings are being reported steadily, and 
this usually foreshadows a change for the better in the full 
cargo market. 

The only fixture of the week in the coal trade was that of 
a British steamer at $2.10 a ton to west Italy for May loading, 
but additional charters probably could be closed at the same 
figure. Limited inquiries are reported for South America on 
the basis of $3.50 to $3.60 a ton to the lower Plate. 

Earl H. Strange, chairman of the United States Intercoastal 
Lumber Conference, reports that the principal British Columbia 
lumber shippers have agreed to the conference contract rate 
plan and that these shippers have given the conference lines 
all of their business for April, instead of using foreign tonnage 
as formerly. 

Five Japanese lines operating in the trans-Pacific trade 
have decided to form a conference covering the transportation 
of lumber, grain, spelter, pulp, flour and other bulk or rough 
cargoes, with the proviso that three other independent Japanese 
lines shall join the group. The lines which have already agreed 
to the plan for working out with the Pacific Westbound Con- 
ference a satisfactory schedule of rates on these commodities 
are the Kokusai, Mitsui, Yamashita Ocean Transport and Ka- 
wasaki Kisen Kaisha. The three lines sought as additional 
members are the Tatsuma, Katsuda and Nishin companies. 

Protest against the action of the Scandinavian-American 
Conference in fixing the rate on wood pulp to Baltimore at 
10 cents a 100 pounds, while the Philadelphia rate is main- 
tained at 15 cents a 100 pounds, has been made by George W. 
Edmonds, manager of the Port of Philadelphia Ocean Traffic 
Bureau, in a recommendation to T. V. O’Connor, chairman of the 
Shipping Board. This discrimination, Mr. Edmonds holds, is a 
violation of section 17 of the shipping act. 

The Merchants’ Association has just been advised by the 
consul-general of Honduras, in New York, that, effective May 1, 
the fee for consulating shipping documents covering shipments 
to Honduras will be 5 per cent of the invoice value, instead of 
the present fee of 3 per cent. 

Normal rates have been restored by the South African Con- 
ference lines, according to advices received by the Department 
of Commerce. The rates established September 20, 1927, as 
a result of the rate war then prevailing, have been withdrawn, 
and the rates in effect prior to that time have been restored, as 
of April 1. 

With the passage of the steamship Georgian, of the North- 
west Transportation Company into dock No. 1, of the Welland 
Canal at Port Weller, early Monday morning, followed by six 
other vessels, the canal was formally opened for the 1930 navi- 
gation season. The canal is not yet completed beyond Thorold, 
and at that point the vessels swing into the old waterway 
leading to Port Colborne. This end of the channel is expected 
to be completed by July 1. 

A syndicate headed by Charles W. Groll, and Jacques R. 
Hass, of this city, has purchased from the French government 
the thirty-six-acre tract of land, and the piers built thereon, at 
Newton Creek and the East River, surrounding the State Barge 
Canal Terminal. The price paid is reported to have been about 
$2,000,000. The syndicate plans to spend about $3,000,000 more 
in developing the property, with accommodations for handling 
the largest Atlantic or coastwise freighters. 

New conditions involved in shipments of goods to Australia 
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are called to the attention of shippers by the Australasian Con- 
ference lines. It is pointed out that in view of the proclama- 
tion issued by the Australian government April 4, prohibiting 
the importation of certain goods except with the written consent 
of the Minister for Trade and Customs, shippers should note 
carefully the terms and conditions of the bills of lading under 
which all shipments to Australia are accepted. It is suggested 
that shippers will do well to give special attention to the follow- 
ing clause in the regular form of bill of lading: 


If the within goods do not satisfy all requirements of any British 
and (or) other authorities for importation into the country of des- 
tination, the shippers are to indemnify vessel owners against any 
expenses of detention of the vessel arising in consequence thereof. 
In the event of goods not being permitted to be landed at destina- 
tion, vessel owners may land them at any other port or return them 
to port of loading, charging in either case freight and (or) forward- 
ing expenses thereon. The vessel shall have a lien on the goods for 
all beforementioned freight expenses and detention and goods shall 
be at shippers’ risk. 


The members of the Australasian Conference are: Funch, 
Edye and Company, Inc., general agents, Commonwealth and Do- 
minion Line; Norton, Lilly and Company, general agents, Amer- 
can and Australian Line; Roosevelt Steamship Company, man- 
aging operators, American Pioneer Line. 


OCEAN MAIL CONTRACTS 


Postmaster-General Brown has signed five contracts with 
the United Fruit Line and the Grace Steamship Company for 
carrying the United States mails by water, which will mean the 
expenditure for new tonnage in American shipyards in the 
next few years of approximately $25,000,000, according to the 
department. Ten new passenger and cargo vessels are to be 
constructed under the terms of the contract. 

“In view of the fact that this new construction will be 
started within a comparatively short time, another important 
step on the part of the Post Office Department has thus been 
taken in carrying out the policy laid down by President Hoover 
for the development of a real American merchant marine,” said 
the department. ‘The contracts signed are all for a ten-year 
period.” 


“It is evident that the Post Office Department fully intends 
to do its part in the accomplishment of the building of an 
American merchant marine of which the country will be proud,” 
said Mr. Brown. “This is evidenced by the fact that with the 
signing of these contracts bonds were deposited amounting to 
$700,000. This means business.” 

A summary of the contracts follows: 


Contract No. 39 of the United Fruit Company is from San Fran- 
cisco to Puerto Armuellas and calls for the building of three new 
passenger and cargo vessels of not less than 6,000 tons, capable of 
maintaining a speed of 16 knots. 

Contract No, 40, United Fruit Company, New York to Port Limon, 
requires the building of three vessels of a tonnage of not less than 
6,000 tons, 16 knots speed. 

Contract No. 41, United Fruit Company, New Orleans to Puerto 
Colombia, calls for two new vessels of not less than 6,000 tons, 16 
knots speed. 

Contract No. 38, of the Grace Steamship Company, Tacoma to 
Valparaiso, calls for the building of one combination passenger and 
cargo vessel of not less than 8,000 tons, with a speed requirement 
of 18 knots. 

Contract No. 8, of the Grace Steamship Company, New York to 
Valparaiso, for a new 8,000 ton ship with required speed of not less 
than 18 knots. 


The inter-departmental subcommittee on merchant marine, 
of which W. Irving Glover, Assistant Postmaster General, is 
chairman, April 22, heard representatives of various shipping 
interests now operating ocean mail routes or who have proposals 
for new routes to be established in the event that they obtain 
mail contracts from the Post Office Department. 

Represenatives of the American-France Line, the American 
Diamond Line, Scantic Line, United States Lines, New York and 
Cuba Steamship Line (Ward Line) and spokesman for the pro- 
posed Atlantic, Pacific coast and the Orient Line, were heard by 
members of the subcommittee. 

Appearing for the American-France Line, operated by the 
Cosmopolitan Steamship Company, were C. Bascom Slemp, 
counsel, J. H. Payne, vice-president of the Cosmopolitan, J. R. 
Munoz, also a vice-president and Lon Hudson, treasurer, of the 
company. 

For the American-Diamond Line, John E. Dockendorff, presi- 
dent, of the Black Diamond Line, the operating company and 
B. J. Sudman, secretary and treasurer, appeared before the 
committee. 

Representing the United States Lines, bidders for the above 
named lines, were Glenn R. Snider, counsel, J. E. Andrews, as- 
sistant to the vice-president and P. J. Osteye. 

The Scantic Line, which desires an extension of its service 
to Murmansk and Leningrad, Russia, was represented by Elisha 
Hanson, counsel, A. B. Moore, president of Moore and McCor- 
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mack Steamship Company, and E. J. McCormack, treasurer ¢ 
the line. 

The New York and Cuba Steamship Line (Ward Line) wa; 
represented by Franklin D. Mooney, president, Henry BE. Cobaud 
vice-president, and Edward H. Duft, counsel. . 

Request for a mail contract was made before the subcom. 
mittee by Kenneth D. Dawson, operating the States Steamshj 
Company, of Portland, Ore. This contract would operate be 
tween Portland and the Orient, and would mean the Constructing 
in American shipyards of five 16-knot passenger and freight 
vessels costing approximately $16,500,000. Ships on this Dro- 
posed route would operate from New York, Baltimore, Havana 
through the Panama Canal, to Los Angeles, San Francisco, Port. 
land and thence to the Orient. 

Senator Frederick Steiwer, of Oregon, appeared in support 
of the suggested line, as well as Representative Franklin f 
Korell, of Oregon. Walter S. Brooks, of Baltimore, president at 
the Canton Railroad Company, also appeared in behalf of the 
proposed ocean route. 

John H. Thomas, of the International Merchant Marine 
Company, spoke in opposition to that portion of the propose 
service classed as intercoastal. He argued that this service was 
already “over-tonnaged.” 

No action was taken by the subcommittee on any of th 
proposals placed before it. The various projects will be give 
immediate consideration, however, and the results reported t 
the parent committee on merchant marine. 

Postmaster General Brown, April 24, signed three ocean 
mail contracts, with the United States Lines, on routes from 
New York to Southhampton, via Cherbourg, from New York ty 
Hamburg, via Plymouth and from New York to London, via 
Plymouth. Under the contracts, the United States Lines musi 
build two vessels of not less than forty-five thousand tons each 
and two new passenger and cargo ships of not less than twenty 
thousand tons each. It is estimated approximately $78,000,00 
will be spent in American shipyards in the next few years for 
the required ships. 


PORT TERMINAL CHARGES 


The Traffic World Washington Bureau 


Issues involved in Wharfage Charges at Atlantic and Gulf 
Ports, 157 I. C. C. 663, were revived before the House committe 
on interstate and foreign commerce this week in hearings o 
H. R. 10418, the bill introduced by Representative McDuffie, of 
Alabama, to amend the interstate commerce act to require the 
carriers to maintain and publish separate charges for the us 
of water terminal facilities at the ports and to require the 
Commission to value such facilities separately and prescrile 
rates, fares and charges that would yield a reasonable retun 
on such value. 

In an adverse report on the bill, Commissioner Eastmat, 
chairman of the legislative committee of the Commission, said 
that whether or not carriers should be required to maintain 
separate charges A the use of the facilities was a question of 
policy upon which“the Commission was divided. A full dis 
cussion of the subject, said he, was continued in the port whari- 
age case referred to above. He said it would be noted that all 
the commissioners were of the view that the Commission now 
had the power to require the maintenance and separate publica 
tion of charges for the terminal services but that they disagreei 
as to whether that power should be exercised. He said the 
majority found that the “record does not warrant the issue of 
an order requiring the separate publication of the constituetl! 
elements of rates to ship side,” and that five commissioners wert 
of the contrary view. After dealing in detail with the wording 
of the bill and possible results from its enactment into la", 
Mr. Eastman said: 


_. , Our conclusion is that this is a matter of such complexity thi 
it is very difficult, if not impossible, to cover it adequately by speci 
legislation. In view of this fact, and also of the reasonable doubts 
which may be entertained as to the wisdom of requiring in 4 
stances separate charges of the kind proposed, it seems to us to 
a matter which can best be left to the administrative discretion “ 
the Commission, as is now the case. We are, therefore, unable t? 
approve the bill proposed. 


Representative McDuffie assumed charge of the presentati0! 
of the case in support of the bill. 
introduced at the request of persons who believed that the 
relief provided therein would be for the good of the commert? 
of the country. As matters now stood with respect to watet 
terminal facilities at the ports, said he, there was, in th 
legalized rebating on the part of the railroads because of 
low charges made by the railroads for the services at the ports. 
He said the public terminals were not making a living. 

Charles E. Cotterill, representing the American Warehous 
men’s Association, speaking along similar lines and taking * 
position substantially similar to that taken by him in r 
wharfage charges case, said there was a singular lack 








He said the measure We 
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tion on the part of the Commission as to the seriousness 
of indirect rebating that was going on under existing practices 
‘n connection with rail services at the ports. 
™ Horace Turner, president of the Turner Terminal Com- 
Mobile, Ala., said that the cost of the rail terminal service 
ee Atlantic ports was seven times greater than the charge 
v lected for it and that at north Atlantic ports the charge was 
twenty-eight times the cost. He said what was desired was a 
remunerative basis of rates for the terminal services, so that 
the owners Of terminal facilities might make a living. 

Asked by Representative Johnson, of Indiana, whether ship- 
pers were in favor of what was proposed, Mr. Turner said shippers 
were glad to get for 20 cents what was costing a dollar. 
Additional testimony in support of the McDuffie bill was 
given April 23 by J. Spencer Smith, president of the New Jersey 
Board of Commerce and Navigation; John P. Hill, for the port 
of Baltimore, and Major General William L. Sibert, retired, 
chairman and chief engineer of the Alabama State Docks at 
~——— General Sibert told of the great development of the 
rt of Mobile since the state docks had been completed. He 
said 22 new steamship lines had come into the port since con- 
struction of the terminal facilities began. He made the point 
that under existing practices the state terminal could not make 
enough to pay the interest on the bonds sold to provide the 
money for the project and to provide for amortization of the 
debt. He said there was no intention of attempting to operate 
the property at a profit. He said the charges made by the rail- 
roads were too low and kept down the charges of the public and 
private terminals. He believed there should be centralized con- 
trol in every port of all dock facilities. What he emphasized 
particularly was that the public and private terminals wished to 
be able to make a living. He also favored putting all dock facili- 
ties at the ports under the jurisdiction of the Commission, but he 
said Pacific coast interests were opposed to that. 

J. B. Campbell, formerly a member of the Commission, ad- 
advised the committee he had been retained by Boston but that 
he was not prepared to submit Boston’s position at that time. 
The hearings were adjourned subject to the call of Chairman 
Parker, who said they probably would be resumed in eight or 
ten days. 
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WATER CHARGES ON CIGARS 


Attack on the rates on cigars moving from east coast ports 
to west coast ports of the United States is made in No. 62, York 
County (Pa.) Cigar Manufacturers’ Association vs. American- 
Hawaiian Steamship Company et al., filed with the Shipping 
Board. 

The complainant is an association composed of manufac- 
turers of cigars, with general offices at Red Lion, Pa., and 
traffic department offices at York, Pa. 

It is alleged that the rate charged on cigars together with 
the split delivery practice on cigars from east coast ports to 
west coast ports is unduly and unreasonably preferential and 
advantages to competitive materials such as cigarettes, in viola- 
tion of section 16 of the shipping act and unreasonable in viola- 
tion of section 18 of the act. A cease and desist order and 
lawful rates are sought. 


SHIPPING COMBINATION CASE 


_ Application has been made to the Supreme Court of the 
United States by the United States Navigation Company, for a 
review by that tribunal of the refusal of the federal court for 
the southern district of New York to enjoin an alleged con- 
spiracy and combination among the lines that are alleged to 
carry 95 per cent of the general cargo trade from north Atlantic 
ports to the United Kingdom ports. The case is now in the 
Circuit Court of Appeals, but the United States Navigation 
Company has asked the highest tribunal to pass on the ques- 
ons raised by it immediately. 

, The applicant alleged that the north Atlantic lines, by a 
— of joint, exclusive patronage contracts exacted from 
m ppers, excluded it from that trade. The ship lines named in 

© petition as having forced such contracts upon shippers to 


the exclusion of the petitioner are the Cunard and other north 
Atlantic lines, 





U. S. OPERATION OF SHIPS 


to anreee has authorized the Merchant Fleet Corporation 
wats the so-called “lump-sum” method of paying its man- 
offers ee of Shipping Board vessels. In the independent 
Congress teen stion bill, now approved by both branches of 
maintena, 8 a provision that payment of losses due to the 
through og and operation of a ship may include operation 
enate oot Ge et to pay a lump-sum consideration. The 
Oficial 8 provision in the bill and the House agreed to it. 
Clals of the Merchant Fleet Corporation and the Ship- 


PAGE 1127 


ping Board have favored the “lump-sum” plan on the ground 
that the government would be able thereby to effect economies 
in the operation of the government ships. Under the plan an 
operator would receive a lump-sum payment from the Fleet 
Corporation for operating ships, the amount of the lump-sum 
payment to be determined in the light of past experience with 
respect to cost of operation of the ships. 

Comptroller-General McCarl ruled, before Congress approved 
the lump-sum arrangement, that the Fleet Corporation could 
not use it under the law. 

Representative LaGuardian, of New York, who has been 
— the Shipping Board recently, attacked the lump-sum 
plan. 


HAGUE SEA RULES 


Attention of member organizations of the Chamber of Com- 
merce of the United States especially interested in foreign 
trade has been directed by President Butterworth, of the cham- 
ber, to H. R. 3830, the bill providing for adoption of the Hague 
— governing the carriage of goods by sea, in a modified 
orm. 

“Hearings were recently held on the measure,” says the 
chamber, “but no further action was taken by the House com- 
mittee and unless the interest of commercial concerns in it is 
not brought to the committee’s attention, it will probably be 
given no further consideration during the present session of 
Congress. 

“The prolixity, uncertainty and variableness in ocean bills 
of lading, which are important shipping documents, have been 
a source of difficulty for cargo owners, ship Owners, under- 
writers and bankers. A code of rules, simply stated, covering 
the relations and responsibilities of all parties affected by ocean 
bills of lading, was drafted by the International Law Association 
meeting at The Hague in 1921. These rules have since been 
widely approved and were, with slight modifications, incorpo- 
rated in an international convention at the Brusels Conference 
in 1922, which is now before the various governments for adop- 
tion. In the United States approval has been delayed by various 
objections, but these have been overcome and there is virtual 
agreement on the desirability of the pending legislation on the 
part of the business interests involved.” 


COMMERCE IN U. S. SHIPS 


In the first two months of 1930 American vessels carried 
32.5 per cent, by value, of the general imports in the water- 
borne foreign commerce of the United States, as compared with 
31.8 per cent for the same period of 1929, according to the 
monthly summary of foreign commerce issued by the Depart- 
ment of Commerce. For domestic exports the percentages were 
36.3 for the 1930 and 33.4 for the 1929 period. For February 
the percentage for imports was 34 as against 30.2 in February, 
1929, and for exports, 38.3 as against 34.4 for February, 1929. 


PANAMA CANAL TRAFFIC 
In March, according to the Panama Canal Record, 515 com- 
mercial vessels transited the Panama Canal. Tolls on these 
vessels aggregated $2,260,002.36. 
For the first nine months of the fiscal year ending June 30, 
1930, commercial transits totaled 4,739, and tolls, $20,580,233.88. 


HOBOKEN PIER ACT 


President Hoover has signed the act authorizing the Ship- 
ping Board to dispose of its pier properties, seized from German 
owners in the war period, at Hoboken, N. J. The property will 
be advertised for sale by the board. 


SCANTIC FOR SALE 


The Shipping Board will receive on May 15 bids for pur- 
chase of the Scantic, a Hog Island type cargo steamer, which 
was seriously damaged by fire at New Orleans last month. The 
vessel is to be sold on an “as is where is” basis. The ship 
has been in operation on the Dixie Mediterranean Line. 


SHIP OFFICERS AND CUSTOMS 


Representative Free, of California, has introduced H. R. 
11788, a bill authorizing pursers or agents of vessels of vessels 
of the United States to perform the duties of the masters of 
such vessels in relation to entrance and clearance of same in 
customs collection districts of the United States. 


MONEY FOR COMMISSION 
Congress has approved the independent offices appropria- 
tion bill carrying $9,329,963 for the Commission for the fiscal 
year ending June 30, 1931, including $3,547,313 for valuation 
work. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation ef freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Weights and Weighing 


INinois—Question: A railroad scale is not long or large 
enough to weigh a car 50 feet in length. 

To arrive at the net weight carriers placed the front end 
of the car on the scale and then placed the rear end on the 
scale. 

The weight of the front end and the weight of the rear end 
were added and the tare weight of the car deducted from the 
total weight of the front and rear end to arrive at the net 
weight for the purpose of computing the freight charges. 

The weight of the front end exceeded the weight of the rear 
end approximately twelve tons, or nearly 24,000 pounds. 

We believe it is impossible to arrive at an accurate net 
weight of a car that is weighed in this manner and would like 
to have your views with reference to any cases or decisions of 
the Commission on the subject. 

Answer: With respect to this question, see the Commis- 
sion’s decisions in Western Lumber & Pole Co. vs. B. & O. R. R. 
Co., Unreported Opinion 746, and Patent Vulcanite Roofing Co. 
of Ala. vs. P. C. C. & St. L. Ry. Co., Unreported Opinion 717. 
The former decision covered the weighing of a shipment loaded 
on two cars, while the latter covered the weighing of a single 
car. The Commission, in the latter case, said: 


It appears that the car was weighed in two drafts, which method 
has been frequently condemned by the Commission for the reason 
that it does not produce accurate results. 


In the former case it said: 


At none of the points referred to were the scales large enough 
to accommodate both cars, and the shipment was therefore weighed 
in two drifts, which is generally conceded to be an unsatisfactory 
method and does not produce accurate results. 


Damages—Express Charges 


California.—Question: We have forwarded several ship- 
ments via express, consignees claiming that shipment was never 
received, for which it becomes necessary to file claim for the 
amount of merchandise shipped plus the prepaid express charges 
incurred. 

The express company claims that the charges are earned 
regardless of whether the shipment has been delivered or not. 

We write to inquire if you have any ruling on this subject 
and whether or not they are correct in their contention. 

On shipments that are forwarded via rail freight from the 
Atlantic coast and deliveries are not made, we have always been 
refunded the freight charges and believe that the express com- 
pany should do likewise. 

Answer: As to shipments by freight. except where there 
are rates depending upon actual or released valuations which 
apply thereon, the ordinary basis of recovery is the market 
value at destination, from which amount freight charges are 
deductible upon the ground that the value of the shipment has 
been enhanced by its transportation, at least in the amount of 
the freight charges. C. M. & St. P. Ry. Co. vs. McCaull-Dins- 
more Co., 253 U. S. 97. 

As to shipments by express, released ratings or rates apply 
in all instances, but in determining the amount to which a 
shipper is entitled in the event of loss or damage, it is the actual 
loss measured by the market value, subject to the amount of 
the release which governs. If the actual value exceeds the re- 
leased value, the latter measures the carriers’ liability, but if 
the actual does not equal or exceed the released value, the 
former measures the carrier’s liability. It is only in this latter 
class of cases that the question whether the shipper is entitled 
to a refund of express charges may arise, for in the former 
class of cases the shipper is not entitled to any amount in 
excess of the value to which the shipment has been released, if 
its actual value exceeded that amount. , 

Where, however, the market value does not equal the re- 
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leased value, the question may arise. It would seem tha ip 
asmuch as the carrier’s liability in such cases is limited ;, 
the market value at destination, that the same Consideration, 
govern the carrier’s liability in the case of freight Shipment; 
and that if the destination value is used to measure the carrier, 
liability, express charges should be deducted if not paiq and 
disregarded if paid, upon the ground that the transportatip, 
of the goods has enhanced the value of the goods to the extey, 
at least of the amount of the express charges. See Ward ); 
American Ry. Express Co., 259 S. W. 514; Hardesty vs. America 
Ry. Express Co., 119 A. 681. 


Liability of Carrier Where Expense Results from Conversion of 
Shipment on Part of Both Carrier and Party Receiving 
Shipment in Error 
Maryland.—Question: A carrier who has standing placemey 

orders, places for unloading car, contents of which is a commo. 

ity used by consignee. Three hours later carrier notifies }, 
telephone car placed in error. : 
Carrier rarely furnishes freight notices for carload trafy 

to this particular consignee and when they are furnished it j 

often several days after the unloading has been accomplished 
Considering the fact that the siding in question is withip 

a fenced area, admittance gained through gate which is key 

locked, trainmen having key. Who, in your opinion, is resp). 

sible for the cost of unloading and reloading, car erroneously 
placed? Will you kindly cite any ruling similar? : 

Answer: While there was a conversion of the shipment jp 
question by the carrier by reason of its delivery of the ship 
ment to you, there was likewise a conversion thereof on the 
part of your company in assuming dominion over the shipment 
and unloading it from the car. 


It is the wrongful exercise of dominion over anothers 
property that constitutes a conversion. To constitute a conver. 
sion, it is not necessary that a party should have applied the 
property to his own use, or that he should have derived any 
benefit therefrom, it being sufficient that he has dealt with the 
property as if it was his own and in defiance of the owners 
legal rights. 


As to the matter of contribution, where one of several wrong. 
doers has been compelled to pay the damages for the wrong 
committed, the general rule is that he cannot compel contribu. 
tion from the others who participated in the commission of the 
wrong. 


However, the general rule that there can be no contribution 
among wrongdoers has many exceptions. 


It has been stated that the principle that no right of con- 
tribution exists as between wrongdoers is confined to cases 
where the transaction is actually illegal or void, or where the 
fraud is so great that on moral grounds the court will not enter: 
tain a suit for the relief of the tort feasor, and that in cases of 
quasi torts only, not involving any moral turpitude or any personal 
fault, or where the acts are not obviously unlawful, or the parties 
are not presumed to have known they were doing any wrong, 
or where their liability is by implication of law merely, then 
contribution will be enforced. 


It appears, however, that the conversion of the shipmett 
did not result in a claim on the part of the rightful owner, but 
that your company was put to the expense of unloading and 
reloading the car. As to whether this expense is legally charge 
able to the carrier has not been the subject of a decision 0 
the courts, so far as we have been able to ascertain. It would 
appear, however, that the principle of the decision in Schaf 
vs. Richardson, 250 Pac. 133, is applicable. In this case it wa 
held that where a plaintiff’s own unlawful act concurs in causil: 
the damage he complains of, he cannot recover compensatidl 
for such damage. 


Tariff Interpretation—General Rules in Exceptions Circular Car. 
not Be Construed as Establishing Joint Rate in Tariff Which 
Specifically Provides to Contrary 


Illinois —Question: Agent Jones’ 218-F names class rates 
from Green Bay, Wis., to Eastern Trunk Line territory. Sup 
plement 13 thereto, on page 23, provides that such rates = 
apply as maximum at intermediate points except from points 
on the C. M. St. P. & P. in Wisconsin. 

Agent Jones’ 130-S, supplement 26, item 288, provides for 2 
rating of rule 26 on cheese in carloads from points in the “ 
of Wisconsin to Trunk Line territory, and also contains “ 
usual rule providing for application from intermediate = 

There are no through class rates named in Jones ~ 
from Kiel, Wis., a local station on the C. M. St. P| & P. Ry. 
Eastern territory, which would bring that origin point b 
the application of the exception referred to and make the throug 
rate from Green Bay applicable at Kiel. si 

In your opinion is this application prohibited by the ee 
sion of supplement 13 tariff 218-F? In other words, does 
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wo New Limiteds 


of the Freight Service 


Join the Famous Fleet of Sixty-four 
named Pennsylvania Freight Trains... 


“Cock o’ the Walk” and “Dynamic” 


running between Cincinnati and Detroit 


ATEST additions to the famous Pennsyl- 
. vania fleet of “Limiteds of the Freight 
Service” are “Cock o’ the Walk,” north- 
bound, and “Dynamic,” south-bound—carry- 
ing fresh fruits, vegetables and merchandise 
swiftly, safely and on time between Detroit 
and Cincinnati. 


They join a group of 62 other named freight 
trains that consistently, day in and day out, 
winter and summer, have set enviable records 
for dependable, on time arrival. 


Part of the new business strategy 


To the shippers of Detroit and Cincinnati, 
they bring another powerful business weapon. 
Their dependable schedules offer additional 
help in the fight to cut down inventories, 
to release capital for constructive work, and 
to correlate manufacture and distribution. 


Remember the names—“‘Cock o’ the Walk” 
— “Dynamic.” They are destined to become 
famous—to set new records in their own right. 


PENNSYLVANIA 





OTHER FAVORITES OF 
THE INDUSTRIAL TRAFFIC 
MANAGER 


These Pennsylvania ‘‘Limiteds of the 
Freight Service’ are noted for their 
dependable on time arrival 


FLYING CLOUD 
Merchandise 
Buffalo to Pittsburgh 


UNCLE REMUS 


Perishable Freight 
(From Southern States) 
Washington to Boston 


THE PREMIER 
Live Stock 
Pittsburgh to Seaboard Cities 


THE VULCAN 
Merchandise 
Pittsburgh to Seaboard Cities 


THE YORKER 


Freight 
New York and Jersey City to York, Pa. 


RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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intermediate application of item 288, tariff 130-S, take precedence 
over the prohibition of tariff 218-F, or vice versa? 

Answer: In the State of Wisconsin vs. A. & R. et al., 153 
I. C. C. 239, the Interstate Commerce Commission held the rates 
on cheese, in carloads, from all points in Wisconsin to all points 
in Official Classification territory unreasonable to the extent 
that they exceed rule 26 rating and rates. Pursuant to this 
decision, item 288, supplement 26 to the Exceptions Circular 
130-S, Jones’ I. C. C. No. 2129, was established. Apparently no 
fourth section relief was granted in this case, for the carriers 
have published in item 288 an intermediate rule holding the 
Wisconsin rule 26 rate maximum at intermediate points. This 
rule very specifically points out that where the establishment 
of rule 26 rating does not provide a rate at an intermediate 
point such point will take the rate applicable at the next more 
distant point from which the rule 26 rating is established. 

Attention is directed, however, to the title page of Agent 
Jones’ tariff 218-F, I. C. C. 2123, which provides that the rates 
named therein are governed “except as otherwise provided 
herein” by the Official Classification and the Exceptions thereto. 
On page 23 of supplement 13 to this tariff, as you state, provision 
is made for application of the next more distant point rate from 
any unnamed point, but it is stated in conjunction therewith 
that this intermediate rule will not apply from stations on the 
C. M. St. P. & P. in Wisconsin. The questions seems to turn, 
therefore, on whether the provision that the rates on any com- 
modity named in this tariff from Green Bay will not apply from 
Kiel shall control, or whether the provision in the Exceptions 
Circular that on cheese the rule 26 rating from the next more 
distant point will apply from any intermediate point from which 
the exceptions item 288 does not provide a rate overrules the 
conflicting provision in the rate tariff itself. 

It might be contended that inasmuch as item 288 of the 
Exceptions provides a basis by intermediate application “from 
all stations on the C. M. St. P. & P. in Wisconsin” on cheese 
specifically, whereas the C. M. St. P. & P. exceptions to the 
intermediate rule in tariff 218-F is merely a general exception 
on all traffic from C. M. St. P. & P. stations in Wisconsin, the 
cheese item 211 should control, it being the more specific. Were 
the item in the exceptions of equal dignity with the rate tariff 
item, we would say the cheese item in the exceptions controls, 
based on the well-known rule of interpretation that the specific 
removes the general provision when in conflict, but inasmuch 
as the exceptions governs only “except as otherwise provided 
herein” in the rate tariff and it is clearly provided to the con- 
tract in the rate tariff, our view is that the rate tariff governs 
and the exceptions tariff does not establish a joint rate from 
Kiel. In view of the Commission’s decision, however, our view 
is that the rate is unreasonable from Kiel in that it exceeds 
the rule 26 rating from Green Bay. 


Tariff Interpretation—Application of Classification Rating on 
Rough Castings 


Alabama.—Question: Fourth class rating is provided on 
rough castings, as from the mold, item 8, page 258, of Consoli- 
dated Classification No. 5, where such castings require no further 
work before becoming a finished article. 

Castings received by us are painted before being used. Can 
you cite decision of Commission involving castings or any other 
article, where the process of painting is further work done on 
the article? Carriers claim painting does not constitute further 
work, but castings must be further machined or drilled. 

Answer: We can locate no case in which the question in- 
volved was whether the painting of a casting or other article 
was further work, other than the decision in Classification on 
Automobile Bodies, 50 I. C. C. 309. 

However, the fact that under item 9, page 258, of classifi- 
cation, a casting which is painted before being shipped, is given 
a higher rating based upon the fact that it is a “casting further 
advanced than in the rough,” would seem to indicate that paint- 
ing is further work within the meaning of the term in note 5 
on page 258 reading “or where a casting in the rough requires 
no further work before becoming a finished article for which 
a specific classification item or rate is specified.” 


Demurrage Rules—Notification of Consignor of Unclaimed Car- 
load Perishable Freight on Hand at Destination 


Missouri.—Question: American Ry. Association, Tariff 4-J, 
I. C. C. 2192, issued by B. T. Jones, naming car demurrage rules 
and charges. Kindly refer to rule No. 4, section E, paragraph 
2. If consignee notified 3 a. m. April 1, what date and time 
should the carrier notify consignor? 

Answer: Rule 4, section E, paragraph (2), of the Demur- 
rage Rules, provides: 


“. . . When unclaimed perishable carload freight has not been 
disposed of by this railroad and remains on hand undelivered at 
the expiration of three days from the first 7:00 a. m. after the day 
on which notice of arrival has been sent or given to the consignee 
or party entitled to receive same, a notice to that effect shall within 
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twenty-four hours thereafter be sent by wire to the consignor 
owner when known, or, when not known, to the agent at Doint of 
shipment, who shall promptly notify the consignor, if known.” 


If notice of arrival is sent consignee on April 1 the thre. 
day period mentioned which must elapse before the carrier, 
duty to send notice arises, commences to run at 7 a. m, April) 
April 2, 3 and 4, therefore, constitute this three-day perioj 
The twenty-four-hour period which is allowed the carrier in 
which to send notice and which period follows expiration of th, 
three-day period which runs before the duty to notify arises 
commences to run at 7 a. m. on Saturday, April 5, and if th 
carrier sends the notice required any time after 7 a. m. of 
that date and prior to 7 a. m. on Sunday, April 6, it will 
complying fully with the rule. It is noted that the carrie 
has no duty to send the notice until the shipment has bed, 
on hand three days following first 7 a. m. after notice of arriyy) 
is sent, and at the expiration of that time it still has twenty-foy 
hours in which to send the notice. 

By sending notice of arrival on April 1, however, we mea 
the business day of April 1, which, for demurrage purpose 
starts at 7 a.m. We would say that a notice posted at 3a, 
belongs to the day (24-hour period) which commenced at 7 
a. m. March 31 and expired at 7 a. m. April 1, so that the three. 
day period would commence to run in the case you cite, a 
7 a. m. April 1, and some time within the twenty-four-hoy 
period commencing Friday, April 4, the carrier should sgenj 
the notice. A “day” within the meaning of the demurrage rule 
is twenty-four hours. See rules 2, 3, 4, 6, 7, 8, and 9, all of 
which count two days as forty-eight hours, or one day a 
twenty-four hours, and start the day at 7 a. m. 


Transit Privileges—Substituting Transit Credits After Shipment 
Leaves Transit Point for Those Previously Applied at Time 
of Movement 


Nebraska.—Question: In December, 1926, we made a trap. 
sit shipment applying inbound tonnage covering commodity origi- 
nating at Fertile, Minn. Two years after shipment moved the 
railroad company informs us that the through rate protected o 
this shipment at time of transit is inapplicable, as the movement 
was via a route via which the through transit rate, made m 
the Sioux City, Ia., combination, could not be protected. We 
have a number of freight bills on hand that were not used 
and which would apply to the foregoing shipment according to 
the carrier’s interpretation of the transit privilege. The car 
riers are now suing us for undercharge. What we wish to know 
is, can we now supply tonnage moved according to the carrier's 
interpretation of the transit privilege? The transit privilege 
is authorized in item 270 of C. & N. W. Tariff G. F. D. No. 14000-J, 
I. C. C. 9946. Rule 35 of this tariff provides: 

“No substitution of inbound tonnage credit surrendered by shipper 
in connection with the bill of lading covering the movement from the 
transit station will be allowed unless conclusive evidence is submitted 


to show that the tonnage credit previously surrendered cannot lav- 
fully be applied in connection with such shipments.” 


Answer: In our opinion, the desired substitution canno 
lawfully be made. Whatever meaning may be attached to rule 
35 quoted, it is sufficient to state, in our opinion, that even i 
its intendment is to permit a substitution of other tonnage 
when it is later found that the through rate cannot be pro 
tected via route of movement of tonnage which was surrenderel 
at time of transit, other rules in the same tariff may not be 
overlooked. The time limit for surrendering transit credits i 
fixed by the tariff in question at one year from date of the 
inbound freight bill and no exception is carried regarding sib 
stitution of freight bills as may be contemplated by rule 3, 
Obviously, the transit house cannot lawfully apply to a ship 
ment moving from transit point in 1926, a freight bill coveris 
tonnage which originated after actual shipment from trais! 
point. The theory of transit as has been expounded by cous 
and commissions in hundreds of cases is that the shipment * 
to be treated as a through movement—the same as a througi: 
billed shipment, the delay at transit point being merely incidental 
for the purpose of processing, after which the shipment pé 
viously begun resumes its journey to final destination. It would 
manifestly be a perversion of the whole spirit and essence of 
transit to apply on the outbound movement, after it has occutl*’. 
inbound freight balls covering shipments which started their 
journey from original shipping points after the transit shipmet! 
left its transit point. 

Rule 31 provides that carriers will require an accountizé 
of tonnage on hand and cancellation of excess freight bills : 
nually as of either June 30 or December 31, and if the came 
has been canceling the excess on hand at your transit _— 
we do not see how you could possibly have any “live” tonnaé 


on hand for substitution purposes at this late date, pena 
substitution were permitted, and even if the one-year limita 
on freight bills did not exist. the kind 


Further, we very much doubt that rule 35 permits 
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of substitution desired, for it relates to the surrender of freight 


pills which cannot lawfully be applied. There is no law against 
surrender of freight bills covering shipments moving on com- 
pination rates as well as through rates. Sometimes it is very 
advantageous to do this, especially if the rate from transit point 
has been changed since the commodity left original shipping 

int. We think this rule relates to the elimination of freight 
pills which have been illegally applied through unlawful sub- 
stitution or misrepresentation, and permits the surrender of 
some credits which can be applied without violation of the law 
against illegal transit practices, but even then such substitution 
must occur within the time limit set by the tariff. 


tariff Interpretation—Alternative Provisions—Rates Covered by 

One Classification vs. Rates Governed by Another Classifi- 

cation 

Tennessee.—Question: Referring to your April 5 edition of 
The Traffic World, page 934, reference to Minnesota question 
covering tariff interpretation—alternative provisions to the effect 
that if rates in one section governed by Official Classification 
make lower than in another section governed by Western Clas- 
sification. 

I notice your ruling in this connection is that the entire 
charge on the shipment is to be alternated one section against 
the other. 

We note that in your answer you are referring to Agent 
Jones’ I. C. C. 2122. This tariff is governed by the Consolidated 
Freight Classification and rule 12, section 2, of the classification 
reads: 


“Single less than carload shipments of two or more classes of 
freight, when each class is in a separate package, will be charged at 
— = authorized estimated weight and at the rating applicable to 
each class. 


Under authority of rule 12 of the classification it is our in- 
terpretation that even though the alternative note fn the tariff 
makes specific reference to the shipment, the actual charges 
on the shipment can be arrived at by alternating the particular 
rate on each commodity one section with the other where you 
have shown in the bill of lading or waybill separate weights 
for each article making up the single shipment. Of course, if 
the different articles in the shipment are shown in the bill 
of lading or waybill under one weight then it is necessary to 
alternate the rate applicable to the entire shipment in one 
section with that carried in the other section. 


If consistent, we would like to have a further ruling from 
you in connection with this particular question. 

Answer: In our opinion, the interpretation referred to does 
hot in any way conflict with the provisions of rule 12 of the 
classification. Each article in the shipment can be charged at 
its own individual weight and the class rate applicable and 
by use of class rates governed, all of them, by the Official Clas- 
sification, or all of them by the Western Classification, in ar- 
tving at the aggregate charges on the entire shipment when 
charged at Official Classification rates, and in arriving at the 
aggregate charges on the entire shipment when charged at 
Western Classification rates in this tariff. In our opinion, the 
- alternative provision authorized by Agent Jones’ I. C. C. 
2122 is in respect of aggregate charges on the shipment. It 
does not state that the charge on an individual article in a 
shipment may alternate with the charge on the same article 
under the two different sets of rates. 


In applying rule 12 all that is necessary to do is to charge 
each article at the class rating applicable thereto. If only one 


} article were in the shipment, only one class rate would be 


involved, and there would be no difference in the amount of 
the charge whether you interpret the rule in your way or ac- 
cording as we understand it. When the shipment consists of 
articles of different classification ratings, however, then it 
ey to test out the charges on the entire shipment with 
a subjected to Official Classification rates and ratings, 
re a all of them subjected to Western Classification rates 
aa ay to get at the lowest aggregate charge on the ship- 
a n doing this each article will be charged at the class 
ond go thereto. The charge for the entire shipment 
au o Jones alternative plan helps to determine the indi- 

thy ass rating applicable to each article in the shipment. 
“aa tariff itself providing the basis of charge on such 
aan also removes anything in the classification to the 
the = ee tariff in question is not governed absolutely by 
posh 8S cation. The title page shows it is so governed “ex- 
“. otherwise provided” therein. 

urther, this alternative provision is in no way contingent 


upon whether the individual weights are shown for each article 


eo of the same class or whether the weight of all 
p dite: shown as an aggregate weight. If the articles are 
whether nt classes the separate weights must be ascertained 

they appear on the bill of lading or not. That is re- 


“Tt has enjoyed the Greatest 
Growth of Any Harbor in the World” 


—Review of Reviews 


Quoting from the Review of Reviews: 
...*... the city of Houston, fifty miles 
inland, aspired to have the mountain 
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brought to Mahomet; and now 
gigantic ocean ships serve this 
inland port. It has enjoyed 


the greatest growth of any 


harbor in the world.” 


A few years ago a small inland town— 
today Texas’ largest ...the South’s 
Second Port and the Nation’s fourth 


export Port. That, in a nutshell, 
is the story of Port Houston. A 
magnificent record and one 
never before equalled! 


Here indeed is the cross-road of the 
Western Hemisphere . 
meets West and North and South 
America join hands. Here is the logi- 
cal distribution center for any busi- 
ness whose connections extend to 
South or Central America. 


. where East 


Let 


the Houston Port Bureau help 

you and give you the facts and 
information you want. Just con- 
sult the one nearest you by 
letter, wire or in person. 


Address: 


JOHN C. MAYFIELD 
1512 Whitehall Bldg., New York, N. Y. 


T. P. BARTLE, 


433 Board of Trade Bldg., Kansas City, Mo. 


F. C. DEZENDORF, 


Cotton Exchange Bldg., Dallas, Texas 


T. E. DUGGAN, 


Chamber of Commerce Bldg., Houston, Texas 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON 


OR 
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quired by rule 12, also by the class rates which apply per 100 
pounds. In view of the different ratings in the two classifica- 
tions it would be much more convenient not to aggregate the 
weights on any articles. Some of them may take the same 
class in one classification and different classes in the other. 
It would facilitate application of the alternative aggregate 
charges on the shipment if the weight on each package is sep- 
arately shown. 


Tariff Interpretation—Application of Intermediate Rule to Rate 
Which Applies Over Either of Two Undesignated Divisions 
of the Same Road 


Pennsylvania.—Question: During October and November, 
1929, twelve cars of bulk apples were shipped to us at Gardners, 
Pa., from Carrollton, Md. The charges were assessed at 22c 
per 100 pounds, which is fifth class rate. 


There is a commodity rate of 17c per 100 pounds on bulk 
apples from Westminster, Md., to Gardners, Pa., published in 
W. Md. I. C. C. 7972. Routing is specified via Gettysburg, Pa. 

As you will note from a map of the Western Maryland 
Railway, Carrollton is intermediate to Westminster if cars move 
via Emory’s Grove, but is not intermediate if cars move via 
Highfield. The distance from Westminster to Gardners is about 
five miles more via Emory’s Grove than via Highfield. The 
above cars from Carrollton all moved via Emory’s Grove. 


Carrier claims that commodity rate of 17c from Westminster 
applies only via Highfield on account of shorter mileage. We 
claim that, as tariff does not specify routing except via Gettys- 
burg, the rate will apply via Emory’s Grove and since the dis- 
tance is only a few miles more, it could not be regarded as a 
circuitous route. Hence carrier should protect the 17c rate on 
shipments from Carrollton. 


Would appreciate your opinion on the above. 


Annwer: The distance from Westminster to Gettysburg 
via Highfield is 59 miles and via Emory Grove 65 miles, or 10 
per cent circuitous to Gettysburg. Western Maryland I. C. C. 
8015. The distance from Gettysburg to Gardners is 14 miles 
per Reading Co. I. C. C. J-8514. Totol distance Westminster to 
Gardners via Highfield 73 miles; via Emory Grove 79 miles, 
or 7.6 per cent circuitous. The Western Maryland rate tariff 
I. C. C. 7972 does not specify which line of the Western Mary- 
land to use from Westminster to Gettysburg and both being 
open and workable routes and neither requiring an unreason- 
able service, the rate must be offered for either route. The 
route via Emory Grove cannot, in our opinion, be said to be 
circuitous. Further, it is interesting to note that the actual 
haul from Carrollton via Emory Grove is but one mile greater 
than from Westminster via Highfield. See Watters-Tonge Lum- 
ber Co. vs. B. & O. S. W., 59 I. C. C. 229; Curtis Leather Co. 
vs. P. R. R., 123 I. C. C. 1; also Curtis Leather Co. vs. A. T. & 
S. F., 151 I. C. C. 610, in which the Commission held the inter- 
mediate rule was applicable over a route which was as much 
as 16.6 per cent circuitous under circumstances very similar 
to the case in hand. 


Tariff Interpretation—Application of Rule 34 of Classification 
to Height of Box Cars as Well as to Length 


District of Columbia.—Question: Please give your under- 
standing of the correct charges applicable in the following case: 

A car 36 feet long and 10 feet high was ordered for a com- 
modity with a minimum weight of 10,000 pounds subject to 
rule 34 of the Consolidated Freight Classification. 


The carrier placed a car 50 feet long and 10 feet high, which 
was used. The actual weight of the shipment was less than 
10,000 pounds, but charges were assessed at destination on a 
weight of 11,200 pounds, which is the minimum of a 40-foot car. 

The carrier has taken, through its claim agent, the position 
that since there are no cars 10 feet high and 36 feet long, the 
revenue should be collected on the basis of 11,200 pounds, which 
is the minimum applicable to the shortest car which is built 
with a desired height. 

Answer: As the Commission construes rule 34 of the Con- 
solidated Classification in its decision in Ohio Body and Blower 
Co. vs. A. C. & Y. Ry. Co., 104 I. C. C. 19, the rule does not 
give a shipper the right to order a car of specified height, and 
as it does not provide for the assessment of charges on the 
basis of the car ordered, in so far as the height of the car is 
concerned, freight charges must, in our opinion, be paid on 
the basis of the size of the car used. There is no provision in 
the rule for the assessment of charges, in the instant case, on 
the basis of a minimum for a 40-foot car, the shortest car which 
is built with a height of 10 feet. 

In the case above referred to the Commission said: 


__, Some of complainant’s past shipments were made under the pro- 
visions of rule 34, when two cars of less than 10 feet in height were 
furnished for one car of that height ordered. But, owing to the in- 
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applicability of the rule, carriers since have rendered bills for unde 
charges. Relief from their payment is sought in this proceeding" 


Minimum Weights—No Particular Size of Car Ordered, Minimy, 
for Car Accepted Governs 


Tennessee.—Question: We shipped a tank loaded on q fla: 
car several days ago. The tank is 32 feet 6 inches long anj 
6 feet and 5 inches in diameter and has a capacity of g9 
gallons. This is an old railroad car tank which has been 
wrecked, but we are using it in one of our garages. 

This tank was billed out to weight 14,600 pounds. Charges 
were assessed on a minimum weight of 25,440 pounds, the rail 
road using a 37 foot 10 inch car to move it. They rely on ite, 
7, page 431, of Consolidated Freight Classification, Treading a 
follows: 

“S. U., loose or in packages, see note 4, C. L. min. wt, 24.) 
pounds, subject to rule 34.” 

Using the sixth class rate and rule 34, they assessed Charges 
on a minimum weight of 25,440 pounds. 

What I want to know is whether or not we have been oye. 
charged, as I figure this tank could have been moved op ,; 
standard car. 

Answer: The rule is well setiled that where there js; 
graduated scale of minimum weights the shipper has the duy 
of specifying the size wanted. Kaye & Carter vs. Soo Lin 
R. R., Unreported Opinion 159. In Pope Mfg. Co: vs. B. & 9, 
R. R., 17 1..C. C. 400, the shipper was unable to prove that he 
had ordered a car of the size actually used, but contended tha, 
inasmuch as he had informed the agent it was for loading thre 
automobiles, the agent was put on notice that a 36-foot ca 
would be large enough. The agent furnished and the shipper 
used a longer car. Refusing to award reparation, the Comnis. 
sion said that it could not accept the shipper’s contention as 
basis for disposing of the claim. It suggested that, in order 
to keep down disputes of this kind, orders for cars, especially 
where subject to varying minima, should be made in writing 

In Miller Saw Mill Co. vs. C. M. & St. P., 45 I. C. C, 22, 
a shipment of 38,000 pounds of lumber moved in a car of 60,00 
pounds’ capacity under a tariff providing for graduated minima. 
A smaller car would have sufficed. Charges were assessed on 
the minimum applicable to a 60,000-pound car. The order for 
the car specified “any” kind of a car, “to be a very small car” 
The Commission held that the car furnished was in reasonable 
compliance with the indefinite terms of the order, stating that 
this was so, even though the shipper may have been misled by 
carrier’s agent in ordering a larger car than necessary. 

See, also, in this connection, the decision of the Commission 
in Chase & Co. vs. A. C. L., HS LC. C. 238. 


ANOTHER BOARD INVESTIGATION 


Having made a number of investigations of the Shipping 
Board since the end of the World War, Congress, through the 
Senate, is to make another one. The Senate commerce CoM 
mittee has reported for passage to the Senate a resolution 
introduced by Senator McKellar, of Tennessee, calling for a 
investigation, and the Senate has adopted it. 

The resolution provides for a special committee of fie 
senators, authorized and directed “to make a thorough invest 
gation into all the acts and doings of the United States Shipping 
Board and Merchant Fleet Corporation and especially into the 
question of sales of ships by the board, the prices secured, the 
terms under which ships have been sold, the character 
responsibility of the purchasers, the change in terms, and all 
other facts relating to the conduct of the board and of the 
Emergency Fleet Corporation, and also thoroughly to investigate 
all construction loans and mail contracts made under or © 
suant to the merchant marine act. Said committee shall 
to the Senate the facts found by it after such investigation ait 
its conclusion as to any appropriate action or legislation 
respect thereto.” : 

The expenses of the committee, under the resolution, would 
be limited to $5,000. 

Senator Copeland, the day after the Senate had adopted i 
McKellar resolution, said he was astonished to find that 
Senate had acted on the measure “in the presence of @ 
of senators,” and that it was well known “by all com 
that there was opposition in the committee to the D 
The senator entered a motion to reconsider the vote 
to the resolution. iv 

“I think it is a very grave mistake to impose another 
vestigation upon the country,” said he. “Here is 4 
relating to the Shipping Board. We have had inves 
without end of that board. The matters brought up are a 
which have been discussed on the floor of the Senate time 
time again.” 

Referring to approval by the Senate of the resolution -_ 
for an investigation of the Shipping Board, T. V. 0’Com0% 
chairman of the board, issued the following statement: 
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25 of these new uper-locomotives 


MORE ASSURANCE THAT YOUR FREIGHT 
SHALL ARRIVE ON TIME 


Twenty-five new superpower locomotives, each 100 feet long, and 
each possessing the strength of 3400 horses, make the Boston and 
Maine way a GUARANTEED freight way in New England . . . They 
provide further assurance that your shipments shall arrive at their 


destinations in good condition — and on time. 


The Boston and Maine, a railroad long established, is NEW in man- 
agement, methods, and equipment . . . Millions of dollars have been 
spent and are being spent —to make Minute Man Service compar- 


able to the best on this continent. 
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The Shipping Board will do everything in its power to cooperate 
fully with the special committee of the Senate which will be appointed 
to inquire into the acts of the board and the Merchant Fleet Cor- 
poration to the end that we may arrive at a mutual understanding in 
the efforts of all concerned to reconstruct the American Merchant 
Marine. Personally, I welcome this opportunity to place before the 
Congress an account of what has been done through the Shipping 
Board and Merchant Fleet Corporation agencies to enable private 
operators of American flag tonnage to compete on a more nearly equal 
footing with the merchant fleets of other nations. 


RAIL-TRUCK COMPETITION FIGHT 


The Traffic World Washington Bureau 


The Commission has refused to suspend the Henry tariffs, 
with April 24 as their effective date, establishing a flat 30-cent 
rate between Seattle, Tacoma and Portland, on what is usually 
called merchandise freight. (See Traffic World, April 19, p. 
1064.) Thereby it allowed the railroads to make the first at- 
tempt, in ordinary freight cars, to meet competition of trucks. 
The tariffs expire by limitation with this year, so that if the 
experiment is not a success it will die without further action 
by the railroads, when the year ends. 


RAIL-BUS SERVICE ST. LOUIS-MEXICO 

Bus-rail service between St. Louis and Monterrey, Mexico, 
is being considered by the Missouri Pacific Transportation 
Company, a subsidiary of Missouri Pacific Lines, operating bus 
service in territory served by the railroad, as announced by 
P. J. Jeff, vice-president of the former. The proposed service 
is planned to meet existing bus competition and offer faster 
and cheaper service between St. Louis and northern Mexico. 

Feasibility of the proposed service, it is said, rests on ap- 
proval by the Texas commission of purchase and operation of 
the Bee Line Coach Company by the Missouri Pacific Trans- 
portation Company, between Palestine and Texarkana, via 
Marshall and Jacksonville, Tex. The matter was considered at 
a meeting at Jefferson, Tex., April 24. Approval will complete 
the last link in the bus service between Palestine and St. Louis. 
The plan involves transportation of passengers by the National 
Railways of Mexico from Monterrey to Laredo, at the Mexico- 
United States national border, and thence via Missouri Pacific 
Lines to Palestine, Tex. Bee Line Coach Company will be op- 
erated from Palestine to Texarkana, via Marshall and Jackson- 
ville, Tex., to join with existing bus service operated by the 
Missouri Pacific Transportation Company through Little Rock 
to St. Louis. 

The service, according to plans announced, will be on a 
rate equivalent to bus fare for the entire distance. The bus 
company will pay both railroad companies’ normal tariff for 
the portion of distance used by the passenger. The difference 
between bus and rail fare will be absorbed by the bus company 
to bring the total to the equivalent of standard bus rate. The 
proposed service is expected to be considerably faster than 
any existing, and will be considerably cheaper than railroad 
fare. Only northbound service will be inaugurated at first, it 
is stated. Southbound service will be started later. North- 
bound service will be started about May 1, if the Texas com- 
mission approves the purchase and operation of the Bee Line 
Coach Company. 


BUS REGULATION BILL 


The minority report on the Parker-Couzens bus regulation 
bill, now pending in the Senate, filed by Senator Dill and also 
approved by Senators Pine, Brookhart, Wheeler, Howell and 
Pittman, opposes the provisions in the bill requiring certificates 
of convenience and necessity for operation of busses as com- 
mon carriers in interstate commerce. 

“The demand for a provision authorizing the Commission 
to grant certificates of public convenience and necessity comes 
from the railroad and bus owners now engaged in interstate 
motor bus business,” says the report. “There is no such de- 
mand from the people whom they serve. This provision of the 
bill to establish one more bureaucratic department of the gov- 
ernment to interfere with the natural development of the people’s 
business. Worst of all, it will prevent that competition that 
brings lower rates and better service to the people.” 


HIGHWAY AID FOR S. A. 

The committee on post offices and post roads of the Senate 
has favorably reported S. 120, to authorize the President to 
detail engineers of the Bureau of Public Roads of the Department 
of Agriculture to assist the governments of the Latin-American 
republics in highway matters. 


CONDITION OF EQUIPMENT 
Class I railroads on April 1 had 129,895 freight cars in need 
of repair or 5.9 per cent of the number on line, according to the 
car service division of the American Railway Association. This 
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was an increase of 6,017 cars over the number in need of Tepair 
on March 15, at which time there were 123,878 or 5.6 per 
Freight cars in need of heavy repair on April 1 totaled 

or four per cent, an increase of 997 cars compared with 
number on March 15, while freight cars in need of light 
totaled 40,899 or 1.9 per cent, an increase of 5,020 Compared with 
March 15. 

Class I railroads on April 1 had 8,274 locomotives iD nee 
of repair or 14.8 per cent of the number on line. This Was 
decrease of 383 compared with the number in need of Tepair 
on March 15, at which time there were 8,657 or 15.4 per 
Locomotives in need of classified repairs on April 1 totaled 
4,595 or 8.2 per cent, a decrease of 243 compared with Mare} 
15, while 3,679 or 6.6 per cent were in need of running repairs 
a decrease of 140 under the number in need of such repair o, 
March 15. Class I railroads on April 1 had 7,247 servicea}j, 
locomotives in storage compared with 6,910 on March 15, 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the perigj 
April 1 to 7, inclusive, was 448,564, as compared with 465,49) 
cars in the preceding period, according to the car service 
division of the American Railway Association. No shortage 
was reported. The surplus was made up as follows: 


Box, 168,077; ventilated box, 658; auto and furniture, 29,097; tot 
box, 197,832; flat, 10,815; gondola, 104,546; hopper, 90,163; total cog 
194,709; coke, 623; S. D. stock, 24,697; D. D. stock, 3,924; refrigerator 
14,326; tank, 495; miscellaneous, 1,243. ’ 


Canadian roads reported a surplus of 33,300 box, 750 aut 
and furniture, 100 flat, 1,450 S. D. stock, and 75 refrigerator cars 


POSTAL REVENUE DEFICIENCY 


A bill (H. R. 10344) to provide for the classification ¢ 
extraordinary expenditures contributing to the deficiency o 
postal revenues has been favorably reported by the House con. 
mittee on post office and post roads. 

“The purpose of this measure is to show in fair and x. 
curate manner the service performed by the Post Office De 
partment and give proper credit for certain services which 
are essentially non-postal but are really public welfare ani 
national policy projects,” said Representative Kelly in the 
report. 

Postmaster-General Brown, in a letter approving the mea 
ure, said that the deficit for the fiscal year 1929 was $87,935, 
841.13, including a total of $29,443,795.97 for official mail, franked 
matter, free mail to the blind, other free services, and air mail 
and ocean mail service losses. 


COMPROMISES ON RAIL LOANS 


Senator Smoot, of Utah, has introduced S. 4254, a bill to 
authorize the Secretary of the Treasury, with the approval o 
the Commission, to compromise indebtedness of a railroai 
company to the United States, that is in the hands of receivers, 
on account of loans made under section 210 of the transportatio 
act, if the Secretary decides that the carrier is unable to pa 
in full. 


ROLLING STOCK ADDITIONS 


The railroads of this country on April 1 had 37,117 freight 
cars on order, according to the car service division of the 
American Railway Association. On the same day last ye 
there were 42,561 cars on order and 25,248 on order on 
1, 1928. 

Although the number of freight cars on order on April 1 
this year was 5,444 below the number one year ago, the mt 
ber of new freight cars installed in service during the im 
three months this year totaled 24,739, compared with 854i 
the same period in 1929, or an increase of 16,195 cars. 

Installations for the first three months this year were al 
an increase of 14,675 cars above those for the same period is 
1928. 
The railroads also had more locomotives on order on April 
1, 1930, than on any similar date since 1926, the number on thi! 
day this year having been 442. On April 1, last year, thet 
were 372 locomotives on order. Locomotives placed in ser" 
in the first three months this year totaled 189, compared Wi! 
118 in the same period in 1929 and 435 in 1928. 

Of the freight cars on order on April 1, 1930, reports showel 
21,442 were box cars, an increase of 3,334 compared 
same date last year. Coal cars for which orders have 
placed numbered 11,208, a reduction of 7,789 compared with the 
number of such cars on order on April 1, 1929. Refrigers™ 
cars on order totaled 2,052; flat cars, 2,010; stock cars, 250, 
other miscellaneous freight cars, 155. ined 

Freight cars or locomotives leased or otherwise a¢4 
are not included in the above figures. 
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Fruit Follows the 








Santa Fe Trail 


B. F, McDannel, General Agent 
516 Fourth Street 
Santa Rosa, Calif. 


Albuquerque, N. M. 


Amarillo, Tex. 
Atchison, Kan. 
Atlanta, Ga. 
Beaumont, Tex. 
Boston, Mass. 
Buffalo, N.Y. 
Chicago, Ill, 
Cincinnati, ©, 
Cleveland, O. 


Clinton, Okla. 
Colorado Springs, Col. 
Dallas, Tex. 

Des Moines, la. 
Denver, Col. 

Detroit, Mich. 

El Paso, Tex. 

Fort Madison, la. 

Fort Worth, Tex. 


Santa Fe's transcontinental fruit freights start daily on their 
two thousand three hundred mile trip. 


The G.F. X. (Green Fruit Express) carries Uncle Sam's most 
perishable commodity on a schedule almost as exact as 
that of “The Chief.” For the full two thousand three hun- 
dred miles from California—and from other points in the 
West—these trains travel on Santa Fe’s own rails. 


One Line— On Time 


The same policy that directs the handling of fruit assures 
your freight, East or West bound, of like careful and 
expeditious movement. 


Somewhere near you (see list below) there is a Santa Fe 
man willing and glad to help you. Santa Fe’s Contact Men 
are a friendly lot; they know the subject of transcontinental 
freight movement. Submit your problems in that line to 
them—whether they concern the immediate shipment of 
freight or your plans for the future. 





Lubbock, Tex. 

Mexico City, Mex. 
Milwaukee, Wis. 
Minneapolis, Minn. 
New Orleans, La. 
New York, N. Y. 
Oakland, Cal. 
Oklahoma City, Okla. 
Paris, Tex. 


Fresno, Cal. 
Galveston, Tex. 
Houston, Tex. 
Hutchinson, Kan. 
Indianapolis, Ind. 
Joplin, Mo. 

Kansas City, Mo. 
Leavenworth, Kans. 
Los Angeles, Cal. 


Peoria, Ill. 
Philadelphia, Pa. 
Phoenix, Ariz. 
Pittsburgh, Pa. 
Pomona, Cal. 
Portland, Ore. 
Pueblo, Colo. 

St. Joseph, Mo. 
St. Louis, Mo. 


In Every City Listed at 
Bottom of Page There 
Is a Santa Fe Man... 
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More of the 


Santa Fe 
Contact Men 


E. H. Dallas, General Agent 
296 Arcade Building 
St. Louis, Mo. 








F. G. Burnett, General Agent 
703 Dixie Terminal Building 
Cincinnati, Ohio 





Jj. S. Rose, General Agent 


330 Rhodes-Haverty Building 
Atlanta, Georgia 
Sacramento, Cal. Santa Rosa, Cal. 
Sait Lake City, Utah Seattle, Wash. 
San Angelo, Tex. — = 
San Antonio, T: emple, Tex. 
rege hey Topeka, Kan. 


San Bernardino, Cal. 
San Diego, Cal. 

San Francisco, Cal. 
San Jose, Cal. 

Santa Barbara, Cal. 


Trinidad, Colo. 
Tulsa, Okla. 
Waco, Tex. 
Wichita, Kan. 
Wichita Falls, Tex. 


_—— ee 
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No. 


No. 


No. 


No. 


No. 


No. 
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* Cheyenne, Wyo., vs. Santa Fe et al. 


. 23328. 


. 23340. F. E. 


. 23341. 


Digest of New Complaints 





22818. Sub. No. 1. 
Cc. & St. i. et al. 
Rates and charges in violation section 6 of act, coal, Harrisburg, 

Ill., to Chicago. Ill., via interstate routes. Asks reparation. 
Sub. No. 1. Public Service Commission of Wyoming, 


James S. Kirk & Co., Chicago, IIll., vs. C. C. 


Rates in violation sections 1 and 3 of act and Hoch-Smith reso- 
lution, white potatoes, points in Wyoming to points in Oklahoma, 
Texas, Arkansas, Louisiana, Mississippi and Tennessee, as com- 
pared with rates from Greeley district in Colorado. Asks rates 
for future. 

Sub. No. 1. Victor Cushwa & Son, Williamsport, Md., vs. 


* Buffalo & Susquehanna et al. 


Rates, on common brick, tiered, higher than on common brick, 
from Williamsport to points in Pennsylvania, Delaware, Maryland, 
District of Columbia and the Virginias, unjust and unreasonable. 
Ask for new rates and reparation. 

23035. Sub. No. 2. American Sumatra Tobacco Corporation, At- 
lanta, Ga., vs. L. & N. et al. 

Unreasonable rates, charges and minimum weight, manure, New 
Orleans, La., to Florida points. Asks rates and weights and rep- 


aration. 
23094. Sub. No. 1. Uvalde Rock Asphalt Co., San Antonio, Tex., 
vs. A. G. S. et al. 


Unreasonable rates, asphalt rock, natural or coated with not to 
exceed 5 per cent of road oil, and stone, crushed or ground, coated 
with not to exceed 5 per cent of road oil, in straight or mixed 
carloads, Blewett and Cline, Tex., to points in Alabama, Arkansas, 
Illinois, Indiana, Kansas, Kentucky, Louisiana, Mississippi, Mis- 
souri, Oklahoma and Tennessee. Asks rates. 

—— Sub. No. 2. M. D. Friedman Co., Ashland, Ky., vs. C. & O. 
et al. 

Unreasonable rates, scrap iron and steel, Princeton and New 
Albany, Ind., to Ashland, Ky. Asks cease and desist order and 
reparation. 


: Bisbee Linseed Co., Chicago Heights, IIll., vs. C. & E. I. 
et al. 

Unreasonable, and unduly prejudicial rates, in violation of 
fourth section of the act, on linseed oil, from Chicago Heights 
to Birmingham, Ala., Atlanta, Ga., Chattanooga, Knoxville, and 
Nashville, Tenn. Asks for new rates and reparation. 


— Medusa Portland Cement Co., Cleveland, O., vs. N. Y. C. 
et al. 

Unjust and unreasonable rates on portland cement, from Bay 
Ridge, O., to York, Pa. Asks for reparation. 

23333. Republic Creosoting Co., Indianapolis, Ind., vs. Missouri- 
Illinois et al. 

Unreasonable rates in violation of the fourth section, on creo- 
soted pine poles, from Mobile, Ala., to Bonne Terre, Desloge and 
Rivermines, Mo. Asks for reparation. 


ery W. S. Sweet & Sons, Inc., Providence, R. I., vs. New Haven 
et al. 


Unreasonable and unlawful rates on green tomatoes, from Florida , 


points to Providence, R. I. Asks for reparation. 


. 23335. Cumberland Cement & Supply Co., Cumberland, Md., vs. 


Pennsylvania. 

Unreasonable and unduly prejudicial rates on sand and crushed 
stone, from Stone Siding, Md., to points in’ Pennsylvania. Asks 
for reparation. 


. 23336. Manufacturers’ Association of Chicago Heights, IIl., vs. 


A. & BR. OF ab 

Rates in violation first three sections of act, formic acid, oxalic 
acid, phosphate of sodium and tri sodium phosphate, Chicago 
Heights, Ill., to destinations in Alabama, Georgia, the Carolinas, 
Tennessee and Virginia; preferential of competitors at New York, 
N. Y., Philadelphia, Pa., Marcus Hook, Pa., Jersey City, N. J., 
Warner's, N. J., Grasselli, N. J., Bayway, N. J., Carteret, N. J., 
Baltimore, Md., and Boston, Mass. Asks rates for future. 


. 23337. George S. Mepham & Co., East St. Louis, Ill, vs. A. & S. 


et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 
rates, commodity descriptions, rules and regulations on dry earth 
pigments, from E. St. Louis to points in Missouri, Arkansas, Louisi- 
ana, Texas, Oklahoma, Utah, Kansas, Colorado, Wyoming, Ne- 
braska, Iowa, the Dakotas, Minnesota, Wisconsin and upper 
Michigan. Ask for reasonable rates, commodity descriptions, rules 
and regulations. 


23338. Fieldale Mills et al., Spray, N. C., vs. N. & W. 

Unreasonable and unjustly discriminatory rates on coal, from 
the Pocahontas, Tug River and Thacker districts in West Vir- 
ginia to Fieldale, Va. Ask for reasonable rates and reparation. 
23339. V. A. Stewart et al., New York, vs. A. & R. et al. 

Unreasonable rates, in violation of the fourth and sixth sections, 
on vegetables, from points in Florida to destinations in official 
classification and Illinois territories, North Carolina and Canada. 
Ask for reasonable rates and reparation. ‘ 
Reed Glass Co., Rochester, N. Y., vs. Pennsylvania 
et al. 

Unreasonable rates on glass sand, from the Mapleton district in 
Pennsylvania to Rochester. Asks for new rates and reparation. 
The American Agricultural Chemical Co., New York, N. Y., 
vs. Atlantic City R. R. et al. + 

Unreasonable rates, fertilizer superphosphate and fertilizer ma- 
terials, Baltimore, Md., East Buffalo, N. Y., Carteret, N. J., New 
Haven, Conn., East Weymouth, Mass., Boston, Mass., and Belfast, 
Me., to points in Maine, New Hampshire, Vermont, Massachusetts, 
Rhode Island, Connecticut, New York, New Jersey, Pennsylvania, 
Maryland, Delaware and District of Columbia. Asks rates. 
23342. \ es Paper Box Co., Kansas City, Mo., vs. C. R. I. & 
P. et al. 

Rates and charges in violation sections 1 and 6 of act, compressed 
paper textile spools, Kansas City to Monticello, Ind. Asks ratings 
and rates, waiver of claimed undercharges and reparation. 


. 23343. The Buckeye Cotton Oil Co., Cincinnati, O., vs. Mobile & 


Ohio et al. 
Unreasonable rates, coal, mines in Alabama to Jackson, Green- 
wood and Corinth, Miss. Asks rates and reparation. 
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No. 23345. Beresford Cooperative Oil Co. et al., Beresford, g, p 
C.& N. W. et al i baes 


Unreasonable rates, petroleum products, Ponca City ang Cley 
land, Okla., to Beresford and Alcester, S. D. Ask re aration, ba 
23345. Sub. No. 1. Community Oil Co., Milbank, S. DS vs. C, 
St. P. & P. et al co 

Same complaint and prayer, petroleum products, points in Texas 
Oklahoma, Kansas and Missouri to Milbank. : ’ 
~~ i Southern Traffic Association, Knoxville, Tenn., yg B 
& O. et al. 3 

Rates in violation first four sections of act, apples, 
Virginia, West Virginia and Maryland to points in Alg 
Kentucky, North Carolina, Tennessee and Virginia, as com 
with rates to Johnson City, Tenn., and rates from Washington 
D. C., and adjacent points. Asks rates and reparation. 4 
23349. Sinclair Refining Co., New York, N. Y., vs. A. & W. et al 

Unreasonable rates, petroleum and petroleum products, Kansas 
City, Kan. (Argentine), to points in the Dakotas, Minnesota Wis. 
consin, Illinois, Iowa. Nebraska and Missouri. Asks rates, ° 
oo Henry G. Brabston et al., Birmingham, Ala., vs, L, g x 
et al. : 

Rates and charges in violation sections 1 and 6 of act, lumber 
by reason of failure and/or refusal of defendant carriers to »,. 
spect and/or abide by. decision in Wausau Southern Lumber ( 
vs. A. G. S., 142 I. C. C. 521, and allied cases. Asks cease ap; 
desist order and reparation. 

_— Manassa Timber Co., St. Louis, Mo., vs. Alton & Easter 
et al. 

Unreasonable rates, piling, points in northeast Arkansas apj 
southeast Missouri_to points in Illinois, Indiana, Ohio, Penngy. 
vania, Michigan, Wisconsin, Iowa, Nebraska, New Jersey, the 
Dakotas, Minnesota, Kansas, Missouri and Oklahoma. Violatioy 
of section 6 also alleged. Asks rates and reparation. 

23347. The Brunswick-Balke-Collender Co. et al., Chicago, Ill, ys 
D. L. & W. et al. 

Rates in violation sections 1, 2, 3, 4, 6 and 16 of act, slate slabs 
Fair Haven, Vt., and Wind Gap Pen Argyl Station, Pa., to Mus. 
kegon, Mich. Ask rates and reparation. 

23350. Public Utilities Commission of Idaho, Boise, Ida., vs, Oregoy 
Short Line et al. , 

Rates in violation sections 1 and 3 of act, dried beans and dried 
peas, stations in southern Idaho to all points in United State 
west of the line formed by the eastern shore of Lake Michiga 
including points in Michigan north of the Straits of Mackina 
and the eastern boundary of Indiana, and the eastern boundan 
of Kentucky, and the western boundary of Tennessee, and the 
eastern boundary of Mississippi, as compared with rates fron 
Colorado points on potatoes, other than sweet. Asks cease and 
desist order and rates. 

. 23351. Val Blatz Brewing Co., Milwaukee, Wis., vs. Santa Fe et al 

Rates and ratings in violation sections 1 and 6 of act, “Blatz 
Malt Vivine,’’ Milwaukee, Wis., to points in three classification 
territories. Asks rates and reparation. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Albert W. Bankert, Chicago, IIl.; William 4. 
Barnett, Dallas, Tex.; George Edward Boulineau, Atlanta, Ga: 
Guy J. Bunting, Chicago, Ill.; Henry L. Burch, Louisville, Ky, 
Robert C. DeKroyft, Jersey City, N. J.; A. C. Dolan, Tampa, 
Fla.; E. T. Foxenbergh, Buffalo, N. Y.; Hiram S. Gans, Nev 
York, N. Y.; P. Gilbertson, Lincoln, Neb.; Ernest D. Grinnell 
Flint, Mich.; Kenneth G. Harlan, Portland, Ore.; George VW. 
Hooker, Niagara Falls, N. Y.; Edward C. Lake, Washington, 
D. C.; Leo H. Ley, Cumberland, Md.; Sanders McDaniel, 4t- 
lanta, Ga.; William A. Marin, Minneapolis, Minn.; Elmer 2 
Milburn, Detroit, Mich.; Robert K. Norton, New Orleans, La, 
Philip B. Perlman, Baltimore, Md.; J. Curtis Robinson, Orlanéo, 
Fla.; Prewitt Semmes, Detroit, Mich.; Samuel Silverman, Bo: 
ton, Mass.; E. B. Smith, San Francisco, Calif.; H. H. Stephens 
Chicago, Ill.; Arthur T. Sullivan, Stuttgart, Ark.; M. W. Trott 
Decatur, Ill.; Harry G. Williams, New York, N. Y.; E. W. Wolf, 
Lafayette, Ind.; L. R. Wood, Little Rock, Ark. 





No. 


No. 


No. 


No. 


No. 


No. 


No. 


RIVERS AND HARBORS BILL 


Representative Dempsey, of New York, chairman of tlt 
House committee on rivers and harbors, has reported, on beball 
of the committee, the bill authorizing waterway projects at # 
estimated cost of $111,000,000. The bill had been in the cours 
of preparation for some time. 

The bill authorizes the Secretary of War to take over até 
maintain and operate the New York state canals as recol 
mended by the chief of engineers, Major General Brown. It . 
expected that this item will be attacked by members of Congres 
who are supporting the St. Lawrence waterway project. The 
fear on their part appears to be that the latter project may be 
interfered with if the New York canals are taken over and the 
federal government improves them as links between the Gret! 
Lakes and the Hudson River. 

The bill also provides for federalization of the Illinois ~age 
way as a link in the lakes-to-gulf waterway. An appropriation ° 
$7,500,000 is authorized in that connection. 

An authorization of $15,000,000 for improvement of the < 
souri River between Kansas City, Mo., and Sioux City, Ia. 
contained in the bill. 


MONEY FOR MISSISSIPPI RIVER 
An allotment of $250,000 from river and harbor funds 
work on the Mississippi River between the Ohio and Miss0 
rivers has been approved by Acting Secretary of War F. 
Davison. 
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Lv. Chicago (Dearborn Station) .............. 6:30 PM 
| Ee 8:35 AM 
Now three fast trains Th = oy fear a Sh spt Cigar Yate ~ pt 
ft the ° . e new Inter-City Limited leaves icago at 11: » arrives 
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id the , cago at 7:25 AM, provide fast and convenient services Montreal 
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Personal Notes 





H. D. Rhodehouse, traffic manager of the Republic Iron & 
Steel Co., Youngstown, O., when that company acquired con- 
trol of a number of iron and steel companies and was reorgan- 
ized into the Republic Steel Corporation, has been placed in 
general charge of the traffic matters of the new and acquired 
companies. The latter are the Interstate Steel Co., Chicago, 
Ill.; Donner Steel Co., Buffalo, N. Y.; Central Alloy Steel Co., 
Massillon, O.; Berger Manufacturing Co., Canton, O., and 
Bourne-Fuller Co., Cleveland, O. 

W. W. Atterbury, president of the Pennsylvania, has re- 
signed as a member of the board, American Railway Associa- 
tion. Elisha Lee, vice-president, Pennsylvania, has been elected 
to succeed President Atterbury. 

C. D. Morris, of the Western Railway’s Committee on Public 
Relations, Chicago, addressed the Kiwanis Club of Eau Claire, 
Wis., on waterways April 24. 

C. H. Temple has been appointed general agent, New York 
Central, at Chicago, succeeding J. L. Carlton, promoted. 

In an item in this column of the March 22 Traffic World it 
was stated that H. H. Riddle had been appointed commercial 
agent, Kansas City Southern and Texarkana and Fort Smith, at 
Houston, Tex., succeeding F. L. Colvin, “resigned.” It should 
have been “succeeding F. L. Colvin, transferred.” Mr. Colvin 
has been appointed commercial agent at San Antonio, Tex. 

A. B. Bierdeman has been appointed general eastern freight 
agent, Nickel Plate, with headquarters at New York, succeeding 
George B Merrill, promoted. 


H. B. Woods has been appointed assistant general freight 
agent, Big Four, at Cleveland, O. J. H. Norwood has been 
appointed division freight agent at Dayton, O. 

The resignation of Henry W. Conner, eastern traffic man- 
ager, T. A. T.-Maddux Air Lines, effective May 1, has been an- 






























ORIENT IS 
SPEEDING UP! 


Customers in the Orient are doing 
business in the new tempo—they 
want their goods in a hurry. Meet 
this demand by shipping on ‘‘Presi- 
dent Liners’ sailing every other 
Saturday from Seattle to Yokohama, 
Kobe, Shanghai, Hong Kong and 
Manila, and arriving from the Orient 
every alternate Saturday. 


To add to this schedule, a fleet of 10,000 

ton express ‘‘cargo liners’’ maintain fre- 

quent, dependable service to and from 
Shanghai, Amoy Hong Kong and Philip- 
pine Island Ports. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G.ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Wa 


76 offices in 22 countries at your service 


American, Mail Line 
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nounced by T. B. Clement, general traffic manager. Mr. (op. 
ner, who has been in charge of traffic in the eastern region Since 
the inauguration of the air line last July, will return to the 
public utility field in Chicago. The territory under his jurisgje. 
tion will be consolidated with the eastern division and place, 
under jurisdiction of J. W. Brennan, traffic manager, with head. 
quarters in St. Louis. J. C. Graves, division traffic agent, Kap. 
sas City, has been appointed assistant traffic manager, eastern 
division, and will continue his office in Kansas City. Albert j 
Donahue, formerly district traffic agent at New York, has been 
appointed division passenger agent, and will be directly jp 
charge of the passenger department office at New York City 

At the annual election of the stockholders of the Pennsy. 
vania Railroad April 22 the following directors, whose terms ¢. 
pired, were re-elected for terms of four years each: Effinghan 
B. Morris, Jay Cooke, Levi L. Rue and Arthur W. Thompso, 
They were nominated to succeed themselves by a committee 
appointed under the authority of a resolution adopted at the 
annual meeting of stockholders April 8. 

Daniel Upthegrove, president of the St.-Louis Southwestern 
Railway Lines; J. R. Turney, vice-president in charge of traffic 
and law; Col. F. W. Green, vice-president in charge of oper. 
tion; W. E. McGraw, vice-president and general superintendent: 
J. D. Watson and K. M. Post, assistants to President Upthe. 
grove; Traffic Managers R. P. Harrington, in charge of solicits. 
tion; W. F. Knobeloch, in charge of rates, and W. F. Murray, 
in charge of civic relations, headed a party of 65 members af 
Cotton Belt soliciting forces on a week’s tour over the system 
in southeast Missouri, Arkansas, Louisiana and Texas, which 
ended at Dallas April 19. The party included representatives 
from 35 cities, and in addition to viewing the physical properties 
of the Cotton Belt Route, particular attention was given to ip. 
terchange facilities for through routes between St. Louis and 
Memphis gateways, the principal cities in Texas, gulf ports, 
and points on the Pacific Coast. Outstanding projects of the 
$6,000,000 program of the Cotton Belt Route now nearing com- 
pletion, which includes the elimination of curves, the cutting of 
grades, the laying of heavy steel and ballasting of tracks ona 
large scale between Mt. Pleasant and Corsicana, Texas, were 
viewed by the delegation. 


James E. Gowen, who, since January 1, 1923, has been 
assistant general solicitor of the Pennsylvania, has resigned, 
effective May 1, to become vice-president of the Philadelphia 
Saving Fund Society. J. Hamilton Cheston, assistant general 
solicitor of the Norfolk & Western since May 15, 1923, has been 
appointed assistant general solicitor of the Pennsylvania to fill 
the vacancy created by Mr. Gowen’s resignation. 





Doings of the Traffic Clubs 





H. L. Jackson, who was elected president of the Trafic 
Club of Sioux City April 16, was born July 16, 1888, in Cherokee 
county, Iowa. He moved from there to Lyon county, and i 
1893 the family again moved to Sanborn, O’Brien county, Iowa. 
He received his high school education in the public schools of 
Sanborn, graduating in 1906, and later attended Boyles Business 
College, Omaha, Neb., completing the course there in 1909. I 
the same year he went to work in a stenographic capacity with 
a grain firm at Sioux City. With the exception of a few months, 
when he was secretary to the superintendent of the Sioux City 
division of the Great Northern, he has been connected with the 
grain trade at Sioux City ever since. In 1913 he became asst 
ciated with the King Elevator Company, which was succeeded 
by the Western Terminal Elevator Company in 1921, at which 
time he was made secretary of the new company, which pos 
tion he now holds. He has been a member of the traffic club 
for a number of years, serving as a director at different time 
and was elected vice-president in 1929. 





The Richmond Traffic Club held its monthly meeting at the 
Richmond Hotel the evening of April 14. Judge Louis S. Esp 
of the Virginia Court of Appeals, spoke on “Government Own: 
ership and Operation of the Railroads.” He opposed government 
ownership on the grounds it would be unfair both to the mi 
roads and the shipping public. 





Col. Clark C. Wren, assistant to the chairman, Inland Wale 
ways Corporation, addressed the weekly luncheon of the Houstt? 
Traffic Club at the Rice Hotel April 15. Stressing what he 
was the need of cooperation between inland waterways 40 
railroads, he said that the “Denison act was passed to haste? 
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Cotton Belt Representatives 
Have Personal Knowledge 
of Business and Traffic Con- 
ditions in the Great Southwest 
—Including Connections for 
Through Fast Freight Service 
To and From Gulf Ports and 


Points on the Pacific Coast 
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completion of the tariff structure of the Inland Waterways Cor- 
poration.” That goal had not been reached, according to him. 





The monthly meeting of the Junior Traffic Club of Chicago 
will be held May 1 at the Palmer House. Following a business 
session and reports of committee chairmen relative to develop- 
ments in the transportation field, the meeting will be addressed 
by Paul R. Leach, political editor of the Chicago Daily News. 

The Traffic League of Cincinnati, at a special dinner meet- 
ing at the Grand Hotel April 22, was addressed by J. M. Fitz- 
gerald, New York, assistant to chairman, Eastern Carriers’ Com- 
mittee on Public Relations. He discussed the railway situation 
in the United States, and service performed by the carriers 
in response to the demands of the nation’s industry. Following 
his address, an open forum discussion was held, in which Mr. 
Fitzgerald answered queries in regard to transportation con- 
ditions. 

The monthly dinner meeting of the Norfolk-Portsmouth 
Traffic Club was held April 17 at the Southland Hotel. G. C. 
Woodruff, chairman of the board, United States Freight Com- 
pany, delivered an address on “Container Car Service,” his talk 
being supplemented with moving pictures showing in detail the 
complete operation of the service. There was also a two-reel 
moving picture, provided through courtesy of the Ford Motor 
Company, depicting construction of all-metal planes at the Ford 
Airport at Dearborn, Mich. A musical program was presented 
by the Keynote Choral Society. 





The board of governors of the Traffic Club of Baltimore 
at a meeting April 18 voted to return to the Associated Traffic 
Clubs of America, from which the club had withdrawn. 





The third annual dinner of the Central Ohio Traffic Club 
was held at the Harding Hotel, Marion, Ohio, April 17, with 
150 in attendance. Following dinner, election of officers resulted 
as follows: President, C. K. Smaltz, traffic manager, Mansfield 
Tire and Rubber Company, Mansfield; vice-president, W. R. 
Prickman, general agent, W. & L. E., Toledo; secretary-treasurer, 
D. H. Jones, traffic manager, Cooper-Bessemer Corporation, Mt. 
Vernon, O. Following the election, entertainment was _ pro- 
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_- vided, with John J. MacEwen, traveling freight agent, Canadia 
Pacific, as master of ceremonies. The next meeting, which = 
be the annual outing and picnic, will be held at the Ashian 
Country Club early in June. ‘ 

The annual “Ladies’ Night Dinner Dance” of the Trag, 
Club of South Bend will be given at the K. of C. Building May 
14. Dinner will be followed by a short program of Professions| 
entertainment, after which there will be bridge and dancing | 





The final spring meeting of the Traffic Club of the Rocheste, 
Chamber of Commerce will be held May 1. Royal E, (4; 
traffic manager, H. J. Heinz Company, Pittsburgh, will speak 9 
“Beans and Types.” The American-Hawaiian Steamship (op. 
pany’s film, “Duty to Cargo,” will be shown, and the club yjl 
act on a proposed change in the by-laws providing for ap jp. 
crease in membership of the executive committee. 





Attendance at the annual banquet of the Transportatig, 
Club of Decatur at the Hotel Orlando, April 17, was th 
largest in the history of the club. More than 500 were presen; 





Robert E. Lee, manager and secretary, Automobile Dealery 
Association of St. Louis, was the principal speaker at a luncheo 
of the Traffic Club of St. Louis at the Jefferson Hotel April 9) 


The Toledo Transportation Club will hold its annual meet. 
ing and election in its club rooms May 5. The following haye 
been nominated: President, Dan Desmond; first vice-president 
G. B. Peterson and John Redding; second vice-president, J, 4 
Forshey; secretary, W. J. Chrisholm; treasurer, J. E. Rheiner: 
executive committee (two years), F’.. X. Stukenborg, G. M. Camp 
bell, W. A. Boardman, A. G. Lees, J. F. Ryan, Allan Turner, (one 
year) C. D. Allen and G. D Woodman. 





A debate on the advisability of industrial concerns main 
taining their own traffic departments was the main business 
at the semi-monthly meeting of the Phoenix Traffic Club at the 
Arizona Club April 17. ‘Those who contributed to the discussion 
included J. W. E. Trefz, general agent, C. R. I. & P.; E. G. Strohl, 
traffic manager, Barker-Miller Distributing Company; Frederick 
L. Goff, Crane Company, and W. LeRoy Hamilton, traffic man- 














MUNDELEIN 






Ample labor, low priced land, 
homesites, quick transportation to and from all parts 
of the country, and unlimited power. 


Industries on the North Shore Line receive materials 
and ship them, through its connections: 
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Everything for the Site-hunting Industry 
on the NORTH SHORE LINE 


eastern and southern shippers avoid congested 
Chicago terminals. 


CHICAGO 
NORTH SHORE AND MILWAUKEE 
RAILROAD 


Traffic Department 
Roy Thompson, Traffic Mgr. 
C. H. Schildgen, G. F. A. 
Chicago, Illinois 


C. G. Finnegan, Industrial Agent 


most attractive 


To and from points North and West of Milwaukee 
(in Wisconsin, Minnesota and the Pacific North- 
west) the Soo Line at Mundelein (Illinois), C. M. 
St. P. and P. at Racine (Wisconsin). 
all other parts of the country via the E. J. & E 
to C. N. S. and M. at Rondout, Illinois. 


To and from 


Thus 
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In the enormous tonnage the Erie Railroad hauls to and from 
tidewater there are so many varying commodities and for such vary- 
ing disposal that the most modern equipment of every conceivable 
type is necessary for its expeditious handling. 

Here are two typical items of the floating equipment recently put 
in service. These and hundreds of other boats, floats and barges speed 
consignments to and from terminals and ships in and about New York. 

In marine equipment, as in rolling stock, The Heavy Duty Railroad 
keeps abreast of the times. 
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Route of The Erie Limited 
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ECONOMY — _ SAFE 
SUPERIOR SERVICE 


PORT OF NEW vb rn 


SERVING 




















Connecting the great Mid- 
dle West with the Atlantic 
Seaboard, where barges 
load or discharge alongside 
steamers to and from the 
Pacific Coast, as well as 
vessels arriving from and 
leaving for all parts of the 
world. 





200% saving in freight rates As 
by this route. . D COLL 









s: = te ii nm a | 
Nothing less than one full Aa jp A 
barge load (about 650 gross TOLEDO if ~9j 
tons) accepted. Barges S4NDYy sKy LORAIN 


move in fleets of four. 


For Rates or ¢ at 


HEDGER TRANSPOA 


UFFALO OFFIC 
z AP. PRODUCE "EXCHANGE CHAMBER OF COMMERCE. BUILDING 25 Broadway; 


RITIME EXCHANG 
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QUICK DELIVERIES 
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}- GREAT LAKES 
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The quality of our service is 
e attested to by 500 per cent 
Wil increase in volume of traffic 
| during seven (7) years of op- 
eration. 


KINGSTO 


Seasonal contracts for the 
movement of bulk commod- 
ities are a specialty with us 
and shippers have effected 
enormous savings thereby. 


geitGEPORT Cargo received or delivered 
a alongside shippers’ or con- 

fae signees’ docks at lake ports 
; i? or at points in the Hudson 
y River, Port of New York, or 
safe ports on Long Island 


Sound. 





ation, Address 
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TION COMPANY, ««. 


y; rk City, N. Y. : TELEPHONE BONDED OARRIER 


DIGBY 4950 
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WORLD WIDE FREIGHT AND PASSENGER SERVICE 


vi 


1 O 4 SHIPS. Frequent sail- 
ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast Mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 


These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 


INTERNATIONAL MERCANTILE MARINE COMPANY 


A. C. FETTEROLF, Vice-President, Freight Traffic 
No. 1 Broadway, New York 


J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago 





ro s ‘ 
3 ? points : Mexice 
S 


ailwoye 


Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 


NATIONAL 
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RAILWAYS 





The IDEAL 
Motor Freight Line 


Serving 


The Great Central States 


Over One Thousand Miles Daily 
fast—dependable—service 


TERMINALS: 
Detroit, 731 23rd St. - - Phone Lafayette 347) 
Chicago, 3615 Iron St.- - Phone Lafayette 486 
Cincinnati, 447 E. 2nd St. - - Phone Main 2299 


RAL TRAY, 
EST. 1927 (a) 


Me 
a. * 


[ DETROIT-CINCINNATI - INDIANAPOLIS-CHICAGO 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cw 
toms agencies at El Paso, Eagle Pass, Laredo and Brownr 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight recei rompt and careful attention; 
is forwarded to desiination. - daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. 


x A. Horcasitas, Com. 
441 Monadnock big. nk Bids 


414 Whitney Ba 


San Francisco, Calif. New Orleans, La. 
F. C. Lona, Com. t __F. Alatorre, Com. Agent 
i249 Manjucte Bide 815 Pacifie Blectric Building 
Chicago, Illinois Los Angeles, Cal. 


El Paso to Mexico City . . - 101 Hours 
Brownsville to Mexico City . 69 Hours 


OF MEXICO | 
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“1 Get What I Want— 


when I go via Union Pacific. Per- 
sonally, I don’t give a hoot about 
fuss and feathers, but, although 
Union Pacific trains are modern 
in every respect, with all the latest 
refinements and doodads, they have 
never forgotten the three things of 
primary importance... good food, a 
good sleep, and dependable service. When 
you get right down to it, those are 
the three things that make travel 
enjoyable, aren’t they?” 

We might add one thing more— 
and that is, the Union Pacific con- 
venient service. From Chicago, 
Omaha, St. Louis, Kansas City, 
Minneapolis, St. Paul to Denver, 
Salt Lake City and Ogden, Utah... 
and to California and the Pacific 
Northwest. 





A handy United States folder map 
sent free to Executives, upon request. 








C. J. COLLINS 
General Passenger Agent 
Union Pacific System 
Omaha, Nebraska 





THE OVERLAND ROUTE 


UNION PACIFIC 
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ORIENT PACIFIC COAST JOINT SERVICE 


OCEANIC AND ORIENTAL NAVIGATION COMPANY 
TACOMA ORIENTAL STEAMSHIP COMPANY 
MATSON NAVIGATION COMPANY 
STATES STEAMSHIP COMPANY 


From Philippine Ports, Manila and Hongkong 
Direct to San Francisco, Los Angeles Portland, Seattle and Tacoma 


Sailing from SS TEXAS SS BELLINGHAM | SS GOLDEN SUN 
April 22 April 28 April 29 
April 26 (Omits) May 3 

Due to Arrive 


San Francisco. . May 24 May 29 
(Omits) June 5 
(Omits) (Omits) 

Seattle-Tacoma i May 31 (Omits) 


Sailings every week thereafter. 
From Shanghai, Tsingtau, Taku Bar (Tientsin), Dairen and Otaru 
Direct to San Francisco, Los Angeles, Portland, Seattle and Tacoma 


Sailing from | SS GOLDEN STAR SS OLYMPIA SS IOWA 


May 6 
May 11 
May 16 
May 15 
May 25 (Omits) 
(Omits) June 6 


San Francisco. . June 13 July 4 
Los Angeles. . . June 17 (Omits) (Omits) 
Portland (Omits) (Omits) July 11 
Seattle-Tacoma (Omits) June 20 (Omits) 


Sailings every ten days thereafter. 


STATES STEAMSHIP CO., General Oriental Agents 


American-Hawaiian S. S. Co. 
Agents Oceanic and Oriental Navigation Co. Tel. Davenport 2900 
215 Market St., San Francisco, Cal. 


Matson Navigation Company 
215 Market St., San Francisco, Cal. Tel. Davenport 2300 
Williams, Dimond & Co. 


Agents States S. S. Co. and Tacoma Oriental Steamship Co. 
310 Sansome St., San Francisco Tel. Davenport 4700 


BEW YOR! 


“CALIFOR 


Three NEW liners 
all 33,000 tons 
in size 


S. S. CALIFORNIA—S. S. VIRGINIA 
S. S. PENNSYLVANIA 


{tinerary: New York—Havana— Panama Canal—Bal- 
boa—San Diego (Westbound)—Los Angeles—San 
Francisco. Regular fortnightly sailings. 13 days Coast- 
to-Coast in either direction. Thoroughly modern freight 
facilities. Luxurious passenger accommodations. Special 
garage decks for carrying automobiles uncrated. 


Proposed Sailing Dates: 


Eastbound from 
Westbound from New York San Francisco—Los Angeles 
Virginia May 3 June2i  California.....May10 June 21 
Pennsylvania.May 17 July) 5 Virginia May 24 July 12 
California....May 31 July_19 Pennsylvania.June 7 July 26 
from Los Angeles 2nd day following 


fanama facifie fine 


y ALL NEW STEAMERS 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(West 23rd St.) Tel. Chelsea 6760 Tel. Digby 2840 
Chicago, 180 N. Michigan Ave. Boston, 84 State Street 
Phi Iphia, Public Ledger Bldg. Baltimore, Chamber of Com- 
San Francisco, 311 California St. merce Bldg. 
Los Angeles, Central Bidg. 
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ager, Arizona Packing Company. Loyd Elliott, head of the 
science department, Phoenix Union High School, was guest 
speaker. 





“Katy Day” will be observed by the Tri-State Traffic Club 
at the Connor Hotel, Joplin, Mo., April 29. Golf will be played 
in the afternoon and dinner will be served in the evening. Z. G. 
Hopkins, assistant to the president, M.-K.-T., will be the speaker. 
H. E. McGee, vice-president and general manager of that line, 
will be toastmaster. President Haile and other officials will 
be guests, 





The Muskegon Transportation Club will give its first annual 
golf outing at the Muskegon Country Club June 17. Officers of 
the club for 1930 are: President, W. H. Long, traffic manager, 
Shaw-Walker Company; vice-president, Glenn Gibson, yardmaster, 
Pere Marquette; secretary-treasurer, Glenn Elliott, traffic man- 
ager, E. H. Sheldon & Co. 





The Industrial Traffic Club of San Francisco held a meeting 
at the San Francisco Commercial Club April 22. Discussion 
was had on the bill introduced in Congress, by Senator Couzens, 
to suspend the power of the Commission to deal with railroad 
consolidations; on the decision of the Commission in the Pea- 
body Lumber Company case, docket 19135, and other current 
traffic problems. 





“Southern Railway Day” was observed by the Memphis 
Traffic Club April 21. April 28 has been designated “L. & N. 
Day,” at which time a number of officials of that line are ex- 
pected to be guests. A musical program will be presented by 
W. O. Parker. 





Tommy Gibbons was a guest of the Transportation Club of 
St. Paul at its weekly luncheon at the Union Depot dining room 
April 22. He made a short talk. 





Entertainment at a meeting of the Oklahoma City Traffic 
Club at the Skirvin Hotel April 21 was arranged by Arthur Boyd. 
A dance will be given April 29. 





The regular luncheon of the Traffic Club of Minneapolis, 
April 24, was dedicated to the United States Naval Reserve. 
Guests of honor included Captain Charles Adams Blakely, presi- 
dent of the Naval Reserve Inspection Board, Washington, D. C.; 
Captain David W. Bagley, Commander C. C. Slayton and Lieu- 
tenant W. M. Dillon. A “May Day Luncheon,” sponsored by 
the Twin City Women’s Traffic Club, will be held at the Nicollet 
Hotel May 1. Miss Florence Monahan will speak on “Minne- 
sota’s Care of Her Delinquents.” Special music and entertain- 
ment will be provided. 





The Women’s Traffic Club of Los Angeles had as its guest 
speaker at the regular meeting April 16 Miss Henrietta Gloff, 
courier guide for the Harveycar Cruises and Indian Detour, in 
the club room at the Alexandria Hotel. Her subject was “The 
Indian Country and Customs.” The talk was illustrated by 
stereopticon and moving pictures. Other entertainment was 
presented by Miss DeWitt, of the Santa Fe. 


WELCOME AND FAREWELL 


A welcome to Commissioners Lee and Tate and a farewell 
to Johnston B. Campbell and Richard V. Taylor, former com- 
missioners, were extended at a reception by the In-com-co Club, 
April 21. The club is composed of the members of the Commis- 
sion and its employes. 

Addresses were made by Chairman McManamy, Commis- 
sioner Aitchison and the incoming and outgoing commissioners. 
The club presented tokens of remembrance to the departing com- 
missioners, the presentation being made by Commissioner Ait- 
chison, who, in accordance with tradition on such occasions, 
dropped a watch and broke it to pieces just before he handed 
the real watch to Mr. Taylor. The token of remembrance to 
Mr. Campbell was a set of golf sticks. 


N. J. LEAGUE OPPOSES CONSOLIDATION 

Opposition to existing law on railroad consolidation and to 
carrying out’of the Commission’s plan for consolidation of the 
country’s railroads into a limited number of systems is voiced 
in a resolution adopted by the New Jersey Industrial Traffic 
League at a recent meeting. The “be it resolved” part of the 
resolution, succeeding reference to change in the law affecting 
consolidations as written in the transportation act of 1920, was 
as follows: 


Be it resolved: That the New Jersey Industrial Traffic League 
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is opposed to further consolidation of the railroad properties 
United States into a limited number of systems, and that it Of ty 
the repeal of the provisions of the Interstate Commerce Act favon 
to the consolidation of the railroads of the United States relating 
consolidations which are permissive under the Provisions ee 
Sherman Anti-Trust Act should be allowed. Of thy 


The resolution provided for forwarding of copies to « 
gressional representatives in Washington.” = 


INFORMAL SETTLEMENT OF RATE CONTROVERGics 

An invitation has been given T. T. Harkrader, as Dresid 
of the Associated Traffic Clubs of America, to take part e 
discussion of “Expeditious Setttlement of Railroad Rate Oe 
troversies” at a round-table to be held April 30, in cony 
with the eighteenth annual meeting of the Chamber of ¢, 
merce of the United States, at Washington. He is agkeg , 
make a brief statement on what can be accomplished by @ mox 
general use of the established methods of informal settleme, 
such as described in the chamber’s recent publication Under 
the above title. Fred W. Sargent, president of the C. & yy 
will preside and others participating, according to the announce 
ment, will include Elisha Lee, vice-president, Pennsylvaniy: 
Harry A. Wheeler, vice-chairman, First National Bank, Chicago; 
W. C. Cowling, traffic manager, Ford Motor Company, Detnj; 
and Philip H. Gadsden, vice-president, United Gas Improvemey 
Company, Philadelphia. 


NORTHWEST SHIPPERS’ BOARD MEETING 


The thirty-first regular meeting of the Northwest Shippers 
Advisory Board will be held at the Marvin Hughitt Hotel, Hurm, 
S. D., April 29. The executive committee will meet prior to ty 
board meeting. The principal speaker at the morning seggim 
will be Frank Mulhollan, former president of the North Dakot 
Railroad Commission and now president of the Central Wes 
Public Service Company, Omaha, Neb., who will discuss visible 
and invisible advantages developed by cooperation betwee 
shippers and carriers in the last seven years in the northwest’ 
An address of welcome will be made by B. B. McClakey. 

Business will include consideration of a general revision 
of the by-laws, to be presented by a special committee appointed 
for that purpose at the last annual meeting, and receipt of the 
reports of the commodity committees, estimating prospective 
carloadings for the coming quarter, and of the reports of the 
railroad representatives. 


NEW TRANS-ATLANTIC LINE 


The Shipping Board has authorized the sale to the Roosevelt 
Steamship Company, Inc., of New York, of five 11,773-ton ve 
sels to be reconstructed and used for the establishment of 4 
new passenger and cargo service between Baltimore and Hamp 
ton Roads and Bremen and Hamburg, with the privilege o 
calling at French Atlantic and channel ports. In authorizix 
the Merchant Fleet Corporation to proceed with this sale, th 
board declared the route described to be an essential trade 
route as defined by the merchant marine act of 1920 and acted 
in cooperation with the Postmaster-General, who already lu 
awarded the Roosevelt company an ocean mail contract coverilg 
this service. 

The board authorized the sale on the basis of $30,000 cail 
for each ship, but it will be provided in the contract of sit 
that the ships will be reconstructed so as to increase thel 
speed to 16 knots and provide accommodations for approximately 
100 passengers. This reconstruction will involve the modific 
tion of the hull lines of the ships and the substitution of 1 
engines of considerably increased power. The details of pla 
covering these changes will be presented to the board for 
approval when it considers the final contract of sale, ¥ 
will be dependent upon the authorization by the board of! 
construction loan in aid of rebuilding the vessels. . 

The ships which have been selected for the new line a 
the Steadfast, Eclipse, Archer, Independence and Victorious. 
It is the general plan that these vessels will be used for 
inauguration of the new line, and that subsequently two nev 
vessels of 18 knots’ speed will be constructed. 


PERE MARQUETTE EQUIPMENT 

The Pere Marquette, in Finance No. 8204, has asked i 
Commission for permission to assume obligation and liability 
in respect of $5,100,000 of 4.5 per cent equipment gold 
certificates, the proceeds from which are to be used 
purchase of equipment estimated to cost $7,001,511. Among tht 
rolling stock to be acquired will be 2,000 40-ton automobile ba 
cars, 250 70-ton flat-bottom gondolas, 100 50-ton flat cars, 
gage and express cars, and 1 wrecking derrick and five ™ 
cars. 
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Docket of the Commission 





NOTE—Items In the Docket marked with an asterisk (*) are new 

ing been added since the last issue of The Traffic World. Cancel! 
‘ions and postponements announced too late to show the change ir 
_ Docket will be noted elsewhere. 


ij 2—Washington, D. C.—Examiner Sullivan: 

Aminance No. 8178—Application Ill. Term. Co. for authority to acquite 
control, by lease, of properties of A. & E. R. R., L. & A. R). 
and O’Fallon Freight Line of E. St. Louis and Surburban Ry. 

17000 (Part 12)—Rate structure investigation, part 12, non-ferrous 
metals (and cases grouped therewith) (further hearing). 


i Argument at Washington, D. C.: 
MfieBeldster — Co. et al. vs. A. A. R. R. et al. (and cases 
erew . 
ot Thomas S. Smith & Co. et al. vs. C. & A. R. R. et al. 
226—Advance Fuel Co., Inc., vs. C. & O. Ry. 


April 22—Washington, D. C.—Examiner Boyden: 
Finance No. 3903—In Re excess income of the Roscoe, Snyder & 
Pacific Ry. (further hearing). 


April 28—Salt Lake City, Utah.—Commissioner Eastman and Ex- 
aminers Mullen and Matson: : 

Apell 2—Washington, D. C.—Examiner Roberts: 

Finance No. 3756—Excess Income of Gulf & Sabine River R. R 

(further hearing). 


April 2—Argument at Washington, D. C.: 
21542—Colonial Iron Co. vs. A. & A. R. R. Corp. et al. 
aire (and Sub. ieee, Manufacturing Co. et al. vs. A. T. & 


§. F. Ry. et al. 

2131 —_ Sub. 1 and 2)—Horton Oil Co. et al. vs. A. T. & S. F 
Ry. et al. 

wzit—Chapman's Inde-Penn Oil & Refining Co. et al. vs. A. T. & 
. F. Ry. et al. 

21281—Acewood Petroleum Corp. vs. A. T. & S. F. Ry. et al. 

April 22—Washington, D. C.—Examiner Cassidy: 

22275 (and Sub. Nos. 1 to 3, incl.)—Procter & Gamble Co. et al. vs. 
A. & S. R. R. et al. (adjourned hearing). 


April 3—Argument at Washington, D. C.: 
21741—E. L. Palmer et al. vs. Mo. Pac. R. R. et al. 
217% (and Sub. 1)—Egyptian Tie & Timber Co. vs. Mo. Pac. R. R. 


et al. 
2184—Lehigh Stone Co. vs. B. & O. R. R. et al. 


May 1—Washington, D. C.—Examiner Willlams: 
#e05—Southern Creosoting Industries vs. A. G. S. R. R. et al. 


May 1—New York, N. Y.—Examiners Worthington and Boat: 
3—In re extra fares on passenger trains. 
Fourth Section Applications Nos. 13871 et al. 


ae 1—Washington, D. C.—Examiner Davis: 

inance No. 8160—Application Bell Telephone Co. of Nevada and 
Mountain States Telephone & Telegraph Co. for a certificate that 
the acquisition by them of the telephone property, franchises and 
business of the White Pine Telephone Co. will be of advantage 
to the persons to whom service is to be rendered and in the 
public interest. 

Finance No. 8167—Application Lower Saucon Telephone Co. and Le- 
high _Telephone Co. for a certificate that the acquisition by the 
latter company of the properties of the former company will be 
of advantage to the persons to whom service is to be rendered 
and in the public interest. 

Finance No. 8184—Joint Application and Petition of Livingston 
County Mutual Telephone Co. and Michigan Bell Telephone Co. 
for a certificate that the proposed acquisition of the telephone 
property and other assets of the former by the latter ll be 
of advantage to the persons to whom service is to be rendered 
and in the public interest. 

Finance No. 8185—Joint Application of Otsego & Delaware Tele- 
phone Co. and Rose Telephone Co. for a certificate that the 
acquisition by the Otsego & Delaware Telephone Co. of the prop- 
erties of the latter company will be of advantage to the per- 
sons to whom service is to be rendered and in the public interest. 


May 1-2—Argument at Washington, D. C.: 

ourth Section Application No. 2040—Export and import rates to 
and from South Atlantic and Gulf Ports (and other applications 
or portions of applications grouped therewith). 

wey 2—Washington, D. C.—Examiner Sullivan: 
inance No. 8166—Application A. T. & S. F. Ry. for authority to 
acquire control, by lease, of the railroad and property of the Oil 
Fields & Santa Fe Ry. 

May 3—Argument at Washington, D. C.: 

Finance No. 8012—Control of B. & S. R. R. Corp. by B. & O. R. R. 
wey 5—Washington, D. C.—Examiner Molster: 

* Finance No. Application of P. C. C. & St. L. R. R. & Pa. R. R., 
lessee for a certificate of public convenience and necessity au- 
thorizing the purchase and operation of the railway properties of 
St. Louis Connecting R. 

* Finance No. 8031—Application of P. C. C. & St. L. R. R. for ap- 
proval and authorization of acquisition of control of St. Louis 
Connecting R. R. by purchase of capital stock and of Pa. R. R. 
for authority, modifying Commission’s order of May 3, 1926, to 





Statistics— 


Their Importance 


Not only in general research but also in forecast- 
ing operating or other results, accurate statistics are 
indispensable. They indicate the current trend, the 
future trend, and what the trend has been in the 
past. They are the barometer of business of all 
kinds—they are the “signs of the times.” To the 
business executive, the business lawyer, sales man- 
ager, and traffic manager, statistics are what the 
compass and sextant are to the navigator. They 
help to steer correctly. The elaborate 1930 census 
now planned by the government indicates the ever- 
increasing demand for statistics. Little, if any, im- 
portant business can be conducted without knowing 
the statistical trends. 


Whether they relate to production, transportation 
(domestic or foreign), distribution, consumption, 
or anything else—if they are available to the public 
at all—we can promptly supply your needs. We 
will carefully prepare statements for any particular 
work; we will also regularly report statistics affect- 
ing your business as they are periodically collected. 
Ask us for particulars. We are— 


“At Your Service” 


The Traffic Service Corporation 
Mills Bldg. Washington, D. C. 
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Sell said stock to the P. C. C. & St. L. R. R. 

* Finance No. 8032—Application of P. C. C. & St. L. R. R and 
R. R., lessee, for a certificate of public convenience and neg nm 
authorizing the abandonment of 2.77 miles of line in Ment 
county, Ill. Madison 

May 5—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6518—Construction and acquisition of lines py —_ 
Winslow and Western Ry. (further hearing). 7 MBETS 

May 5—Louisville, Ky.—Examiner McChord: 

21540 (and Sub. 1)—Lexington Board of Commerce vs. C. & 9 Rt 
(further hearing). cle 

May 5—Washington, D. C.—Examiner Folsom: 

Finance No. 3908—Excess Income of St. Louis & O'Fallon Ry 
Finance No. 4026—Excess Income of Manufacturers’ Ry. ; 


May 5—New York, N. Y.—Examiner Howell: 
21095—Rates on newsprint paper, import and domestic, to Points jy 
Official and Southern Classification territories (and cases groyp.j 
| therewith) (further hearing for taking of evidence as to rates r 
newsprint paper from Canadian origins to destinations in J, g 
May 5—Washington, D. C.—Examiner Boles: 
Finance No. 8177—In the Matter of Application of C. R. I. & p p, ! 
for authority to issue 30-year 4% per cent convertible gold bond 
and common capital stock. vee 
May 5—New York, N. Y.—Examiner Howell: 








23198—Minnesota & Ontario Paper Co. et al. vs. I. C. R. R. et a} ' 
May 7—Louisville, Ky.—Examiner McChord: P 

23119—Standard Oil Co. (Ky.) vs. B. & O. R. R. et al. 

23129—Standard Oil Co. (Ky.) vs. G. S. & F. Ry. ' 


May 7—Argument at Washington, D. C.: 

1. & S. 3416—Transfer of passengers through New York, N. Y, anj 
Newark, N. J. igs 
20703—Boston Wool Trade Assn. et al. vs. A. & R. R. R. et al. 

May 7—York, Pa.—Examiner Cheseldine: 

21224—Pfaltzgraff Pottery Co. vs. Pa. R. R. (further hearing), 

May 7—Ocala, Fila.—Railroad Commission of Florida: 

* Finance No. 8091—Application Florida, Central & Gulf Ry. for; M 
certificate of public convenience and necessity authorizing the $ 
no of its line of railroad between Inglis and Hernanj y 

a. ‘ 


May 8&—Pittsburgh, Pa.—Examiner Cheseldine: 
* 23180—Washington Building Lime Co. vs. A. & A. R. R. et al, 
May 8&—Louisville, Ky.—Examiner McChord: M 
22997—Louisville Live Stock Exchange on behalf of S. R. Jones vs 
Cc. . @ i. By. et al. 
May 8—Charleston, W. Va.—Examiner Brennan: 
23030—West Virginia Brick Co. vs. A. S. Ry. et al. 
May 8—Argument at Washington, D. C.: 
21107 (and Sub. 1)—City of St. Paul vs. C. B. & Q. R. R. etal M 


se - 
21517—Middle Creek R. R. vs. B. & O. R. R. et al. 
Ace - King - Queen bad 22103 (and Sub. 1)—Kalbfleisch Corp. vs. B. & A. R. R. et al 
May 9—Pittsburgh, Pa.—Examiner Cheseldine: 


Jack -” and * Ten * 23097—Glenshaw Glass Co., Inc., et al. vs. B. & O. R. R. et al. M 


May 9—Argument at Washington, D. C.: 
21213—Liberty Weekly, Inc., vs. A. T. & S. F. Ry. et al. 








Five ocean-type freighters. On the service of this fleet via the 22003—Sussex County Fuel Club vs. Erie R. R. et al. (and cas 
Lakes, the Minnesota-Atlantic Transit’s reputation is built. grouped therewith). M 
: ; May 10—Cincinnati, O.—Examiner Brennan: 
Our one terminal operation at Buffalo and at Duluth serves all 23189 (and Sub. 1)—Lumber Traffic Assn. vs. A. & W. F.R. Ret 
of our rail connections at both ports, and is the nucleus of our May 10—Argument at Washington, D. C.: . 
superior service. ange yo 7698—Elizabeth Southern Ry. construction and opera- 
ion oO ine. ; 
Through these facilities and equipment, we provide an May 12—Washington, D. C.—Examiner Folsom: . 
exclusive package freight service that is invaluable to the * Finance No. 3829—In re excess income of Midland Valley R. R. i 
shipper and receiver of freight. May pid aggre F renee ne: 5d 
‘ . P * Finance No. 99—Application Pa. 3 . under section 2) of 
The Dairy shippers have used our service to such an extent that Interstate Commerce act for authority to acquire control by leas 
it has been necessary to increase our refrigeration space 50%. of railroad, property and franchises of Western N. Y. & Pa. RR 5 
Clockiike regularity of sailings and dependable service are May 12—Richmond, Va.—Examiner Diamondson: 
the reasons. * 33098-_Miller Manufacturing Co. vs. A. C. et al. 
‘ 2 
j : : May 12—Washington, D. C.—Examiner McAuliffe: 
Through rates apply between Eastern points and points in the , ans tien o a. oe. oO ER. ot al +7 


Great Northwest. May 12—St. Louis, Mo.—Examiner Brennan: j 
* |, & S. 3445—Dry Paints and Materials from C. F. A. and Mis Ma 


TRY THE FAMOUS Valley Territories to Southern Classification territory. ; 
i .—E i Cassidy: M 
POKER FLEET SERVICE Madd a Bee, Fi demamings CoeelOE, na & Gravel Co. tals fe 


Santa Fe et al. (adjourned hearing). Ma 


M | N N ESO I A-A ' LAN I iC May 12—Washington, D. C.—Examiner Quimby: ; 2 
Finance ie. 3672—In re Excess Income of C. & I. M. Ry. (furthe " 

i earing). . 

Valuation No. 897—Wabas y. Co. et al. (further hearing). a 

TRANSIT COMPANY 907—Wabash Ry. Co. et al. (further hearing) , 











2 
Detroit & Security Trust Company and ey Pie at, iuneniner McChord: = 2 
: ortageville Milling Co. et al. vs. C. & E. I. Ry. = 2 
A. Miller McDougall, Receivers 23252—Jonesboro Freight Bureau et al. vs. St. L.-S. F. Ry. et@ 
F 2 May 12—Pittsburgh, Pa.—Examiner Cheseldine: 4 2 
LF 23528 (and Sub. 1)—Eatmor Chocolate Co. vs. A. G. S. R. R.e® 
(further hearing). Ma 
F : P ” sccion: 2 
Minneapolis k, N.Y. May 12—Jefferson City, Mo.—Missouri Public Service Commission. 
Minn. ee * Finance No. 8096—Application K. C. S. Ry. for a certificate of Lee Ma 
Philadelphia, convenience and necessity authorizing construction, operation a 2 
St. Paul, Minn. Pa. abandonment of certain railroad lines in Kansas City, Mo. My 
Duluth, Minn. May 13—Cleveland, Miss.—Mississippi Railroad Commission: _ 
: Buffalo, N.Y. | «Finance No. 8057—Joint Application of Y. & M. V. R. Rand My, 
Chicago i. Detro flower & Eastern Ry. for authority to abandon a lin hie 
” It, Mich. between Parchman and Webb, in Sunflower and Tallahatch * 07 
counties, Miss. : —" Ma) 
* Finance No. 8088—Joint Application of Helm & North weste™ oa 2: 
and Y. & M. V. R. R. for authority to abandon a line of ra . 
I HE between Helm and Jacobs, Miss. (further hearing). 23 
May 13—St. Louis, Mo.—Examiner Brennan: —— RR r 
23132 (and Sub. 1 and 2)—Milne Lumber Co. vs. N. Y. C. BR. & 


May 13—Cleveland, O.—Examiner Cheseldine: 
23218 Wm. E. Asplin Basket Co. vs. Pa. R. R. et al. 2 
23261— Atlas Tack Corp. et al. vs. A. C. & Y. Ry. et al 
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is, Tenn.—Examiner McChord: 
May 4—MemP Cotton and Cotton Linters from Oklahoma to interstate 
* destinations. ; 
44—St. Louis, Mo.—Examiner Brennan: 
May (and Sub. 1)—McEwing & Thomas Clay Products Co. et al. 
, ee & E. I. Ry. et al. (further hearing for purpose of determin- 


ing amount of reparation due complainants under findings in 


the case). ’ 
iladelphia, Pa.—Examiner Crowley: , : 
May fe eeaas (and lst supplemental order)—Blocking and staking 
; I umber and other articles on cars at North Atlantic Ports. 


: 1t at Washington, D. C.: . 
May ete 100—In the Matter of Classification of investment in col- 
a and accounting for operation thereof by the N. & W. Ry. 
; 91334—American Sugar Refining Co. et al. vs. C. B. & Q. et al. 
way 14-Washington, D. C.—Examiner Fowler: 
mance No. 3856—In re excess income of Nevada Northern Ry. (fur- 
ther hearing). 
Boston, Mass.—Examiner Boat: 
, a Section Applications Nos. 680 et al. (further hearing). 


Washington, D. C.—Examiner Walter: 
y Baan No. 3845—In re Excess Income of Montour R. R. 
hearing). ” ; - 7 
Greensboro, N. C.—Examiner Diamondson: 
Maye -arnold Stone Co. vs. A. C. L, R. R. et al. 
+ 93186—-McClamrock Co. et al. vs. A. & Y. Ry. et al. 
May 15—Milwaukee, Wis.—Examiner Bardwell: 
Pog (and Sub. 1)—Kohler Co. vs. A. T. & S. F. Ry. et al. 


Memphis, Tenn.—Examiner McChord: - 
May Oya] Routing cotton from Texas to Memphis, Tenn., and 
‘Southeastern and Carolina destinations. 


Roswell, N. M.—Examiner Johnston: 

Mae cand Sub. 1)—Oscar White vs. A. T. & S. F. Ry. et al. (fur- 
thur hearing, for sole purpose of enabling complainants to prove 
that they paid and bore the freight charges). 
15—Greensboro, N. C.—Examiner Diamondson: 

MXo80 1. F, Craven Co. et al. vs. A. & E. R. R. et al. 


. 15—St. Louis, Mo.—Examiner Brennan: 
Moy 55 _Certain-teed Products Corp. vs. A. & R. R. R. et al. | ; 
:|, & $. 3419—Plasterboard between points in Official Classification 
territory and from that territory to points in Canada. 
May 15—-Washington, D, C.—Commissioner Meyer and Examiner 
Walton: . : 
Finance No. 8092—Application N. Y. C. R. R. for authority to acquire 
and operate lines of railroad of U. & D. R., between Kingston 
Point and Oneonta, with two branch lines, in Ulster, Green, Dela- 
ware, Schoharie and Otsego counties, N. Y. 


May 15—Argument at Washington, D. C.: 

21585—Ohio-Ky. Associated Industries vs. A. & R. R. R. et al. 
2178—Traffic Bureau, Davenport (Iowa) Chamber of Commerce et 
al. vs. A. & E. R. R. et al. (and cases grouped therewith). 
21871—Colgate-Palmolive-Peet Co. vs. P. & L. E. R. R. et al. 


May 15—New York, N. Y.—Examiners Stiles and Parker: 

|. & S. 3234—Fresh meats and packing house products, to, from 
and between points in southern territory (and cases grouped there- 
with) (adjourned hearing). 

May 15—Washington, D. C.—Examiner Rasch: 

Finance No. 3950—In re excess income of Tionesta Valley Ry. (fur- 
ther hearing). 


May 15—Philadelphia, Pa.—Examiner Crowley: 
23268—Hinde & Dauch Paper Co. vs. B. & A. 


May 15—Washington, D. C.—Examiner Kelley: 3 ; 

Finance No. 3884—Exxcess Income of Pencoyd & Philadelphia R. R. 

May 15—Washington, D. C.—Examiner Maidens: 

a Sub. 1)—Washington Building Lime Co. et al. vs. B. & 
0. R. R. et al. 


May 15—Roswell, N. M.—Examiner Johnston: 

22034—-M. L. Cottingham vs. A. T. & S. F. Ry. et al. (further hear- 
ing, for sole purpose of enabling complainants to prove that they 
paid and bore the freight charges). 

23134—E. O. Finley et al. vs. A. T. & S. F. Ry. et al. 

*2194—E. O. Finley vs. A. T. & S. F. Ry. et al. (for sole purpose 
of enabling complainants to prove that they paid and bore the 
freight charges). 

May 15—Philadelphia, Pa.—Examiner Crowley: 

230%—Carthage Pulp & Board Co. vs. Pa. R. R. et al. 

May 16—Toledo, O.—Examiner Cheseldine: 

23282—Hausman Steel Co. vs. Pa. R. R. 

May 16—Salina, Kans.—Examiner Johnson: 
23297—Western Star Mill Co. vs. A. T. & S. F. Ry. 


May 16—Philadelphia, Pa.—Examiner Crowley: 
yu —Charles S. Walton & Co., Inc., vs. B. & O. R. R. 
"2 16—Argument at Washington, D. C.: : 
09—Atlantic Shell Co., Inc., et al. vs. A. C. L. R. R. et al. 
2013-John Pierson vs. Pa. R. R. et al. 
ao ws — Bureau, for Brannon Coal Co. et al. vs. A. (¢ 
5. R. R. et al. 
22047—Jackson Traffic Bureau, for Jackson Fertilizer Co., vs. A. ° 
& 8S. F. Ry. et al. 
May 16—Roswell, N. M.—Examiner Johnston: 
‘ ‘Silver City Beer & Ice Co. vs. A. T. & S. F. Ry. et al. 
ay 16—Lima, O.—Examiner Hagerty: 

Solar Refining Co. vs. A. T. & S. F. Ry. et al. 


M : eee 
+ Boe py iladelphia, Pa.—Examiner Crowley: 


(further 





R. R. et al. 











et al. 



























et al & Dupont De Nemours & Co. vs. C. St. P. M. & O. Ry. 
22g? —Madison, Wis.—Examiner Bardwell: 
Sa scar Mayer & Co. vs. B. & O. R. R. et al. 
P 2h naleigh, N. C.—Examiner Diamondson: 

RR Tarue Association of South Atlantic Ports et al. vs. A. & R. 





: . 
May t Corporation Commission of N. C. vs. A. & R. R. R. et al. 
ig_arsument at Washington, D. C.: 
22102 (a “yo! Condensed Milk Co. vs. B. & A. R. R. et al. 
aa Sub. 1)—Cherry-Burrell Corp. et al. vs. A. T. & S. F. Ry. 
245 2nd cases grouped therewith). 
Onsolidated Paper Co. vs. A. T. & S. F. Ry. et al. 









MOORE & McCORMACK CO., INC., GEN. 
AGTS 


Baltimere, Md., 15 S. Gay St. 
Chicago, 
Cleveland, O., Union Trust Bldg. 
New York, 5 Broadway 
Philadelphia, Pa., Bourse Bidg. 
Pittsburgh, Pa., Oliver Bidg. 


Baltimere—Pier 7, West 
Cevington 
Chiiede phia—Pler 27N, Reading Co. 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


SUBJECT TO CHANGE WITHOUT NOTICE 
















CALMAR 


June 6] June 9 


2 | FLOMAR Jane'is | Sune i8 

2 | PORTMAR Probnng # Suen'2? 
PENNMAR July''3 | July 
YORKMAR Jaly 12 | July 15 

2 | LOSMAR genoa | soap se 
MASSMAR July 30 | Aus.’ 2 
OAKMAR — 


Sailing every NINE days from Philadelphia and Baltimore 
DIRECT to Pacific Coast. 


Service That Satisfies 


For information regarding rates, etc., apply to nearest office: 


CALMAR STEAMSHIP CORPORATION 


SWAYNE AND HOYT, INC., AGTS. 


Los Angeles, Cal., 631 Central Bidg. 
Portiand, Ore., 911 Bd. of Trade Bidg. 
San Francisco, Cal., 240 Front St. 
Seattle, Wash., 201 Central Bidg. 


lll., Rookery Bldg. 


REGULAR PACIFIC COAST PIERS 


Los Angeles—230B Terminal istand 
Oakiand—Howard Terminal 
Pertland—No. | Oceanic Terminal 
{ consider special ecalj at other piers San Francisco—Pier Ne. 
when sufficient carge is effered. Seattle—Atiantio Dock Terminal 


UNITED FRUIT COMPANY 


yey 
fas" 
Ge 


REGULAR ATLANTIC COAST PIERS 
Md. Ry., P 


we — Mh 


[> Steamship Service <(@na)s 


General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Salvador, Nicaragua, Columbia, Costa Rica, Guate- 
mala, Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports of 
Mexico, Central and South America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 Califernia 17 Place, $21 St. Charles 8t., 
San es >, New Yer, NY. New Orleans, La. 
Whart, 14@ S&S. Dearbern St, 
Besten, Mass. Chicage, Mil. 
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ST. a — THE 49TH STATE — MO. 


Storers, Distributors 
Forwarders 


Manufacturing space— 
for sale or lease 


Complete buildings, floors or smaller manufacturing space in a city of 
70,000. Served by three railroads; private —— on two, Pa. R. R. 
and G.T.R.R. Street cars and boulevards lock away, concrete 
pavement to buildings, ample parking space. 


Monolithic cement and cement block buildings—three stories high, 
with light and fresh air on all sides. Buildings heated; sprinkler 
system; large freight elevators. 


Good residence section within five minutes’ walk. 


This is the place for a growing factory, a new industry or a branch 
factory or assembling plant. In the heart of lower Michigan. For 
details and blueprints, write 


Factories, Inc., 
1911 Factory St., Kalamazoo, Mich. 


There is also some space suitable for warehouse use. 


SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS 
—THE CENTER! 


Dallas 


Write for Literature to: 


INDUSTRIAL DALLAS, Inc. 
1531 Chamber of Commerce Bidg., Dallas 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 

From Philadelphia . . Wednesdays and Saturdays 

From Houston. . ..... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 
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May 17—Chicago, Ill—Examiner Cheseldine: 
Darling & Co. et al. vs. C. & E. I. Ry. et al. 

Mey. 19—Bloomington, Ind.—Special Examiner Rice: 
* 99—Alexander King Stone Co. vs. C. I. & L. Ry. (further y, 

on question of damages). Caring 
May 19—New York, N. Y.—Examiner Crowley: 
* 1. & S. 3446 (and Ist supplement)—Plasterboard between points 

southern territory. h 


ty * 19—Chicago, Ill.—Examiner Cheseldine: 
279 (and Sub. 1 and 2)—Jos. Denunzio Fruit Co. et al. vs. A? 
& S. F. Ry. et al. poe 


May 19—Green Bay, Wis.—Examiner ig 

* 22680—Green Bay Port Huron & Detroit S. 
Corp. et al. 

May 19—El Paso, Tex.—Examiner Johnston: 

* |. & S. 3424—Hides, pelts and skins, from El Paso, Tex., and Ney 
— points to Kansas City, Mo., St. Louis, Mo., and points be. 
yon 

May 19—Washirngton, D. C.—Examiner Walsh: 
Finance No. 3643—Excess Income of Brimstone R. R. & Canal Co, 
May 19—Argument at Washington, D. C.: 

21931 n Sub. 1)—Whitacre-Greer Fireproofing Co. vs. B. & 0 
c. Tm BH. ot al 

21955—-Darling & Co. vs. B. & Ar. R. R. et al. 

=e Agricultural Chemical Co. et al. vs. A. C. & Y, Ry, 
eta 

22071—Atwood Farmers Oil Co. et al. vs. A. T. & S. F. Ry, et aj, 

a. Clay Products Co. vs. E. J. & E. Ry. et al. 


19—Newark, N. J.—Chairman a td and ~ eed Steer: 
4—State of New Jersey vs. N. Y. C. R. R. et al. 
23040—N. J. Traffic Advisory Committee vs. N. Y. C. R. R. et al, 


may 19—Washington, D. C.—Examiner Maidens: 

157—Smoot Sand & Gravel Corp. vs. B. & O. R. R. et al. 

aa vf 19—Hutchinson, Kans.—Examiner Johnson: 
. & S. 3432—Out-of-Line charges on grain from Kansas and Okk. 
“homa to Kansas points, when transited at Hutchinson, Kans, 


May 19—Indianapolis, Ind.—Examiner Hagerty: 
23043—Russell Fortune, Inc., et al. vs. B. & O. R. R. et al. 
23059—Central Veneer Co. et al. vs. A. C. & Y. Ry. et al. 


May 19—Jackson, Miss.—Examiner McChord: 
23212—Case Commission Co. vs. A. G. S. R. R. et al. 
23256—Royal Route Coal Co. et al. vs. A. G. S. R. R. et al 


May 19—Kansas City, Mo.—Examiner Brennan and Commissioner 
Brainerd: 
23148—Albertson & Co., Inc., et al. vs. A. C. & Y. Ry. et al. 


May 20—Washington, D. C.—Heaminer Glover: 
* Fourth Section Application Nos. 1571 et al. (further hearing). 


y 20—El Paso, Tex.—Examiner Johnston: 
Mole —m Paso Freight Bureau et al. vs. A. T. & S. F. Ry. etal 


May 20—New York, N. Y.—Examiner Crowley: 
23120—Penn Veneer Co. et al. vs. W. Md. Ry. et al. 
* ne Veneer Co. vs. B. & O. R. R. et al. (further hear- 
ng). 


y 20—Washington, D. C.—Examiner Fuller: 
M33007-—Illinots Silica Sand Traffic Bureau vs. A. C. & Y. Ry. et al 
— = 1)—Pennsylvania Glass Sand Corp. vs. A. C. &Y. 
y. eta 
23245—Industrial Silica Corp. vs. Aliquippa & Southern R. R. etal 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. Ry. et al. 


“ ay owe at Washington, D. C.: 
3299—-Stoves, ranges, boilers, house heating furnaces, parts 
* Game and related articies, from, to, and between points in 
southern territory. 
ae ey Assn, of Stove Manufacturers et al. vs. A. CL 
. & St Al. 

1. & S. 3363—Stoves, ranges, boilers, house heating furnaces, parts 
thereof and related articles, from, to, and between points in 
southern territory. 

ek "Vt., Chamber of Commerce et al. vs. A. & StL 
R. R. et al. 

May 20—New York, N. Y.—Examiners McGrath and Smith: 
23496—Rates and minimum weights on metal containers, etc. (and 
cases therewith) (adjourned hearing). ; 

1. & S. 3423 (and ist supplement)—Empty returned carriers, casé, 
bottles, barrels, drums, etc., from Texas and Oklahoma to Cole 
rado (in connection with further hearing now assigned for that 
date in No. 22426—general investigation as to metal containers). 


May 20—Kansas City, Mo.—Commissioner Brainerd and Examiné 
Brennan: $ 
jae tee Iron Works Co. et al. vs. A. T. & S. F. Ry. et a 
y 20—Jackson, Miss.—Examiner McChord: 
ye Be no ‘Traffic Bureau vs. A. G. S. R. R. et al. 


20—Chicago, Ill.—Examiner Cheseldine: 
Moxos —igyotion Tie and Timber Co. vs. B. & O. R. R. et al. 


. Co. vs. A. & AR R 





May 21—Kansag City, Mo.—Examiner Brennan: = 
* 23381—Arthur Capper, doing business as Capper Publications, “ 
A. T. & S. F. Ry. et al. (further hearing). 


May 21—Chicago, Ill.—Examiner Cheseldine: 
* 23065 (and Sub. 1 and 2)—M. A. Bell Co. et al. vs 


Mey, 21—Argument at Washington, D. C.: 
10—Staples Oil Co. et al. vs. N. P. Ry. 
22174—Deere & Co. vs. Belt Ry. of Chicago, IIl. 
22185—Marquette Coal & Mining Co. vs. C. & N. W. 
22543—Davenport Locomotive & Manufacturing Co. et al. 
Ry. of Chicago et al. 
May 21—Washington, D. C.—Examiner Konigsberg: 
A —— Tar Products Co. vs. N. Y. C. R. R. ot ab tne 
. Lewis Manufacturing Co. vs. A. C. & Y. et al. ( 
"Ten 
May 21—Crawfordsville, Ind.—Examiner Hagerty: 
28eg9—City of Crawfordsville vs. C. C. C. & St. L. Ry. (tt 
purpose of determining amount of reparation due com 
under findings in this case). 
21—Wichita, Kans.—Examiner Johnson: 
M3066 United Sash & Door Co. vs. A. T. & S. F. Ry. et al. 


May 21—Washington, D. C.—Examiner Maidens: 
23139 North American Cement Corp. vs. B. & O. R. R. et al. 
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May 21—Washington, D, C.—Commissioner Meyer and Assistant Di- 
rector Burnside: 
22260—Interstate Commerce Commission vs. Pa. R. R. et al. 


soy 21—New York, N. Y.—Examiner Crowley: 
23172 ee —_ 1)—Plunkett-Webster Lumber Co., Inc., vs. 
C.-R. BR. etal. 


way 22—Minneapolis, Minn.—Examiner Bardwell: 

* Finance No. 7955—Application of M. A. & C. R. R. R., for certificate 
to acquire and operate a line of railroad between Minneapolis and 
Anoka, Minn. 


May 22—Meridian, Miss.—Examiner McChord: 

* 11759—Meridian Traffic Bureau et al. vs. D. G., as agent, A. & V. 
Ry. et al. (further hearing, for purpose of ascertaining amount 
of reparation due complainants under report of Nov. 8, 1927, in 
said proceeding, 132 I. C. C. 477). 


a * 22—Florence, S. C.—Examiner Diamondson: 
23210 (and Sub. 1 to 9, incl.)—C. M. Kelley vs. A. C. L. R. R. et al. 


May 22—Chicago, Ill.—Examiner Cheseldine: 
23187—Leo C. Gould Co., Inc., vs. C. & N. W. Ry. et al. 

May 22—New York, N. Y.—Examiner Crowley: 

23173 (and Sub. 1)—Ashland By-Product Coke Co. et al. vs. A. T. 
& S. F. Ry. et al. 

May 22—Prairie City, Ore.—Public Service Commission of Oregon: 

* Finance No. 8100—Application Sumpter Valley Ry. for a certificate of 
public convenience and necessity authorizing the abandonment of 
portion of its line extending from Bates to Prairie City, Grant 
county, Ore. ; 

May 22—Oklahoma City, Okla.—Examiner Johnson: 

1. & S. 3439—Grain and related articles from Oklahoma to Louisi- 
ana and Alabama Gulf Ports. 

May 22—Lafayette, Ind.—Examiner Hagerty: 

—Western Indiana Gravel Co. vs. Pa. R. R. 


2 
a 22—Argument at Washington, D. C.: 
107—Mission Hosiery Mills, A. H. Wittenberg, Inc., vs. A. T. & 
S. F. Ry. et al. : 
22079—-Litowich Bros., Inc., vs. B. S. L. & W. Ry. et al, 
21561—Consolidated Coppermines Corp. vs. Nev. Nor. Ry. et al. 


May 23—Atlanta, Ga.—Examiner Diamondson: 

* 1, & S. 3434 (and ist supplemental order)—Chemicals, acids and dye- 
stuffs, and related articles, from eastern and southern origins tc 
southern destinations. 

* 23336—Manufacturers’ Association of Chicago Heights vs. A. & R 


IN. Zs 


R. R. ot al. 
May 23—New Orleans, La.—Examiner McChord: 
* 1. & S. 3433—Routing via Mobile, Ala., in connection with the South: 
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May 23—Minneapolis, Minn.—Examiner Bardwell: 
* 23116 (and Sub. 1 and 2)—D. E. Ryan Co. vs. G. N. R. R. et aj 


May 23—Argument at Washington, D. C.: 
22235 (and Sub. 1 and 2)—George F. Burt & Co. et al. vs, ¢ &y 
W. Ry. et al. ia 
22190—Loose-Wiles Biscuit Co. et al. vs. A. T. & S. F. Ry. et qj 
22200—National Biscuit Co. vs. A. T. & S. F. Ry. et al. . 
22290—Zion Institutions and Industries vs. C. & N. W. Ry. et aj 
22196 (and Sub. 1 to 7, incl.)—Will Mayfield College vs, ¢, g E 
Ry. et al. L 
May 23—New York, N. Y.—Examiner Crowley: 
1. & S. 3449—Routing on west-bound traffic via K. C. S.R 
L. S. W. Ry. destinations. 
23287 (and Sub. 1)—Federated Metals Corp. vs. Pa. R. R. et | 
Portions Fourth Section Appl. 4579 et al. 7 
May 23—Omaha, Neb.—Examiner Brennan: 
23124—Concrete Engineering Co. vs. C. R. I. & G. Ry. et al. 
23147—A. W. Wheeler et al. vs. C. B. & Q. R. R. et al. 


Y. to §, 





TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce) 


One firm reporting to the transportation division, ip COL- 
nection with its industrial traffic management survey, States 
that as much as $1,200 a year has been saved on both inbouy 
and outbound carloads from checking stenciled tare or ligh 
weight of cars against the tare weight used by the carrier 4 
billing. Errors ranging from 100 to 10,000 pounds overcharg 
in weight and freight charges are reported not infrequent, 


POSITIONS WANTED OR OPEN 


TRAFFIC MANAGER, railroad and industrial experience, thor. 
oughly acquainted with rate adjustment and committee work, ani 
capable of handling matters with Interstate Commerce Commission 
desires connection with industrial or railroad corporation. Address 
F. A. N. 282, care Traffic World, Chicago, IIl. 











TRAFFIC MAN, twenty years’ practical railroad and industrial 
experience, registered practitioner, desires connection in east, south 
or middle west with industrial, commercial or civic organization o 
as off line agent of railroad. Services now available. References 
Address D. F. J., care Traffic World, Chicago, Ill. 











PITTSBURGH DISTRIBUTION 


Cold and dry distribution can be most successfully accomplished to 
the 5,000,000 Pitts’ District population through the Terminal system. Direct 
connections of all r into the group of buildings eliminates all trucking 
and hauling, except for city deliveries. Lowest obtainable insurance rates. Every 
modern facility for doing business. 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 
Pittsburgh Terminal Warehouse & Transfer Company 
Terminat Way and Carson Streets Pittsburgh, Pennsylvania 


TRAFFIC SCIENCE 


Through Actual Practice 
No Theory. No Tedious Book Reading 


Actual Work on Carriers’ Tariffs 
1.C.C. Decisions and Official 
Publications 












Two separate courses: 


(1) Traffic Specialization — 
(2) Traffic Law and Practice. 


Resident classes now forming. Write for catalog of mail 
training courses. 


Chicago, Ill. 
College of Advanced Traffic 
608 South Dearborn St. 
Telephones: Harrison 8649-50 





New York, N. Y. 
Academy of Advanced Trafic 


299 Broadway 
Telephone: Worth 58 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
WESTERLY fi TOM London and Norwich, Conn. ” 
Cc. F.A., W. T. L., Inter-Moun 
t O South and. Southwest 
CLYDE, OLD DOMINION, SAVANNAL, 







THAMES RIVER LINE, INC., PIER 32 E. R.,. NEW YORK CITY, ERNEST E. FUCHS, President 













